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"The Oxford English Dictionary" (1916)

(The New English Dictionary)

edited bv Mnrrav
Vol. U), Part 2

"Watch'' p. 14,7

"III. XauHcal uses.

17. (Developed from sense 4.) That period of time tor

which each of the divisions of a ship's company (called

Svatches- : see 18) alternatively remains on deck; usually

four hours, with the exception of the dog-watches (see Dog-

Watch ). (One's) watch below^ off, the time one is off duty.

To he off the watch: to be off duty.

1585 T. Washington tr. Nicholay's Voy. I. ii. 2. AVe

about the first watch sayled straight towards the port of

Carry, a 1624 in Capt. J. Smith Hist. Virginia 1. AVks. I.

340 When we had rnn 30. leagues we had 40. fadom, then

70. then 100. After 2. or 3. watches more we were in 24.

fadoms. 1634 Brereton Trav. (Chetham Soc.) 4 As the

master of the ship conceived we ran seven leagues in a

watch, in four hours. 1697 Loud. Gaz. No. 3317/4 In a

Watch and a half, .they gained so much of us, that we saw
no probability of coming up with them. 1781 Cowper
Retirem. 434. He that on the mainmast head While
morning kindles with a windy red, Begins a long look-out

for distant land. Nor (puts, till ev'ning watch, his giddy

stand. 1848 W. A. Ross Yacht Voy. Norway, etc. 11. 256

The sailors who were below and off the watch, rose as we
entered. 1850 H. Melville White Jacket 1. xxi. 128 At
eight o'clock in the morning your watch-below comes round,

and you are not liable to duty until noon. 1867. Smyth
Sailor's Word-bk. Watch,.. the word is also applied to the

time during which the watch remains on deck, usually four

hours, with the exception of the dog-watches. 1898 Kipling

Fleet in Being i. 4, 1 counted seven speeds in one watch,

ranging fi*om eight knots to seventeen. 1914 Glasgow
Herald 26 Aug. 8 The master was having his watch off,

and was lying down amidships.
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b. A sailor's tuni or period of duty.

1725 DeFoe Yoy. round World (1840) 44 They were a

part of the men whose watch it was. 1833 Ht. Martineau
Loom & Lugger 1. iii. 26 He stood as fair a chance as a

brighter man.. of sustaining his six hours' watch to the

satisfaction of his oflicer.

transf. 1908 Daily Chron. 10 Apr. 1/5 This afternoon a

batch of telegraphists due on duty refused to attend. The
batch then on duty declared that they would go out on
strike when their watch ended.

18. That part, usually one half, of the officers and crew,

who together attend to the working of a vessel during a

^watch' (see 17). The usual two divisions, port (flarboard)

and starboard watches, are sometimes again divided into

two, making four in all.

1626 Capt. J. Smith Accid. Yug. Seaman 790 The Cor-

poi-all is to see to the setting and releeuing the watch.
1627—Sea Gram. xiii. 61 Watch be vigilant to keepe your
berth to windward. 1628 Digby Yoy. Mediterr. (Camden)
14 It was all that both the watches could do together to

tacke about the sailes. 1699 T. Allison A'oy. Archangel 103

We set our Sprit-Sail too, but all the Watch, which were
ten Men, were two hours in getting it loose. 1743 Bulkeley

& Cummins Yoy S. Seas 8, I was Ofticer of the AVatch

(tho' I was Gunner of the Ship, I had the Charge of a

Watch during the whole Yoyage). 1769 Falconer Dist.

Marine (1780) s. v., To set the Watch, is to appoint one

division of the crew to enter upon the duty of the watch ; as

at eight o'clock in the evening. Hence it is equivalent to

mounting the guard in the army. 1820. Scoresby Ace.

Arctic Reg. II. 235 Each watch consists of two boats'

crews. 1836 Marryat Midsh. Easy xxvi. The watch was
called as soon as the sails were trimmed. 1840 R. H. Dana
Bef. Mast xiv. 33 Instead of having a watch on deck and a

watch l)elow, as at sea, all hands are at work together.

1913 M. Roberts Salt of Sea vii. 181 'Any man would

scorn to be Tyser's sister's son,' said the starboard watch.

Ibid., 'The grub's horrid,' said both watches.



h. Watch and watch, the arrangement by which the two
lialves of a ship's crew take duty alternately every four

hours.

1780 Mirror No. 97 ^Business', cried the Captain, ^is not
oratory business? and why cannot they set to it watch and
watch, as we do at sea?' 1813 Southey Nelson 1. 22 He
was statioju^d in tlie foretop at w^atch and watch. 1829
Marryat F. Mildmay xii. They were either mast-headed, or

put watch and watch. 1850 H. Melville White Jacket 1.

xxi. 128 In a man-of-war at sea, the sailors have watch and
watch; that is, through every twenty-four hours they are

on and off duty every four hours. 1867 Smyth Sailor's

AV^ord-bk., Watch and Watch, the arrangement of the crew
in two watches.

transf. 1889 'Mark Twain' Yankee at Crt. Arthur xl,

AYell, he stood w^atch-and-w^atch with me, right straight

through for three days and nights, till the child w^as out

of danger."

'*A Naval Expositor"

by Thomas Riley Blauckley

published London, MDCCL

"Watch—Signifies the space of four hours, because half

of the ship's company watch and do duty in their turns,

so long at a time, who are divided into tw^o parts, the Lar-
board, and the Starboard Watch" (p. 183).

Falconer—Marine Dictionary

"A Universal Dictionary of the Marine or a copious
explanation of the Technical Terms and Phrases

employed (about) a Ship".

By Wm. Falconer, London, MDCOLXXXIV.

''Watch, the space of time wherein one division of a
ship's crew remains upon deck, to perform the necessary
services, whilst the rest are relieved from duty, either when
the vessel is under sail or at anchor.
The length of the sea watch is not equal in the shipping

of different nations. It is always kept four honrs by our



App. 4

British season, if we except the dog watcli between four

and eight in the evening, that contains two reliefs, each of

which are only two hours on deck. The intent of this is to

change the period of the night watch every twenty-four

hours; so that the party watching from eight to twelve in

one night, shall watch from midnight till four in the morn-

ing on the succeeding one. * '^'' *

A ship's company is usually classed into two parties, one

of which is called the starboard and the other the larboard

watch. It is, however, occasionally separated into three

divisions, as in a road, or in particular voyages.

In a ship of war the watch is generally commanded by a

lieutenant, and in merchant ships by one of the mates; so

that if there are four mates in the latter, there are two in

each watch; the first and third being in the larboard, and

the second and fourth in the starboard watcli; but in the

navy the officers wiio command the watch usually divide

themselves into three parts, in order to lighten their duty.'*

Midshipmans Vocabulary

J. J. Moore
(London 1805)

''Watch, implies the division of the ship's company into

two parties or guards, one of which is called the starboard,

and the other the larboard—watch, these epithets allude to

the situation of their hammocks when hung up, the two

watches are however occasionally separated into three or

four divisions, as in a road, for an anchor-watch, etc. But

the officers of the Navy usually divide themselves into

three watches, in order to lighten their duty" * * *

"Watch, the space of time, wherein one Division ot* the

ship's crew remains upon deck, to perform the necessary

services, whilst the rest are relieved from duty. The length

of the sea watch in the British Marine, if we except the

dog-watches, is four hours. In a ship of war, the watch is

generally commanded by a lieutenant, and in merchant

ships by one of the mates".

"Dog- Watches, are the two reliefs, which take ])lace be-

tween four and eight o'clock in the afternoon, each of

which is only 2 hours, the intent of these watches is to

change the turn of the night-watch every 24 hours." * * *

;'^:
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"'Tlie first Watch, is from 8 o'clock in the evening, till 12

at midnight. The middle watch, continues from 12 till 4 in

the morning. The morning watch, comprehends from 4 to

8 o'clock in the morning." * * *

'*To set the Watch, to appoint one division of the crew
to entei' upon the duty of the watch; hence it is equivalent

to mounting the guard in the army."

''A New Universal Dictionary of the Marine"

originally compiled by William Falconer

;

modernized and much enlarged by
William Burney, LLD.

London
(1815)

^^Watch, (quart, on garde, Fr.) the division of a ship's

company into two parts or guards, one of which is called

the starboard, and the other the larboard watch ; these

epithets allude to the situation of their hammocks when
hung up : the tw o watches are, however, occasionally sepa-

rated into three or four divisions, as in a road, for an
anchor-watch etc."

* * *

^'Watch, the space of time wherein one division of the

ship's crew remains upon deck, to perform the necessary

services, whilst the rest are relieved from duty. The ship

crews are divided into three watches, in order to lessen, as

much as possible, an evil that seems unavoidable in a sea-

faring life; and the longest of these, in the British marine,
is four hours. It has been remarked, 'that the order of

nature was never inverted with impunity; and whatever we
detract from the natural period of our sleep, will be de-

ducted in the end from the natural range of our existence.

Those whose rest is regularly broken by watch-duty, gener-

ally put on an appearance of premature old age, that a
person unacquainted with them would be liable to err

several years in fornring a calculation of their ages from
their exterior physiognomy, owing principally to their

abridged and broken sleep at night.

In a ship of war, the watch is generally commanded by
a lieutenant; and in merchant-ships by one of the mates."
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"Dog-watches (le quart de quartre lieures a six, et celui

de six a liuit, Fr.) are the two reliefs which take place be-

tween four and eight o'clock P. M. each of which being

only two hours on deck. The intent of these watches is to

change the turn of the night-watch every twenty-four hours

;

so that the party watching from eight to twelve one night,

shall watch from midnight till four in the morning on the

succeeding one" * * * (pp. G10-6l!0).

''Sailor's Word Book"
Bv Adm. W. H. Smvth,
published, London, 1867.

"Watch. The division of the ship's company into two
parties, are called the starboard, and the other the larboard

or port watch, alluding to the situation of their hammocks
when hung up; these two watches are, however, separated

into two others, a first and second part of each, making four

in all. The crew can also be divided into three watches. The
officers are divided into three watches, in order to lighten

their duty; but it is to be borne in mind that the watch
may sleep when their services are not demanded, whereas

it is a crime, liable to death, for an officer to sleep on his

watch. In a ship of war the watch is generally commanded
by a lieutenant and in merchant ships by one of the mates.

The word is also applied to the time during which the

watch remains on deck, usually four hours, with the ex-

ception of the dog watches. * * *'^

"Watch and Watch. The arrangement of the ci-ew in

two watches" (p. 720).

''The New Naval Magazine or

Complete Maritime Journal"

by Capt. W. H. Portlock, Esq.

Published, London, "18.."

"Watch—implies the division of the ship's company into

two parties or guards one of which is called the starboard

and the other the larboard-watch; these epithets allude to

the situation of their hammocks when hung up, the two
watches are however occasionally separated into three or

four divisions, as in a road, for an anchor-watch, etc. But
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tlie oflicoi's ot* the lutvy usually divide themselves into three

watches, in order to li.i>"hten their duty.''
-X- * *

"Watch—the si)aee of time wherein one division of the

ship's crew i-emains upon deck, to perform the necessary

services, whilst the rest are relieved from duty. The length

ol* the sea watch in the British Marine, if we except the

dog-watclies. is four hours. In a ship of war, the watch is

general! V cojumandcnl by a lieutenant, and in merchant

ships by one of the nuites" * * * (pp. 361-862).

"Sailor's Language"

by W. Clark Russell

published, London, 18S:^».

"Watch—The term applied to the division of a crew.

There are two watches, i. e. the port watch lieaded by the

mate, and the starboard watch by the second mate.

Watch & Watch—The term to signify four hours on deck

and four below, alternately, save in the dog-watches, which

are two hours each" (p. 157).

*

' Imperial Dictionary
'

'

edited by Ogilvie

(publ. London, 1883)
Vol. IV, p. 600, Watch.

"6. Naut (a) the period of time occupied by each part

of a ship's crew alternately while on duty. The period of

time called a watch is four hours, the reckoning beginning

at noon or midnight. Between 4 and 8 P. M., the time is

divided into two short or dog-watches in order to prevent

the constant recurrence of the same portion of the crew
keeping the watch during the same hours. Thus, the period

from 12 to 4 P. M. is called the afternoon watch, from 4

to 6 the first dog-watch, from 6 to 8 the second dog-watch,

from 8 to 12 the first night watch, from 12 to 4 A. M. the

middle w^atch, from 4 to 8 the morning watch, and from
8 to 12 noon the forenoon watch. When this alternation

of watches is kept up during the 24 hours, it is termed hav-

ing watch and watch, in distinction from keeping all hands
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at work during one or more watches. Anchor watch, a
small watch composed of one or two men appointed to look

after the ship while at anchor or in port, (b) A certain

part of the officers and crew of a vessel who together attend

to working her for an allotted time. The crew of every

vessel while at sea is generally divided into two portions:

the starboard watch, which in the merchant service is the

captain's watch, and is often commanded by the second

mate; and the port-watch, which in the merchant service

is commanded by the chief mate. In the royal navy these

watches are commanded by the lieutenants successively.'-

"Manning of Steamships & Sailing Vessels"

by William Allingham (paper #34)
publislied bv the ^'Shipmasters Society'' of London

(6th Session) 1894,

pages 23, 24, 25, 31, 32.

"Surely shipowners, or ship-managers, I am not sure

which is the correct term to use in this connection, are

unaware of the great strain on officers' constitutions caused

by the continuation of the watch and watch system of

antiquity to the modern tramp steamer. The British handi-

craftsman clamours loudly for eight hours a day, and gets

it in some instances. Yet in many an ocean tramp the

mate is on duty for 18 hours out of the 24. Such a sorry

system of overwork and consequent physical inefficiency is

one form of undermanning that would seem merely to

require mentioning publicly to ensure alleviation. Facts,

however, tend to show that although a fully-manned, unin-

sured ship should be more economical to her owner, taking

everything into consideration
;
yet the 'watch and watch'

method of the old-time sailing-ship still finds favour with

some owners who are well insured and have nothing at

stake. Captain Davidson, the representative of the Ship-

masters' and Officers' Federation on the Manning Commit-
tee, referred to this curious circumstance in words which
burn. 'When in 1881/ he said, 'the owners were put to the

test in endeavoring to get their ships away from the ports,

the officers rendered them every aid in their power, and
now in return I am very sorry to see that a Bill which your
Federation is trying to get passed into law, has been ad-
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versoly noticed by Mr. Cooke, tlie Secretai-y of the Cliamber

of Sliippiiio-, and that he has sent ont a notice to his mem-
bers calling attention to it. The Bill does not ask for

much, it asks foi' a system of three watches for officers in

vessels of certain size, and it also asks that every cer-

tificated officer shall be a natnralised British subject. I

tliink we have a right to ask that, because no one but a

naturalised Britisher can be an owner of his ship, and there

is a greater reason why you should be British l)efore you

command a I'ritish shi]). We have that to thank the ship-

owner for: he would not act without the authority of the

body h(^ represents, therefore you must carefully take tliis

into your consideration whether the owners are your friends

or whether you will have to befriend youi-selves?

Owners are not solely to blame for this persistent -watch

and watch', for some shipmasters altogether fail to have

sufficient concern for their harassed subordinates. 'Watch

and watch' was good enough for them; why should the

modern man require more? The Bill to which Mr. Cooke
objects is intended to assist in the protection of life and
property at sea, and many a small steamer should be

deemed unseaworthy by reason of the insufticiency of deck

officers. In the case of the Giles Loring before an Ameri-

can court, it was held that ^seaworthiness includes a com-

])etent master and crew', and it is high time for this princi-

ple to be acted upon over here. The Antoinette, a British

barque bound from New York to Valparaiso, bore up from
65° W. for Monte Video, after being over four months out.

Her master was justified in returning, but 'blamable for

not engaging a certificated officer and for not ascertain-

ing the condition of the ship before sailing'. In other

words, the court deemed her unseaworthy, but doubtless

underwriters would pay up without question. That is their

practice, to the detriment of honest owners and unfortunate

seamen. You will ])rol)ably find tliat the master is the

only certificated officer too frequently in colonial vessels

leaving the other side of the 'herring pond\ Masters of

coasting steamers have a terrible task in this way. The
Mersey, to which I shall refer more fully later, is a case

in point. She had a master, and an only mate; and the

master, asked in what shape he would like extra assistance,

if offered, preferred another officer to more men. He never
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went to bed except in very clear weather, had not taken

his clothes off from Dunkirk to Caernarvon Bay, but was
not at all worn out. 1 am sorry for him.

* * *

The three watch system is a very old story. Some years

ago I took a great personal interest in the matter, and we
did all we could to get the three watch system taken up,

but I believe the x\tlantic companies still keep to the watch
and watch system. (No, no.) I nm very glad to hear that

they have done away with that. (They have two chiefs and
two second officers and three watches.) I know as a matter

of fact that in some of our London liners they are work-

ing in the opposite direction. In some of these steamers

they put their officers on two watches until they get to

Gibraltar; in others till they arrive at Suez, and again

whilst navigating the coast of Australia. It simply means
that at the time when an officer requires all his capabili-

ties and nerves they put him on two watches. No officer

can keep watch and watch and do it properly.-'

"The British Mercantile Marine"

By Edward Blackmore (pub]., London, 1807)

'^Masters' Duties. * * * At sea the duty appertaining

to the master is the safe navigation of his ship and the

governance of the crew; and his chief concern should be to

see that the duties of each and all are so carefully carried

on that the voyage may be performed with all due speed

and safety. To this end he must see that the officer in

charge of the deck keeps a sufficient lookout and is never

absent from his post unless relieved hy himself or another

officers; that every precaution is taken against danger to the

safety of the vessel, or the lives of his crew and passengers

;

that the boats are properly fitted with everything ready in

them for lowering in case of accident; * * *'
(p. 154).

"Duties of the Mates. * * * j^^ to the number of

mates to be carried in any ship there is no direct legisla-

tion beyond what has been stated, but common sense teaches

that the number should be regulated by the size of tlie

vessel, or the length of the voyage, its nature and difficulty.

The strict adherence to the old. trading sailing ship fashion.
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of carri/'uif/ only liro niaies, and llx HyHian of iraivh and
irafch for any lent/lJi of voyage in the large ships and
steamers of the [n-esent day, is simply monstrous, and to

it may be attributed a vast number of the collisions now
continnally occurring. One excuse put forward for its

continuance is^ that it is not lawful for any one hut a chief

or second mute of a ship to hare charge of a watch under
u-ay. lliis is an absurd fallacy. Tliere may he any num-
ber of persons holding chief and second mates' certificates

in a ship, and each is thereby eiuaUfied to take such charge.

In law it matters nothing as to the series or the articles

—

this only shows the seniority of appointment by the owner
in the ship; the possession of the certificate is the legal

qualification as to capacity to perform the duty. If not,

of what value is it? To put a junior officer, who has no

certificate, in charge of the deck, and the navigation of

the ship, would possibly be an illegal thing which must be

avoided" (p. 155).

'•Relation between Masters and Officers. * * * Many
an accident has occurred thru an officer leaving the bridge

to call the master. That duty ought to be performed by
some one else in the watch ; at all events the officer should

not quit his post until the source of danger is removed
* * *'' (p. 156).

^'Junior -Officers. * * * The junior officers have their

fixed duties in assisting the chief and second officers. In

these ships three watches are usually kept. As it is not

usual for these ships to carry either midshipmen or appren-

tices, no one is employed as a junior officer until he has

served for and obtained a second mate's certificate, by
service elsewhere * * *" (p. 170).

"Encyclopaedia of Ships & Shipping"

Edited bv Herbert B. Mason,
MDCCCCVIII, London

"Watch. A period of time occupied by each part of a
ship's crew alternately while on duty. The period is four
hours, the reckoning beginning at noon or midnight. The
time between 4 and 8 p. m. is divided into two short watches
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of two hours each, technically known as dog watches.

Prom 12 noon to 4 p. m. is the lirst afternoon watch, from
4 p. m. to 6 p. m. the first dog watch, from 6 p. m. to 8 p. m.

the second dog watch, from 8 p. m. to midnight the first

night watch, from midnight to 4 a. m. the middle watch,

from 4 a. m. to 8 a. m. the morning watch, and from 8 a. m.

to noon the forenoon watch" (p. 671).

''A Dictionary of Sea Terms,"

by A. Ansted
published Glasgow in 1917

^'Watches.—The division of a ship's company into two,

called the starboard watch and the port watch; these names
being derived from the situation in which the hammocks
of the crews are usually hung. 'The crew are divided into

two divisions, as equally as may be, called the watches. Of
these the chief mate commands the larboard (port), and
the second mate the starboard. They divide the time be-

tween them, being on and off duty, or, as it is called, on

deck and below, every other four hours.' -'

^'Dog Watches.—'They are to shift the watches each

night, so that the same watch need not be on deck the same
hours. In order to effect this, the watch from 4 to 8 P. M.

is divided into two halves, or dog watches, one from 4 to 6

and the other from 6 to 8. By this means they divide the

24 hours into 7 watches instead of 6, and thus shift the

hours every night.' (Dana, 'Two years before the mast.M

The system of watches has somewhat changed since the

introduction of steam vessels, upon which the 4 hours on

and the 4 off has given way in some cases to 4 on and 8 off,

or to day and night watches of 12 honrs duration" i])]\

:^08-4.)

.

Concise Oxford Dictionary, 1928

"Watch. * * * (Hist.) one of three or ol* four parts into

which night was anciently divided (lirst etc. or evening

etc. w.j; four-hour spell of duty on hoard shrp (dog-w., 2

hr.), one of the halves (starboard and port w. from posi-

tion of men's bunks) into whicli ship's crew is divided to

take alternate duty (p. 1005). (Italics ours.)
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"Sea Slang",

bv Frank C. Bowen
l)ub]is]io(l London, 1029.

"Watch and Watch. One ^^'atcll on and one oft, oi- twelve

hours work a day. Ha])pily decreasing in the Merchant
Seivic(\"

^'Watch F>(do\v. The men off duty" (p. US).

"Nichoirs Seamanship & Nautical Knowledge"

for Second Mates, Mates cK: Masters

Examinations by Charles H. Brown, F. R. S. G. S.,

Sup't. School of Navigation,

Royal Technical College, Glasgow,
Published Glasgow 1937.

''The Watches are changed at eight bells and the same
sequence of half hourly bells repeated. The watch below

is called fifteen minutes before Eight bells and it is a habit

of disciplinary nautical etiquette to relieve the watch on

deck promptly on the stroke of eight bells. Formerly, the

watch & watch system was universal and it is still the

usual routine for deck hands, except on ships where quarter-

masters are especially engaged to steer the ship, in which

case the deck hands are usually on whole day work, each

man taking a turn on the lookout at night. The offtcers,

however, are organized in three watches, the chief officer

taking the 4 to 8 watch morning and evening, the third

officer the 8 to 12 watches, and the second officer the middle

and afternoon watches from midnight to 4 a. m. and noon

to 4 p. m." (p. 3).

''The Romance of a Modern Liner",

by f'aptain E. G. Diggle,

Master of the British S. S. ^'Aquitania"

'^Navigation. The duties of the executive officers call for

men of the highest experience. Before a man can become a

junior officer in an Atlantic liner he must first become
(puilified as a master mariner; and to become eligible to

sit for his examination as a master mariner he must have
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served at least six years at sea, which means seven or more
years in actual time. After obtaining his master's cerliti-

cate, a young officer who is appointed to one of the Atlantic

liners, does not immediately assume the duties of officer

of the watch, but has to keep watch as an assistant to a

more experienced officer. At the present time six or seven

years may i>ass before this officer becomes a Avatch keeper

in complete charge of the watch" (at p. 74).

"Before the ship sails the pilot comes on board for the

purpose of giving the captain the benefit of his local knowl-

edge of the pilot waters" (at p. 80).

"The ship having left the dock, the captain is in supreme
command, and besides being responsible for the safety of

tlie ship and all on board, is in a general way expected to

be aware of everything that is happening on his vessel.

On a steamer such as the Aquitania no definite scheme of

duty in the shape of watches falls to his lot. When ap-

proaching the land and making or leaving a port, however,

he is always at hand either on or about the bridge, super-

vising and controlling the ship\s course" (at p. 81).

"To carry out the routine watch-keeping at sea the

officers, one senior and one junior, are continually on the

bridge, being relieved every four hours. They have eight

liours off watch in order to perform their clerical duties

w Inch are numerous. This means that out of every twenty-

four they have not more than eight hours bridge duty. * * *

71ie senior officer of the watch is in sole charge of the ship

(luring his period of duty, and is responsible for the safety

of the ship and all on board unless relieved by the captain.

The junior officer who accompanies him pays attention

more particularly to the steering, checking the compasses,

and other duties necessary for the safe navigation of the

vessel. * * *

In order to maintain that vigilance so necessary at sea

the look-out men have short spells of two hours on duty.
* * * But an officer on watch has many other duties in

addition to the lookout and any action which bears directly

on avoiding accidents. * * *

llie hours of the watches are similar in nearly all conn-

tries and classes of ships. Commencing at noon, the day is

divided into equal periods of four hours, except that the

period between 4 p. m. and 8 p. m. is divided into two Slog
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watclK^s' cjillcHi the 'first day watch' and the 'la.^t day
w ateh'. After 8 p. m. the watches are known as the ^first'

(8 p.m. to midnight), ^middle' (midnight to 4 p.m.),

^morning' (4 a.m. to 8 a.m.), ^forenoon' (8 a.m. to noon),

and 'afternoon' (noon to 4 p.m.)" (at pp. 82-85).

'

'Modern Seamanship '

',

hy Admiral A. M. Knight
lOlh edition 19:^7, under the title "Naval TcMins

and Definitions''

'AVatch Otlieer. An officer taking his turn as officer-of-

the-watch" (at p. 828).

"Olficer-of-the-Deck. The officer in charge of the ship

and on deck as the Captain's representative.

Ofiicer-of-the-Watch. The officer in charge of the Engine
Room watch" (at p. 809).

''Ships"

bv Captain Frank C. Bowen (Lon(h)n:

Ward, Locke & Co. Ltd.)

''In anything like a good ship the officers are divided into

three watches, but before the war there were a number of

big steamers which sailed with two, a crying scandal which
was unfortunately never brought to the attention of the

public, in whose estimation one or two of the most con-

spicuous offending owners were very big men. This state

of affairs was changed when the war took most junior
officers into the Royal Xaval Reserve, and when many ports

saw the agents of prosperous rival firms going down to the

dockhead and shouting offers, one against the other, to the

junior officers of steamers which were being berthed. There
are now very few ships, except small coasters, who sail

with only two officers, and owing to the elt'orts of the Offi-

cers' Societies their numbers are diminishing almost daily.

We have seen how in a sailing ship the two officers change
their watches by means of 'dogs', but in steam these are

disregarded except in the very minor matter of the number
of bells that are struck. The third officer takes the first

and forenoon watches, the second the middle and the after-
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noon, Avhile the chief has the comparative comfoit of the

morning watch and the dogs. The second ollftcer being

usually the navigator, has to break up his ^watch below'

daily in order to wind the chronometers and take his

observations at 8 o'clock in the morning, while he takes

the observations again just before he goes on duty at 12.

The captain always takes them independently as a check,

because he knows that he will be held responsible if any-

thing goes wrong, while the third officer is made to take

tliem at the same time in order that he may have sufficient

practice to be a good navigator when he is promoted to

second. The chief officer, if he happens to be particularly

eneigetic, takes observations by the stars at dawn and dusk,

but this is optional. It will be very unusual if all three

of them do not place the ship within a mile radius of one

another, and of her correct position. Various possibilities

of error will be touched on when dealing with the subject

of navigation (see }). 355).

While the chief officer is on the bridge, the second en-

gineer keeps his watch in the engine-room, while the third

engineer has the same time as the second officer, and the

fourth as the third" (pp. 94, 95).

^'Ship's Time

Broadly speaking, each twelve hours is divided into three

Avatches of four hours each, and each watch is divided into

eight half-houis by bells. Beginning at noon, these watches

are named

:

(Afternoon watch (noon to 4 p. m.).

Noon to (Dogwatches (four to eight)

.

midnight (First watch (eight to midnight).

(Middle watch (midnight to 4 a. m.)

Midnight (Morning watch (four to eight),

to Noon (Forenoon watch (eight to noon).

Now it is not difficult to understand how everybody

objects to being roused out at midnight, and how therefore

the Middle Watch, generally known as 'gravy-eye', is by

far the most unpopular. Also it is by far the hardest to

keep, and if the same men had to keep it every night they

wonhi suffer pretty badly in health, as well as becoming
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clironiciilly discoiilcuted, though tlie hittei- state is not sup-

posed to count for much at sea. For this reason the period

between four in the afternoon and eight in the evening is

split into two dog watches of two hours each, so that the

watch which spends the trying part of one night out on
deck spends the next in all the comfort it can get. These
dog watches are the only factor which makes ship's time

in the least contusing, for in the ordinary course one bell

strikes at half-an-hour after the change of Avatch, two bells

an hour after, and so on up to eight. The first and second
Niogs' are rather different, the half-hours from 4 p. m.
b(Mng marked by one bell, two bells, three bells, four bells

(six oY'lock), one bell, two bells, three bells, eight bells.

There is a story which is generally told to explain this

arrangement, but which it would be unwise to accept as

a fact. According to the story, a mutiny was planned to

take place at seven bells in the ^dogs'. The officers got to

hear of what was going to happen and confused the plotters

by not sounding seven bells at all. It is a pretty story,

but the incident must have occurred at an early period,

when mutinies were of such frequent occurrence that it

was not considered n(H'essary to make any special prepara-

tions to meet them. The name also has given rise to an
outrageous pun by some joker who solemnly asserted that

they were called ^dog watches' because they were cur-tailed.

As a matter of fact, the explanation is most probably that

^dog' is a corruption of 'docked', and that they were orig-

inally quite logically called 'docked' watches.
In addition to the ordinary sequence of bells, a single bell

is struck a quarter-of-an-hour before eight bells in order to

give the watch below warning that it is time to rouse out,

and to give them a chance of getting into their clothes.

Wlien ^One BelT in such-and-such a watch is mentioned,
it does not refer to this single strike, but to the ordinary
time signal. Seven bells in the morning and forenoon
watches are struck at twenty past seven and eleven instead
of at the half-hour, with the idea of giving the men the

cliance of getting their breakfast and dinner before they
go on deck.

Tlie theory of the watch-and-watch system in a sailing

ship is tliat there shall be one watch working on deck and
another resting beloAv at any time during the twenty-four
lioiirs, except when Nature forces all hands on deck to
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take in sail in a hurry for the safety of the ship. The
^watch below- is not confined to the forecastle, but it is

supposed to be resting. The watch on deck is supposed to

be standing about ready for anything that may want doing,

but in practice it is usual to allow them to get what sleep

they can (generally on the main hatch), as long as there

is a man on the look-out, a man at the wheel, and a ^police-

man' on the alert to catch the mate's whistle and rouse

his comrades. Men who are not wanted for any of these

duties, and who thus get the opportunity of a certain amount
of sleep, are the ^farmers'.

All this is very nice in theory, but there are still a good
many ^hard-case' ships at sea when the forenoon and after-

noon watch below is non-existent. There are always in-

numerable jobs to be done at sea, and a captain who thinks

that too much rest is bad for sailormen has no difficulty

in finding work for them to do. The classical story in this

connection is of the seaman who shipped under a certain

Nova Scotian skipper, and found that the skipper believed

in keeping his men busy during the day. He protested

in due form that when he signed on he was given to under-

stand that it was a ^watch-and-watch' ship. ^So it is,' re-

plied the skipper, ^but in this ship that means that if you're

wise you'll watch me, and you can be certain that I'll watch
you. Get away forrard !' " (i)p. 53-55 ).

^'Routine at Sea.

Until clear of the congested area, for instance until

Ushant is astern in the case of a ship coming down Channel,

it is usual to keep double watches, that is to say, the chief

and the third are on the bridge together, while the second

is relieved of his responsibility by the captain. In big

liners that carry several junior officers the watches are

always doubled, but in the ordinary steamer, once she is

clear of soundings, the average offlcer's life is deadly monoto-

nous. Small wonder that the great majority get into a

groove or else become exceedingly introspective. Under sail

the officer has to be on the alert niglit and day but in

steam he goes up to the bridge to keep his four hours^ watch

with that firm conviction that he is going to be bored and

that he will have his work cut out to stop himself falling

asleep, i^erhaps there is a comfortable wheelhouse on the
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after part of the biidge, but lie may not stay there, and
all the shelter that he has is that of canvas dodgers. These
keep out the cold wind a lot it* they are rigged about to the

level of the offlcer\s nose, but somehow it always seems to

happen that the master is a short man, and while the dodger
is perfecth' comfortable for him, it leaves exposed a large

area of his junior's pei'son to get nearly perished. Before
the wheel house there is often a midship shelter, and at

either end of the bridge a cab, but when the officer is on
watch these only appear to increase the draught. When
he ships in a vessel that is not fitted with them, he realizes

wijal a blessing they are. All through his watch he is

unlikely to have anything to do but tramp up and down
the bridge and wait for his relief, if a ship is met, the

business of avoiding a collision relieves the monotony, and
signals are almost invariably exchanged, giving all sorts of

odd items of news and inquiries of friends. During the

war many a last word which a sailorman ever had with an
old shipmate w^as conveyed by a Morse flashing lamp" (pp.
98,99). (Italics ours.)'

''The Watches

In steam there is not the same elaborate organization
of watches as under sail, and as a rule the men are 'told

off' by the boatswain. The seaman ratings take watch and
watch for such work as there is to do. The ordinary first-

class tramp .will have signed on four quartermasters and
all the actual steering is in their hands. The two on watch
do a two-hour trick at the wheel apiece; the men not actu-
ally steering is given a spell in which to have a smoke
below, and then stands by on the lower bridge, ready to act

as officers' messenger should occasion arise. In poorly-
found ships no men are signed on as quartermasters, but
all the A. B.'s take their turn at the wheel. Men gain this

rating so easily nowadays that the practice is distinctly

dangerous. In most steamships the only other seamen re-

quired, at night is the lookout, and as this duty is per-

formed in two-hour tricks most of the crcAV can have the
whole night in and be available for various off jobs about
the ship during the day. The quartermaster's job ranks
as a skilled one, but, as a matter of fact, it only required
vei-y ordinary intelligence to steer a good course in a
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modern steamer, with steam steering-gear which answers to

the least touch, and with no sails to be carefully watched.
The very ease of the job makes even the best helmsman
liable to dream at the wheel, and mistakes are more than
possible, especially should tlie man for some reason be steer-

ing by the stars instead of by the compass card. There is

a story told of a ship's company who, in pre-prohibition

days, came aboard in one of the ports of the (lulf of Mexico
in such a condition that it looked as though the officer of

the watch would himself have to steer. However, he found
one man rather more sober than the rest and set him at

the wheel, despite his protest that he could not see the

compass card with any degree of certainty. He was told

accordingly to steer by the stars, and picked out a nice

big one which served him excellently. Contrary to her

usual custom, the ship behaved like a perfect lady, and was
not the slightest trouble to steer. The mate had plenty
of other things to see to, and it was some time before lie

took a careful look forward and sighted what appeared to

be breakers ahead. Bushing to the compass, he found
that they were on the point of ramming Texas! When he
had got her head around again he had lots of questions

to ask the helmsman: ^Oh, it was quite all right, sir; I

you told me to steer by the stars, and I have been keeping
|

that big 'un straight ahead of me ever since.' As the sky
|

in the meanwhile had become overcast the mate had to !

search for the star in question—it turned out to be a small

hole in the back of the mast-head light.

There is another story told—perhaps a little ill-naturedly,

in the contempt of the old seaman for the way in which
the Americans contrive to train men in the course of a '

few weeks of intensive cramming—of a certificated seaman
who was given a star to steer by at four bells. Five bells

had just been struck when he called the officer of the watch
i

to pick out a new star for him ; he'd passed that one about
j

twenty minutes ago! !

The firemen and trimmers are divided into three watches,

and work four hours on and eight hours off, on account
,

of the arduous nature of their duties. It wants a tolerably
i

good muscular development to enable a man to shovel coal I

into a furnace in the heat of the average stokehold with
|

the furnace doors open and, once in, to keep it raked over

and constantly t(ni(l(Ml, unh^ss he is to s(m» a good part ol'
|
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his luel going up the tunnel. Similarly, the trinniieis have

by no means an easy life finding a precarious foothold

on the loose eoal in the bunker of a rolling ship and
shovelling so that it freely slips down into the stokehold.

In anything like a good ship the offteers are divided into

three watches, but before the war there were a number of

big steamers which sailed with two, a crying scandal which
was unfortunately never brought to the attention of the

public, in whose estimation one or two of the most con-

spicuously offending owners were very big men. This

state of affairs was changed when the war took most junior

officers into the Royal Naval Reserve, and when many ports

saw the agents of prosperous rival firms going down to

the dockhead and shouting olTers, one against the other,

to the junior oflicers of steamers which were being l)erthed.

There are now very few ships, except small coasters, who
sail with only two officers, and owing to the efforts of the

Officers' Societies their numbers are diminishing almost

daily. We have seen how in a sailing ship the two officers

change their watches by means of 'dogs', but in steam
these are disregarded except in the very minor matter of

the number of bells that are struck. The third officer takes

the first and forenoon watches, the second the middle and
the afternoon, while the chief has the comparative comfort
of the morning watch and the dogs. The second officer

being usually the navigator, has to break up his Svatch

below' daily in order to wind the chronometers and take

his observations at 8 o'clock in the morning, while he

takes the observations again just before he goes on duty
at 12. The captain always takes them independently as a

check, because he knows that he will be held resjwnsible

if anything goes wrong, while the third officer is made to

take them at the same time in order that he may have
sufficient practice to be a good navigator when he is pro-

moted to second. The chief officer, if he happens to be

l)articularly energetic, takes observations by the stars at

<iawn and dusk, but this is optional. It will be very
unusual if all three of them do not place the ship within
a mile radius of one another, and of her correct position.

Various possibilities of error will be touched on when deal-

ing with the subject of navigation (see p. 355).
While the chief officer is on the bridge, the second en-

gineer keeps his watch in the engine-room, while the third
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engineer has the same time as the second officer, and tlie

fourth as the third. The two sets of officers have little

connection with each other, but this routine is invariably
adhered to, in case of not infrequent disagreements be-

tween bridge and engine-room. When the engineer officer

ranks Svith but after' his confrere on the bridge everyone
knows just how he stands, but when one or the other is

very much the senior, it cannot fail to be unfair to the

junior. The chief engineer has no watch, but is in general

charge after the same fashion as the captain, and is ex-

pected to be on the spot whenever there is trouble, or

any chance of it. He messes in the saloon with the deck
officers, but his juniors usually have a mess to themselves.

This arrangement is made entirely on the grounds of ex-

pediency, and there is no sort of a slight intended in it,

although the ultra-sensitive frequently contrive to see one.

Happily, this rivalry between the different branches of the

ship's officers is very rapidly decreasing. By day, when
the ship is at sea, the donkeyman acts as a sort of boat-

swain of the engine room, but normally the engineer officer

on watch has only greasers under him, and therefore, if

he is going to do his practical work properly, it means
getting tolerably dirty" (pp. 93-97).

"Ship's Officers on Steamers

If the holder of a Second Mate's certificate decides that

his future lies in steam, as the large majority naturally do,

his standing depends upon the class of vessel that he

chooses. In a little tramp he can very likely ship as Sec-

ond at once and rise up the ladder of promotion just as

rapidly as he would under sail, perhaps more so. But the

ladder is a very short one. If he elects to join a big com-

pany he will find that he is very small beer indeed, prob-

ably fifth or sixth officer only.

The duties of the shij)'s officer under steam vary in every

individual company, but as they run on tolerably similar

lines, the description of one liner will suffice as a type for

the rest, the reader remembering that the ship in which

he is a passenger may very easily be one of those which

do not adhere very closely to the routine here laid down.

Even the titles of the ship's officers vary, some companies
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CcilUnj; the second in command of the ship the Chief Officer

and the next junior the First, while others call them the

IMrst and Second otticers respectively. Other companies

prefer to carry extra Seconds and extra Thirds instead of

lunning- too far down the numerical list. However, that

is merely a matter of fancy trimmings and the general

numbers are practically the same in all companies.

As a rule, the three Henior officers below the Captain

st(tiid watch in a huj steanier, the junior officers heimj with

them for the purpose of learning their work and doing any
otf jobs which may be necessary, thus saving the respon-

sible officer of the watch the necessity of leaving the bridge

under any circumstances whatever. These juniors are also

each in charge of a section of the ship's life-boats, and
have as their province the passengers' baggage (the lot of

the most jimior) the fire prevention arrangements (the

intermediate), and the mails (the most senior). Apart
from these special responsibilities, there is not very much
difference in the work done by them, it being simply a

matter of whoever happens to be on watch being told to

do whatever job is on hand. The duties of the more senior

offtcers are more sharply defined. The Chief runs the crew
and is responsible for the ship's cleanliness. The Second
is responsible for the navigation and navigational instru-

ments. Entering or leaving port, the Second is in charge

of the after part of the ship, while the First or Chief Offi-

cer has command of the forecastle and ground tackle. The
last-named is also responsible for the general safety of

tlie ship, including her ballasting, trim, etc. The Third is

the junior watchkeeper, and is expected to make himself

generally useful. He is also usually responsible for the

life saving appliances. There are one or two very big

ships which carry a stafT Captain in addition, whose busi-

ness it is to relieve both the Captain and the Second-in-

Command of a certain amount of their duties and re-

sponsibility. Beyond this generalization it is difficult to

define his functions, as they vary in every one of the half-

dozen ships which carry such an officer.

"The Captain"

To tlie casual observer it appears that the Captain of an
Atlantic liner has a very easy life of it, with plenty of
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time and opportunity to make himself pleasant to every-

body on board, especially to the ladies! But, as a matter
of fact, his position is one of most extraordinary re-

sponsibility and difficulty. He is monarch of all he sur-

veys, but his kingdom is so limited in size that without the
exercise of really abnormal tact there would be nothing
but friction all day long, with resulting inefficiency. What-
ever happens to the ship or on board her, he is responsible.

If she is wrecked, it is no use his pleading that, accord-
ing to the custom of the sea, the Second Officer is re-

sponsible for the navigation—it is his business to make
sure that the Second Officer is correct. And so on right

through the whole life of the ship. If Lady X and her
cabin .companion are mutually dissatisfied, it would appear
to be the purser's business to distribute oil on troubled
waters, but, as a matter of fact, the Captain has to bear
the brunt of it in the long run. In a cargo steamer his

job is sufficiently difficult, but in a passenger liner it is

many times more so, and it is only the knowledge that

he is fully qualified for his post in every possible way, and
that he has every reason for self-confidence, that prevents

the average Master Avorrying himself ill"' (pp. 116-118).

(Italics ours.)

"Although he is^ of course, under the Captain, the Chief
Engineer occupies very much the same position with regard
to his little world as a Captain does with regard to the

ship. ' He keeps no watch^ but is expected to know just

what is happening and to shoulder responsibility for

everything concerned with the ship's machinery. And when
one considers the condition of things at sea, that is no
light burden" (p. 120). (Italics ours.)

"Watches—The division on board a ship of the 24 hours.

The ship's crew split up into working parties" (p. 378).

"The Seaman's Friend"

By R. H. Dana
Published 18.56, Boston.

"Watch (see p. 167). A division of time on board ship.

There are seven watches in a day, reckoning from 12 M.
round thru tlie 24 hours, five of them being of four hours



A pp. 25

each, and the two others, called dog watches, of two hours

each, viz., from 4 to 6, and from 6 to 8 P.M. (see Dog
Watch). Also, a certain portion of a ship's company,
appointed to stand a given length of time. In the merchant
service all liands are divided into two watches, larboard

and starboard, with a mate to command each.
•55- * *

Watch-and-Watch. The management by which the

watches are alternated every other fonr hours. In distinc-

tion from keeping all hands during one or more watches
(see p. 167)" (p. 129).

^^Watches.—A watch is a term both for a division of the

crew, and for the period of time allotted to such division.

The crew are divided into two Avatches, larboard and star-

board ; the larboard commanded by the chief mate, and the

starboard by the second mate. These watches divide the

time between them, being on and off duty, or, as it is

termed, on deck and below, every other four hours. If, for

instance, the chief mate with the larboard w^atch have the

first night watch, from eight to twelve, at the end of the

four hours, the starboard watch is called, and the second
mate takes the deck, w hile the larboard watch and the chief

mate go below until four in the morning. At four they

come on deck again, and remain until eight; having what
is called the ^morning watch' as they will have been on
deck eight hours out of the twelve, while the starboard
watch, who had the middle watch, from twelve to four, will

duly have been up four hours, they are entitled to the watch
below from eight till tw^elve, which is called the ^forenoon

watch below'. A¥here this alternation of watches is kept

up thru out the twenty-four hours four hours up and four

below it is called having ^watch-and-watch'. This is always
given in bad weather and when days work cannot be carried

on; but in most merchant vessels, it is the custom to keep
all hands from one P.M. until sundown, or until four

o'clock. In extreme cases, also, all hands are kept thru out
the day; but the watch which has had eight hours on deck
at night should always be allowed a forenoon watch below,

if possible.

The watch from four to eight P.M. is divided into two
half watches of two hours each, called dog watches. The
object of this is to make an nneven number of watches,
seven instead of six; otherwise the same watch would stand
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during the same hours for the whole voyage, and those wlio
Jiad two watches on deck the first night would have the
same thru out the trip. But the uneven number shifts the
watches. The dog watches coming about sundown or
twilight, and between the end of a day's work and the
setting of the night watch, are usually the time given for

recreation—for smoking, telling yarns, etc. on the fore-

castle; things which are not allowed during the day" (pp.
167-168).

*

' Naval Encyclopaedia '

'

publ. Phil., 1881

^^Watch. The part of a ship's company that work her for

an allotted time. Tlie crew is generally divided into the

starboard and port watches, but it may be also divided
into three watches as is at times customary with the fire-

men. The watch are not required to keep their feet, or

even to keep awake, but must be ready for a call, and can-

not go below decks. They are mustered at the beginning
of, and often during, the watch, by a midshipman, or other

minor officer, or by the captains of the parts of the ship.
* * * Watch and Watch. The usual arrangement is two
watches, alternating in duty. * * *

The length of time into which the day is divided, or

the time one watch remains on deck. First watch from
8 P.M. till midnight. Middle watch, or mid-watch, from
midnight until 4 A.M. Morning watch, from 4 to 8 A.M.
Forenoon watch, from 8 to 12 M. Afternoon watch, from
12 M. to 4 P.M. Dog watches, two watches of two hours

length; first dog, from 4 to 6 P.M.; second dog from 6 to

8 P.M. These are necessary for shifting the two watches,

so as to give each a turn of 8 hours below at night. * * *

By the usual arrangement of the offtcers' watches at sea,

they follow each other in succession. * * * To watch the

crew, to arrange them in watches'' (p. 835).

Worcester's Dictionary,

New Edition, published by J. B. Lippincott Company,
Philadelphia, 1890.

"Watch—Naut. A division of time on board ship :

—

a certain portion of a ship's company appointed to stand

watch a i»iven length of time."
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The Century Dictionary and Cyclopedia,

Volume X, 1013.

AVatch :

^^0. The period of time din-ing which one person or

body of x>t'i'«ons watch or stand sentinel, or the time from
one lelief of sentinels to another; hence, a division of the

night, \\'hen the precantionary setting of a watch is most
generally necessary; period of time; Jiour. The Jews, like

the Greeks and Romans, divided the night into military

watches instead of hours, each watch representing the

period for which each separate body of sentinels remained
on duty. The proper Jewish reckoning recognized only

three such watches: the first (lasting from sunset till about
10 I'.M.), the second or 7mddle watch (10 P.M. to 2 A.M.),
and the third, or morning tvatch (from 2 A.M. until sun-

rise). After the establishment of the Roman power they
were increased to four, w^hich were named as first^ second^

etc., or by the terms, even^ midnight^ cock-croiving and
morning^ these terminating respectivelv at 9 P.M., mid-
night, 3 A.M. and 6 A.M^

7. Naut.: (a) The period of time occupied by each
part of a ship's crew alternatively while on duty. The
period of time called a watch is four hours, tlie reckoning
beginning at noon or midnight. Between 4 and 8 P.M.
the time is divided into two short watches, or dog-ivatches^

in order to prevent the constant recurrence of duty to the

same portion of the crew during the same hours. Thus,
the period from 12 to 4 P.M. is called the afternoon tvatch^

from 4 to 6 the first dog-ivatch^ from 6 to 8 the second
dog-watch y from 8 to 12 the first night watch^ from mid-
night to 4 A.M. the middle watch, from 4 to 8 the morning
watch, and from 8 to 12 noon the forenoon watch. AVhen
this alternation of watches is kept up during the 24 liours,

it is termed having tvatch and icatch, in distinction from
keeping all hands at work during one or more watches.

After 2. or 3. watches more we were in 24. fadoms.
Quoted in Capt. John Smith's Works, 1, 112.

(b) A certain jjart of the officers and crew of a vessel
wlio together attend to working her for an allotted time.
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The €rew of every vessel while at sea is generally divided
into two parts: the starboard imtch, which in the mer-
chant service is the captain's watch, and is often com-
manded by the second mate; and the port or larboard
im telly which in the merchant service is commanded by
the chief mate. In the British and United States navies

these watches are commanded by the lieutenants succes-

sively. The anchor-watch is a small watch composed of a
few men appointed to look after the ship while at anchor
or in port." (Page 6835)

Century Dictionary & Cyclopedia

Vol. III.

Dog-watch

:

^^Naut.y a watch of two hours, arranged so as to alter

the watches kept from day to day by each division of the

crew. The first dog-watch is from 4 to 6 P.M., the second
from 6 to 8 P.M. See watch.

^As the dog-watches come during twilight, after the day's

work is done, and before the night-watch is set, they are

the watches in which everybody is on deck.' R. H. Dana,
Jr., Before the Mast, p. 14." (Page 1722)

(Century Dictionary, First Edition, definition same as

in 1913 Edition.)

Standard Seamanship for the Merchant Service

by Felix Riesenberg, C.E.

Master Mariner in Sail and Steam
(publ. New York, 1922) p. 539.

"When a w^atch officer comes down from hnount misery'

as they call it in the bally trans-Atlantic trade, he has

earned his pay for half a day at least. His duty then

consists of taking excellent care of himself. He must rest

and recuperate for the coming four hours of duty that

lie ahead after his eight below. Taking such good care

of oneself is a rather pleasant duty and this is one of

the many reasons why going to sea in these days is such

a fine thing to do. Many of us ashore, between the tyranny

of office work, the suffering in subways, aud the necessity
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for ^relaxation' never find time to read any of the great

books by which a man, while still alive, may gain some
vision of the heaven and hell through which we all pass
upon our strange voyage. Now, thanks to better condi-

tions, every man jack on board has the marvelous gift of

time at his disposal, in this respect being far better en-

dowed than many of the most fortunate men ashore.

AVhat this has to do with seamanship is somewhat vague,
bnt not to those who have drilled ^watch and watch'
around the world. The writer, when second mate of a
big eighteen thousand ton freighter, spent two nights
juggling this ship under the coal chutes at a Puget Sound
})ort; she was so long we had to do a lot of warping back
and forth. The i-eserve bunker and part of the upper
'tween decks were filled with coal, and as soon as filled,

we cast olf lines. The skipper, a real old timer, and a
gentleman, liated coal dust; he was a square-rigged wind
jammer, and away we went. For over fifty days we
slammed down through the Pacific, through Magellan
Straights without a stop, up in the Atlantic to the Dela-
Avare and on to Philadelphia, the writer and one other
unfortunate standing 'watch and watch' on the bridge. The
writer is willing to certify to the fact that for many hours
during that memorable passing he stood on his feet sleep-

ing like a horse in the middle watch; 30% efficient would
be a good estimate. The company saved |80 dollars in
pay and about $15 worth of food on that passage. The
vessel and cargo were worth at least two millions, even
in those ancient days. Our British cousins still do these
things, if we can judge by the letters of protest that appear
from time to time in their very fine merchant service
journal, The Nautical Magazine.''
"One of the best master mariners the writer was ever

shipmates with, never set foot on the bridge except to
enter or leave port, or in fog, or other danger. If ice
was reported he was on the bridge in an instant. The
result was that whenever the old man was up, everyone
was on edge.''
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Webster's New International Dictionary of the English

Language
(Based on the International Dictionary of 1890 and 1900,

completely revised by W. T. Harris, Ph.D, LL.D and
F. Sturges Allen, published by C & G. Merriani

Company, 1925)

Watch :—

"9. Natit. a An allotted portion of time, usually four

hours for standing watch, or being on deck ready for duty.

The first watch extends from the hour of 8 P.M. to mid-
night; the midwatchy or middle ivatch^ from midnight to

4 A.M. ; the morning tcatch, from 4 A.M. to 8 A.M. ; the

forenoon ivatch, from 8 A.M. to 12 M. (noon) ; the after-

noon watch, from 12 M. to 4 P. M. ; the first dogwatch, from
4 P.M. to 6 P.M. ; and the second dogwatch, from 6 P.M.
to 8 P.M. Cf. Dogwatch.

b That part, usually one half, of the officers and crew,

who together attend to the working of a vessel during the

same watch. There are two such watches, designated as the

port, formerly larboard, ivatch, and the starhoard watch,

each of which is alternately on duty" (p. 2308).

Dogwatch

:

^^Naut. A watch of two hours on shipboard. There are

two, from 4 to 6 and from 6 to 8 P.M. respectively. They
are designed to change every night the hours during which
the starboard and port watches are on deck'' (p. 657).

**A Glossary of Sea Terms"
by Gershom Bradford

'

1927, New York.

"Watch, a period of time on duty. A watch is usually

four hours long, changing at 12, 4 and 8 o'clock. In order

that a man will not get the same watch each day, the 4 to

8 p.m. period is divided and called the dog watches. The
persons off watch are said to be in the watch below.

Watch & Watch is the term applied when there is routine

of four hours on and four hours oi'f. A facetious interpre-
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tation of the term watch &. watch given among deepwater

mates was: ^I'll watch you and you watcli me.' The
Avatches are named as follows

:

4 A.]\r. to 8 A.M., morning watch
8 A.M. to 12 Noon, forenoon watch

12 Noon to 4 P.^1., afternoon watch
4 P.M. to P.M., First dog watch
6 P.M. to 8 P.M., Second dog watch
8 P.M. to 12 Mid., First watch

12 Mid. to 4 A.M., middle (mid) watch"' ( ]). 19(i).

"A Systematic Dictionary of Sea Terms"
by C. Grand Pierre

(1928) '(Valley Cottage, N. Y.)

^^The Watches''

"Since 1926, the sea day, like the civil day, begins at

midnight, but the watches are still enumerated from noon
thus: Afternoon Watch, First and Second Dog Watch
(now obsolete), Evening Watch, Graveyard Watch, First

and Second Morning Watch. The Dog W^atches, of two
hours each, effected the rotation of day and night duties.

The term Graveyard W^atch is said to be due to a tradition

that more maritime disasters occur past midnight. A more
likely origin of the term is the belief that cutting a man's
sleep may send him prematurely to his grave" (p. 54).

Funk & Wagnall's "Practical Standard Dictionary"

1932 edition, at page 1260:

"4. Naiit. (1) One of the two divisions of a ship's

officers and crew, performing duty in alternation. (2) The
period of time during which each division is on duti/: four
hours, except the dog watches of two hours each, from 4 to 6

and from 6 to 8 P. M., wliich are interposed daily to shift

night duty from one watch to the other alternately. * * *

dog-Avatch, n. Naut. One of the two watches on a ship
from 4 to 6 and 6 to 8 p. m." (Italics ours.)
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Punk & Wagnall Dictionary, 1937.

"Watch—Naut. (1) one of two divisions of a ship's

officers and crew, performing duty in alternation ; called

respectively starboard Avatch and port (formerly larboard)
watch, from the position of the sailors' bunks in the fore-

castle. The starboard watch is also called captain's watch
in the merchant's service but is often commanded by the
second mate; the port watch is under the first mate. (2)
The ])eriod of time during which eacli division is on duty

:

four hours, except the dog-watches of two hours each from
4 to 6 and from 6 to 8 P. M., which are interposed daily

to shift night duty from one watch to the other alterna-

tively.''

"Naval Text-Book and Dictionary"

for use of Midshipmen of the U. S. Navy
By J. Totten publ. 1862
(Commander U. S. N.)

"Watch. A portion of the officers and crew of a vessel

who together attend to working her for any allotted time.

The crew are generally divided into two watches, which are

distinguished as the starboard and port watches. * * *

AVatch and Watch. When there are but two watches, as

in the case of the crew—officers are often placed in watch
and watch in trying weather.

Watch is also that space or portion of time, that certain

officers and divisions of the crew remain on deck. * * *"

(pp. 442-8).

** Reserve Officer's Manual, United States Navy"
Bv Robert P. Erdnian, Lt. U. S. Navv

(1932)
U. B. Printing Office

"The routine at sea varies somewhat from the port routine

given above. The day is divided into watches of four hours

each, and the routine is naturally more complex.

Mid watch — 0000 to 0400
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Morning watch — 0400 to 0800
* * *

Forenoon watch — 0800 to 1200
* * *

Afternoon watch — 1200 to 1600
* *

Doj' watches — 1600 to 2000

Note—This watch is often dogged (i. e., divided from
1600 to 1800 and 1800 to 2000, called first—dog and second

—dog watches.

First watcli — 2000 to 2400
* » *

(pp. 103-106).

"The Watch Below—The watches below are all very much
alike. * * * Each watch is a prototype for all that follow.

The watches are of four hours duration.

Midnight to 0400
0400 to 0800
0800 to 1200
1200 to 1600
1600 to 2000 (this watch may be dogged 1600 to 1800

and 1800 to 2000)
2000 to 2400 (midnight) ^^ (p. 107).

"Watch Officer's Guide"

Bv Cap't. Russell Willson
U.S.N.

(1935—U. S. Naval Institute)

"Typical Routine at Sea''

Mid watch — 0000 to 0400
* * *

Morning watch — 0400 to 0800
* * *

Forenoon watch — 0800 to 1200
* * *

Afternoon watch — 1200 to 1600
* * *
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Dog watchPK — IfiOO to 20n0
* * * (

First watcli — 2000 to 2400

(pp. 90-93).

"Illustrated Marine Encyclopedia"

by Cap't. H. Paascli

Antwerp, 1890.

"AVatch. The act of vigilance. The term is also applied
to the divisions of time by day and night on board a ship,

when a certain portion of a vessel's crew are on duty, also

to the men themselves, when so employed. A watch at sea

is usually of four hours duration excepting from 4 to 8

P.M., that time being divided and called ^Dog Watches',
2 hours each, for the purpose of equalizing the changes of

watches amongst the men. At sea a ship's crew is com-
monly divided into two watches : the master, 2d mate, 4th

mate( if any) with one-half of the seamen and boys, form-
ing the so-called ^Starboard Watch'; after four hours these

are relieved by the chief mate, and the 3d officer (if any)
and the other half of the men, who form the ^Port Watch'."

* * *

"Watch and Watch. The crew of a vessel is said to have
^Watch and Watch', when only half the number of the men
all at one time on duty; and those off duty being called

on deck only in cases of urgent necessity. If for instance

the starboard watch comes on duty at 4 A.M. and is re-

lieved by the port watch at 8 A.M. the latter being relieved

at noon, and so forth, the crew is said to have watcli and
watch.
But all shipmasters do not follow this custom, on many

(notably continental) vessels all hands are usually on duty
from 8 to 10 o'clock in the forenoon ; and from noon to three

in the afternoon" (p. 300).



CHAPTER 11.

Hearings Before Committee on Merchant Marine and
Fisheries of the United States House of Represen-
tatives and Before the Committee on Commerce
of the United States Senate.

I
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H.R. 225
H.R. 10458
H.R. 18468

CONGRESS

HEARINGS BEFORE THE COMMITTEE ON
MERCHANT MARINE AND FISHERIES.

JANUARY 28, 1008, FEBRUARY 6-27, 1908.

COMPLEMENT OF CREWS OF VESSELS.

(H.R. 225 was introduced to amend R.S. section 4468;
it was withdrawn, being substituted by H.R. 14921, cover-

ing much the same subject. H.R. 16987 was introduced

—

See: pp. 19; 87-88).

STATEMENT OF MR. GEORGE UHLER, SUPERVIS-
ING INSPECTOR, GENERAL STEAMBOAT SERV-
ICE, DEPARTMENT OF COMMERCE AND LABOR.

a* * ^ .^^^ J y^^j^i to say to you gentlemen here that

a man who stands a watch of six or eight hours, even, in

the pilot house of a steam vessel on a straight line, even,

on a bad night, is not worth much after that six or eight

hours, and it is the same way with the man in the engine
room. And the man that stands watch four hours in bad
weather, or twelve hours in good weather, is not worth
much afterwards; I know that much. I had pretty nearly
thirty years of it, and I know Avhat it means, and I can
realize the necessity for this legislation for these reasons"

(pp. 50-51).

STATEMENT OF MR. C. L. WARWICK, NATIONAL
SECRETARY OF THE AMERICAN ASSOCIATION
OF MASTERS, MATES, AND PILOTS OF BALTI-
MORE.

^'Mr. Warwick. Mr. Chairman and gentlemen of the

committee, I desire to say in substantiation of the prac-
tical part of what Mr. O'Connor has said with reference
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to it, I desire to say that I am also a practical man. I

have been an officer on the coast tor a number of years.
* *

Mr. Warwick. It is with ships ordered to Boston where
the captain has not a license, but now it is the ruling of

the company that they distribute the captains around so

that they can have the indorsement of the different dis-

tricts. I will cite an instance that is the practice. A ship

leaves Boston on a voyage to Baltimore by way of Norfolk

and Newport News. We stand watch and watch four

hours on and four hours off, with a dog watch from 4 to 6

and 6 to S'' (pp. 88-89).
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H.R. 11372

SIXTY-SECOND CONGRESS

HEARINGS BEFORE THE COMMITTEE ON
MERCHANT MARINE AND FISHERIES.

DECEMBER 14, 1911 (Part 1)

SEAMEN'S BILL.

(By H.R. 11872 it was proposed, among other things, to

amend R.S. section 4516 by requiring that ^^the sailors

shall, while at sea, be divided into two and the firemen

into three watches".)

''Mr. Furuseth. I will call D. \V. Tanl, of Portland.

Before I do that I should like to say to the committee that

I have here a pamphlet dealing specifically v>'ith this bill

and explaining the main features of it. There being no

I

time to hear me now, would it be possible for me to file

that as my statement for the time being?
•M- * *

(The document above referred to is as follows:)

SEAMEN'S PETITION TO CONGRESS, ISSUED BY
INTERNATIONAL SEAMEN^S UNION OF AMER-
ICA'' (pp. 41-42).

"WATCII-AND-WATCH'\

^'In my last article I promised to deal separately with

the more important features of the seamen's bill. Given

a good vessel, proper boats, proper davits to lower those

boats, and skilled men to handle both vessel and boats,

there is nothing more important than watch-and-watch.

Watch-and-watch, in the language of seamen, means that

the crew are divided into two equal parts, speaking of

the deck crew, and into three equal parts, speaking of the

engine-room crew. The watches are on deck or in the

engine-room on duty alternately. They steer, keep look-

out, keep the lead going, and do such other things as are

needed for the safety of the vessel. They keep everything
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clean and in order. The main point, however, is that they

are there to keep things safe. The Arab is said to have a

maxim that ^Nobody meets a friend in the desert'. It is

eqiiallv true that ^No vessel meets a friend on the ocean' ''

(p. 56).

^'STATEMENT OF PATRICK FLYNN, SECRETARY
MARINE FIREMEN, OILERS, AND WATER TEND-
ERS' UNION OF THE PACIFIC.

Mr. Flynn. Mr. Chairman and gentlemen of the com-
mittee, the particular part of this bill that I wish to speak
about is in connection with page 2, on line 6.

Mr. Hardy. Lines 4 to 9, inclusive, read:

And in all merchant vessels of the United States the

sailors shall while at sea be divided into two and the fire-

men into three watches, which shall be kept on deck duty
alternately for the performance of ordinary work incident

to the sailing and management of the vessel.

Is that it?

Mr. Flynn. Yes, sir.

Mr. Greene. How are they divided now?
Mr. Flynn. They are principally noAv divided into

6-hour watches.

Mr. Greene. How would they be under this bill, two
and three watches?

Mr. Flynn. How is that?

Mr. Greene. How would they be under this proposed

bill?

Mr. Flynn. They would be divided into 4-hour shifts

—

that is, 4 hours on and 8 hours off in the 24.

Mr. Hardy. Four hours on and 8 hours off—that would
only be 12 hours.

Mr. Flynn. Sir?

Mr. Hardy. If divided into two watches of 4 and 8

hours that would only occupy 12 hours.

Mr. Flynn. No, sir. I say now, principally, the watches
are divided so as to give 6 hours on and 6 hours off. We
ask that they be divided into 4 hours on and 8 off.

The Chairman. Twice a day, that is. I will give you
the section of the law as it is now. This is an important
matter.
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Mr. Flvnn. There are no regulations specified l)y law

at the present time, Mr. Chairman.
Mr. Hardy. What I want to get at is, how does it

harmonize with the provision in line 18, that a day's

work shall be considered nine hours?

Mr. Flynn. Tliat is in port, Mr. Chairman'' (p. 78).

^'STATEMENT OF WILLIAM H. FRAZIER, SECRE-
TARY-TREASURER INTERNATIONAL SEAMEN'S
UNION OF AMERICA AND SECRETARY OF THE
ATLANTIC COAST SEAMAN'S UNION, BOSTON,
MASS.

Mr. Frazier. Mr. Chairman and gentlemen, I shall deal

with only a few sections of the bill. 1 take up the first

section, as it relates to watch and watch. I am referring

to the deck department and will not say very much about

the fireroom, because I know very little about it. I have

not been in the fireroom but once in my life, and I was

glad to get out then. We ask for watch and watch at sea

—that is, four hours on and four hours off, with the ex-

ception of the afternoon dog watches, which are two hours

on and two hours off, in order to change the watches.

Mr. Post. What do you mean by ^dog watch'?

Mr. Frazier. The dog watch is from 4 to 6 and from
6 to 8—that is, in order to shift the watches around in

the afternoon, so that the watch that is eight hours out

the night before would have only four hours out the next

night. That is a system of keeping watches at sea con-

siderably older than I have any memory of.

Mr. Chairman and gentlemen, we ask this especially on

steamboats for the better protection not only of ourselves

but passengers and crew and such other vessels as may
be in the vicinity. The system of only keeping two men
on watch, working the balance of the crew or letting them
sleep all night, is not to any very large extent as yet

practiced on the Atlantic Coast, but it is some" (p. 84).
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H. R. 11372

SIXTY-SECOND CONGRESS

HEARINGS BEFORE THE COMMITTEE ON
MERCHANT MARINE AND FISHERIES.

JANUARY 29, 1912 (Part 2)

SEAMEN'S BILL.

(By H. R. Ile372 it was proposed, among other things,

to amend R. S. section 4516 by requiring that '^the sailors

shall, while at sea, be divided into two and the firemen into

three watches" )

.

"STATEMENT OF CAPT. HIGGINS, SUPERINTEND-
ENT OF ENGINEERS ON THE OLD DOMINION
STEAMSHIP LINE, PIER NO. 25, NORTH RIVER.

Capt. Higgins. I also represent an engineering commit-
tee representing 25 Atlantic coastwise, Chesapeake Bay,
and Gulf steamship lines, and on behalf of that committee
I desire to submit a brief to be printed."

* * ^fr

"The two-watch system on sailing vessels is as old as

navigation" (p. 165).
* * *

"On coastwise steamships as present provided there are

three watches. They work four hours, with a period of

rest of eight hours. There are few cases where this does

not exist. For instance, on short runs" (p. 169).
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IT. K. 2()l>sr)

(X)NGRESS

HEARINGS BEFORE COMMITTEE ON MERCHANT
MARINE AND FISHERIES.

IMARCH 14, 1912.

SEAMEN'S BILL.

(By H. R. 20285 and by H. R. 11372, H. R. 16295 and
H. R. 16286, attempt was made to induce Congress to

pass legislation nltimatelv affected bv tlie Seamen's Act
of 1915).

STATEMENT OF MR. RENNIE PIERRE SCHWERIN,
VICE PRESIDENT AND GENERAL MANAGER OF
THE PACIFIC MAIL STEAMSHIP CO., THE SAN
FRANCISCO & PORTLAND STEAMSHIP CO., AND
THE PORTLAND & ASIATIC STEA^ISHIP CO.

*'In regard to H. R. 20285 and that part relating to

officers. We have never carried on any of our ships any-

thing less than a captain and three mates—first, second,

and third. It is now proposed b}^ this bill to put the deck
officers in three watches (see sec. 2, jj. 3, line 18). That is

the English method. The American method has been that

the chief officer has charge of the physical conditions of the

ship during the day; he takes charge of and runs the ship

and crew, taking care of the condition of the ship and
looking out for the care of the passengers, mails, and
freight. The two mates stand watch and watch, ])reaking

watches with the dog watches. Sometimes the master will

take an evening watch and let the mates off; sometimes the

chief officer will take a morning watch and let the mates
oft. The British system is for one man to stand a watch
and one of the mates off look out for the deck work ; that

takes the mate away from the housekeeping care of the

ship unless a fourth mate is put on. It is only increasing

the expenses of the ship in the American mercantile marine
by adopting this British watch system, and I believe our

ships now are way above the ships of any other nation for

cleanliness and organization" (p. 416).
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H.R. 23673

.SIXTY-SECOND CONGRESS

HEARINGS BEFORE A SUBCOMMITTEE OF THE
COMMITTEE ON COMMERCE UNITED

STATES SENATE.

DECEMBER, 1912—JANUARY, 1913.

INVOLUNTARY SERVITUDE IMPOSED
UPON SEAMEN.

(By II. R. 23073 it was proposed, among other things,

to amend R. S. section 4516 by reqniring that '^the sailors

shall while at sea be divided into at least two and the

firemen into at least three watches").

ANDREW FURUSETH, PRESIDENT OF THE
SEAMEN'S UNION OF AMERICA.

"Mr. Fnruseth. We sleep in the daytime, too, yon know,
because Avatch and watch runs from 8 o'clock to 12; then

you are on deck from 12 to 4 ; then you sleep and eat and
keep yourself clean from 8 to 12; then you are on watch
from 12 to 4; and then you are below from 4 to 6 and on
deck from 6 to 8; and then again begins the round of four

hours. So that if a man loses one watch below it means
12 hours' continuous work; and, of course, under no cir-

cumstances is a man overanxious, when he is extremely

tired, about cleanliness" (pp. 15-16).

:\rR. V. A. OLANDER, SECRETARY OF THE LAKE
SEAMEN'S UNION, CHICAGO, ILL.

Senator Burton. What is the minimum as to hours on

the Lakes?
Mr. Olander. As a general proposition, the hours are 6

on and 6 off, 6 hours on duty and 6 off', running straight

through the 24 in that way.
Let me say, before I go any further, that I hope the

committee will give serious consideration to the La Follette

amendment for the three-watch system. The cpiestion of
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the desirability of establishing as nearly as possible, the

eight-honr day in industries that operate seven days a

week is almost a national issue now. You will find very few
people who dispute that it ought to be done for men who
work ashore, and I have a feeling that the seamen ought
to be given . about the same kind of consideration as men
are given who work ashore, as nearly as the calling will

permit of that.

On passenger vessels the hours, as a rule, are somewhat
different. On package-freight vessels, where they do not

carry bulk cargo, as a rule, but really run in connection

with railroads, the hours are someAvhat different. On the

package-cargo vessels it is a rule seldom departed from
that the crew are given watch and Avatch straight.

Senator Burton. What do you mean by watcli and
watch straight?

Mr. Olander. That is 6 hours off and 6 on, regularly,

in and out of port, without any break; no 18-hour stretches

for them to do. The same is true on most all of the pas-

senger vessels ; but in the case of the deck hand on the

package-freight vessel you get that same long drill in

port that in manv cases exceeds that of the bulk freighters
* * * (p. 111).

'

Senator Nelson. But, Mr. Coulby, do not the two
watches imply, when the ship is running, 12 hours' work
out of the 24 for each set of men, and does not that imply
12 hours in 24 hours?

Mr. Coulby: Yes; including meal time" (p. 120).

MR. PATRICK FLYNN.

"Senator Crawford. You say six hours is too long.

Mr. Flynn. Yes, sir; six hours in the fireroom is too

long.

Senator Crawford. What ought it to be?
Mr. Flynn. It ought to be four hours on and eight

hours off, for this reason: A man coming off watch, after

spending six hours in the fireroom, has to wash himself,

clean himself, and after that he has to get his meals.

Before that man can get to sleep it is at least half past 1.

He is called again at half past 5 at the latest. That is

when the ship is at sea. Of course the men do not get

proper rest; that is the Avhole summary of it. They do
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not get the proper rest that they ought to have if they are
to work in this kind of air, etc., in the fireroom.

In port there is no change for the men in the fireroom;
the watches are still the same on the vessels which these
gentlemen have described to you that are not in port over
10 or 12 hours at the longest. It is a continuation from
one end of the season to the other—Sunday, Monday, and
every other day. When other people are off on those Sun-
days, we are still in the fireroom.

Senator Crawford. You think, then, that 4 hours, then
8 hours, and then 4 hours again in the 24 is what it ought to

be. Are you asking for that in this bill?

Mr. Flynn. We are asking for eight hours, and that

the minimum shall ))e at least three watches in the tire-

room.
Senator Crawfoi-d. They v/ill have to do that to have

Avhat you term four hours on and eight hours off?

Mr. Flynn. Yes, sir. That will make the 8 hours in the
24" (p. 1.37).

MR. H. C. HIGGINS, REPRESENTING THE OLD
DOMINION STEAMSHIP CO. AND THE AMERI-
CAN STEAMSHIP ASSOCIATION.

"Senator Burton. What system as to Avatches is in

vogue among your firemen?
Mr. Higgins. On our large ships we work the three-

watch system—four hours on and eight hours off.

Senator Bur-ton. Four hours on and eight hours off?

Mr. Higgins. Yes.

Senator Crawford. That is just what these men con-

tend for.

Mr. Higgins. Yes'' (p. 143).

MR. C. S. SMITH, CONSULTING ENGINEER OF THE
EASTERN STEAMSHIP CO.

"Mr. Smith. Mr. Chairman and gentlemen, regarding

section 4516, section 1, of the bill, bearing on the watches

of the deck hands aboard the vessels of the Eastern Steam-
ship Cori)oration, I will state that at the present time we
are operating vessels there, as noted in the schedule that

Mr. Littlefield has given you. The tei-m 'deck hands' in-
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eludes what may be termed ^sailors' or ^seamen'. A part

of this orew is on Svatch and watch', as termed by Mr.

Furuseth, on a basis of four hours on and four hours off,

or six hours on and six hours off, which is very unusual

on our line. The six-hour basis applies only to the short

runs. The system of four hours on and four hours off and
the dogwatch at nighttime is based on a run of more than

18 hours.

Senator Burton. What do you call the dogwatch?
Mr. Smith. From 4 to 6 in the evening and from 6 to 8.

Then the balance of the deck crew are below for the night''

(p. 193).

MR. HARRY COULBY, PRESIDENT OF THE
PITTSBiniGH STEAMSHIP CO.

^'Under the proposed amendment our firemen on the

Great Lakes would be placed on an 8-hour day basis, the

same as on the Atlantic coast. I give you herewith a

comparison of the wages paid on the Atlantic coast and
the Great Lakes" (p. 218).

MR. H. W. GOODALL, REPRESENTING THE PACIFIC
NAVIGATION CO.

"Mr. Goodall. Our forecastles are light and airy, on
the main deck, thoroughly ventilated and heated, and we
furnish good, clean mattresses, blankets, and clean linen

to everybody. Is there any more that we could be asked
to do? I do not think there is. I think my constituents

here from the Pacific coast will substantiate all I have said

and claim for the manner in which our ships are manned,
and the comforts which we give to them.

Senator Nelson. What are the hours of watches in the

fireroom and the engine room?
Mr. Goodall. We have the three-watch system in the

fireroom, Senator—four on and eight off; also in the en-

gineroom department. The length of our run is only 18

hours from port to port, I would like to add.

Senator Nelson. What about the quartermasters?
Mr. Goodall. The quartermasters stand watch on and

watch off. We have four quartermasters, two on watch
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at a time, one of whom is stationed on the lookout at night,

and the other is engaged in the pilot house, steering the

ship.

Senator Nelson. That makes two watches, then?'^ (p.

304).

MR. W. M. BRITTAIN.

"Of all the hearings I have attended, this is the first time
in my experience that the owners have had a chance to

go thoroughly into their side of the question. It must
have been apparent to you that there has been a bewilder-

ing diversity of conditions exhibited in regard to the vari-

ous trades and routes on the Pacific, on the Lakes, on the

Atlantic, and in the Gulf ports. Unfortunately, up until

now Ave have not had much chance to say just what our
peculiar and unique conditions are on the Atlantic coast,

and that is now what I want to bring to vour attention

(p. 391).
•9e- * *

In the engine department the firemen and coal passers

work 4 hours on and 8 hours off; that is, 8 hours out of

the 24. The engineers and oilers and water tenders work
6 hours on and 6 hours off.

The routine of employment is this: The deck hands and
boys and boatswain are called at 5.30 a.m.; 5.30 to 6 a.m.,

coffee and sandwiches; 6 a.m. to 8 a.m., on duty 2 hours;

8 a.m. to 9 a.m. breakfast; 9 a.m. to 12 noon, on duty 3

hours; 12 noon to 1 p.m., dinner; 1 p.m. to 5 p.m., on duty
4 hours. This makes a total of 9 hours per day. The
lookouts and quartermasters work alternately, 6 hours on

and 6 hours oft.

On these ships on duty at night is 1 lookout, 1 quarter-

master, 1 deck watchman, 1 saloon watchman, 1 deck

ofiicer, 3 firemen, 1 coal passer, 1 oiler, 1 water tender, 1

engineer, 1 waiter, with the captain and chief engineer

ready at any time to do their part of the duty'' (p. 392).
* * *

"But watch-and-watch, two watches at least, as we
put it here, for the deck crew means 12 hours work at sea.

Three watches for the firemen's crew means 8 hours work

at sea for them (p. 520).
* * *

Mr. Furuseth. So you see that the watch and watch is

provided for in this, and it is emphatic under ordinary
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conditions or when there is any danger—when there is

any necessity in order to save life or to save projjerty,

anything for the maneuvering of the vessel itself. I asked
one of the witnesses here whether it was not a fact that

when the vessel comes into port and goes out of port

everybody is on deck, and he said yes. That is necessary
for the maneuvering of the vessel, and it is the ordinary
work; and that is where the word ^ordinary' comes back
again—it is the ordinary work that is done in the vessel,

that the man wants to be relieved of on Sunday and legal

holidays, work that is not necessary at that time. Why,
France had to make laws on it ; Germany had to make laws
on it. Germany was the first nation that did. Norway
passed laws saying that they should be, as had been cus-

tomary, which was watch and watch, and they have not

succeeded in destroying the watch-and-watch system on
Norwegian vessels.

Senator Burton. That is, no limitation of hours they
shall stand watch—the number of hours?

Mr. Furuseth. No. The watch and watch has a spe-

cific meaning in maritime law throughout the world. It

means four hours on and four hours off, dividing the after-

noon, in continental vessels, from 12 o'clock daytime to

12 o'clock night, into two watches, and the other part; that

is, three 4 hours and two 12 hours.

Senator Burton. Repeat that, please.

Mr, Furuseth. Three 4-hour watches makes 12 hours and
two 6-hour watches makes another 12 hours.

Senator Nelson. You will see here. Senator Burton,
from 12 o^dock noon until 12 o^dock at night they divide

it into two 6-hour watches, and from 12 o'clock at night
until 12 o'clock in the day it is divided into three 4-hour
watches. Is that correct?

Mr. Furuseth. That is right. That is the continental
system. The English system runs four hours all the time,

four hours on and four hours off all the time, and that

used to be the American system, except from 4 o'clock in

the afternoon to 8 o'clock in the afternoon. Those two
watches are called the dog watches, and they are split up
into two hours each, so that the man who is on duty from
8 until 12 o'clock one night will be off* duty at that time,

and so alternately, so that they will swing, as we call it.
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Senator Burton. Suppose this provision should be

adopted as it is here, what system of watch and watch
Avould we be adopting, the English or the American, the

one in vogue in England or in the United States?
Mr. Furuseth. We would leave the system, either the

European continental system, or the English system, or

the all-American system to the ship. This simply says that

it shall be divided into two equal parts on deck, and that

they shall be on deck alternately, either four hours or six

hours.

Senator Burton. All you are contending for in this

statute is to limit the hours to 12 hours?
Mr. Furuseth. Yes.

Senator Burton. And then the adjustment of it would
have to be according to either one of those systems, the

continental system or the English system?
Mr. Furuseth. Yes.

Senator Burton. Might not some other system be adopted
as well as these?

Mr. Furuseth. As a matter of fact, the best thing to

do is four hours, because that is the customary thing, and
that is what would be adopted without any question. They
would never run it six hours ; they would run it four hours,

because that is the custom practically all over the world.

They would run that because it is the safest. The men
are fresher under that than when they stay six hours.

I think we have said all we can say on the question of

watch and watch and the necessity for Sunday, unless you
want to ask me some questions about the Sundays and
legal holidays (pp. 526-528).

* * *

Capt. Goodall. Absolutely. We have no objection Avhat-

ever to the setting of the length of the watch. I think it

is very wise to regulate the length of hours in which a man
who is necessary to the navigation of the ship should be

on watch. He should be there in a physical condition to

attend to his duties beyond question.

Senator Kelson. What is your opinion about the length

of the watch?
Capt. Goodall. 1 think the length of the watch, so far

as concerns the men that are on duty necessarily. Senator,

should not be longer than watch and watch.
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Senator Nelson. I mean, ought the lionrs to be longer

than four honrs' watch?
Capt. Goodall. When we say watch and watch, as Mr.

Furuseth has explained, it generally means four hours on
and four off. I have found in my experience at sea that

between 12 o'clock noon and 12 o'clock midnight, in order

to get a longer stretch of rest, the men prefer to stand
six-hour watches; rather than divide that w^atch up into

three they divide it into two.

Senator Burton. I understand there is substantial agree-

ment between you, and that you are not opposed to regu-

lating the length of the hours.

Capt. Goodall. I agree with Mr. Furuseth absolutely,

so far as the men who are necessary to the navigation of

the ship are concerned; but to say that every man who is

aboard a ship as a sailor should be forced to stand watch
and watch, when he can not render any assistance or ser-

vice, and is only carried for the duty he performs in the

daylight hours, to lose his services during half of the day
and force him to stand at night Avhen he has nothing to do,

is unreasonable.

Senator Burton. Would not this be interpreted a maxi-
mum of 12 hours' labor, and make useless these men who
perform exceptional duty, notwithstanding their ratings as

sailors, during 12 hours?
Capt. Goodall. Then you force the man who works only

9 hours to work 12. We are not particular about doing
that. The "better way, it seems to me, to fix this bill is,

instead of saying that the sailors shall be divided, to say
that the requisite number of men to properly and safely

navigate the ship shall be divided into two watches on deck
and three in the fireroom" (p. 530).
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H. E. 23676

SIXTY-SECOND CONGRESS

HEARINGS BEFORE THE COMMITTEE
ON COMMERCE

UNITED STATES SENATE.
JANUARY, 1918

OFFICERING AND MANNING OF VESSELS.

CAPT. WILLIAM A. WESCOTT, PRESIDENT OF THE
CALIFORNIA HARBOR MASTERS, MATES, AND
PILOTS OF THE PACIFIC; ALSO REPRESENT-
ING THE NEPTUNE ASSOCIATION OF NEW
YORK.

^^The bill H. R. 23676 passed the House by a unaiiiinous

vote, and also was reported out of the Committee on Mer-
chant Marine and Fisheries by a unanimous report.

The bill, as it passed the House, was intended to amend
the existing law essentially and materially as follows

:

First: By providing that when a vessel shall have been
manned as required by law, and shall have been deprived
by desertion or casualty of part of her crew, the master
shall, if obtainable, refill the crew with a full complement
of members of equal or a higher rating. This obliga-

tion on the part of the masters is perhaps implied by the

existing law, but it is not definitely stated, and, in terms,

the law as it now stands really permits the master, if he
shall be deprived of some of his crew, as required by the

certificate of inspection when he began his voyage, to pro-

ceed at his discretion and to further navigate the vessel

without any effort to obtain a crew. We believe that this

ought not to be allowed.

Section 2 of the bill is entirely new law. The existing

law requires that no vessel ^shall be navigated unless she

shall have in her service and on board such complement
of licensed officers and crew as may, in the judgment of

the local inspectors who inspect the vessel, be necessary for

her safe navigation.' l^ut Ave Ivelieve that unlimited dis-
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cretioii in the hands of the local inspectors, without any
niinimuni requirement of law as to the number or skill of

the crew or the number of officers, is not safe, either for

the vessel or for any other vessel that she may meet while

underway. Therefore, section 2 of the bill provides a cer-

tain minimum number of licensed deck officers, according
to the scale as set forth, and at the same time permits
the local inspectors to require a greater number of such
officers, if, in their judgment, informed by full knowledge
as to any given vessel and its circumstances, he deems the

minimum scale insufficient for her safe navigation.

Mr. Chairman, I wish to state right here that that was
l)ut in on account of the fact that we have some very large

vessels, such as the Manchuria, the Mongolia, the Siberia,

the Minnesota, the New York, the City of Paris, and various
other vessels on the Atlantic, which carry a large number
of passengers, which might need more than three licensed

officers. That is why we left that in the bill, giving the

local inspectors that right.

We recognize that it is impossible for Congress to know
just Avhat number of officers might be required in every
case, and for that reason we only ask for a minimum num-
ber, as seems to us to be absolutely necessary in all cases

for the safet}' of navigation, which ought to be required

at all times. We deem it necessary for Congress to pass
a law that will guard against any vessel being navigated
where over persuasion or influence may be used which will

permit any vessel to be so poorly officered as to be unsafe
herself and a menace to other vessels (p. 5).

* * *

The Chairman. What he means is that the evidence given
in regard to that bill showed the necessity for it, just as

much on the Lakes as on the ocean.

Senator CraAvford. So that he is suggesting that this

be enlarged so as to include the situation on the Lakes?
The Chairman. It is a question whether it does not in-

clude the Lakes; there is some question about that.

Senator Simmons. AVhat is your opinion about it? Do
you think it is as necessary on the Lakes as it is on sea-

going vessels?

Capt. Wescott. I should think, Senator, that for 400
miles it should be applicable to the Lakes. That is my
candid belief.

We believe that the scale as provided in H.R. bill 23676
is moderate and is fully equal by the present custom and



App. 52

practice voluntarily adopted by the greater majority of

vessel owners.
We believe that motives of economy ought not to be

permitted to authorize a few vessels to be navigated with-
out efficient and sufficient officers.

Section 3 of the bill is also new law, and in our judg-

ment most essential and necessary. It is intended to

]>revent overworked, tired, and weary and, therefore, unsafe
officers from having charge of the vessel.

For many years past it has been the custom on ocean and
coastwise seagoing vessels to require the officers of their

respective ships to be on continual duty, while in port load-

ing and discharging cargo, from 12 to 24 hours, without
rest or sleep, and then tiiey being compelled as soon as the

vessel sails to go on the ship's bridge and take charge of a
watch for six hours, regardless of the ship's value or the

number of lives that would be jeopardized by having a
sleepy and tired officer in charge of the vessel, while being

navigated in the dark and amongst all kind of shipping,

both large and small. And in a great many individual

instances the officers have been on continuous duty while

in port for 30 and in some cases as long as 50 hours with-

out rest.

It is obvious that an officer A\dthout having a reasonable

amount of rest not only endangers the lives and property

in their charge, but any other vessel that they may meet

A\ hile under way.
The licensed masters and mates for many years past have

appealed to the United States Inspection Service for relief,

but without success.

H.K. bill 23676, better known as the Hardy Bill, recti-

fies the existing evils as complained of by the ocean masters

and mates, and not alone does it provide for reasonable

working hours for officers while in port, and that they shall

not be permitted upon sailing to take charge of the watch
unless they have had six hours olf duty within the 12 hours

immediately preceding the time of the vessel's sailing, but

it eliminates the out-of-date health-breaking system of two
Matches on long runs, by providing that there shall be a

sufficient number of mates too, and they shall stand in

three watches while such vessels are being navigated.

Mr. Chairman. I would like to have the opposition, if

it please the committee, present their side, so that I can

then go abend on rebuttal.
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I have just made tliis statement for the purpose of oi)en-

ing the hearing.

Senator Burton. What is exactly meant by this clause
on page 3 : 'That every such vessel of 1,000 gross tons and
over, propelled by machinery, shall have in her service and
on board three licensed mates, who shall stand in three
watches while such vessel is being navigated?'
Does that mean exclusive of the masters—that the master

is not to stand watch?
Capt. Wescott. Exclusive of the master, when she is on

a run of less than 400 miles.

Take the case of the Luckenbach, which was lost here on
Chesapeake Bay a few days ago. She had four engineers.

The engineers were standing in three watches; the chief

engineer was standing no watch ; the three assistant engi-

neers were standing a watch. The two mates—she only had
two mates—were standing watch to the extent of 12 hours
out of the 24, besides having to be up while entering and
leaving port. Three watches for the engineers—four engi-

neers on board, two mates, and a master.
Afterwards, Mr. Chairman, I will explain everything in

regard to the watches, so that you can see very plainly

how unreasonable it is to expect the deck officers to stand
in two watches.

Senator Burton. Well, under this provision, is it ex-

pected that the master shall stand watch at all?

Capt. Wescott. No. No master. Senator, should be re-

quired to stand a watch, because he must be up at all times

during foggy and stormy weather. For a master to stand
a watch is criminal on any seagoing vessel.

Senator Perkins. As a matter of fact, they do not stand
watch on any vessel, do they?

Capt. Wescott. No. Nowhere that I know of.

Senator Perkins. I did not know of any ship that the
master does stand watch on, do you?

Capt. Wescott. No, sir; unless it is on river boats, where
they can hit the banks at any old time. It is entirely wrong
for any master to be required to stand watch.

I desire to refer you to the decision of the supervising
inspector of the second district in 1909, in which he states

:

'From this testimony we see that no matter how
many other officers there are in a steamer of the class
under consideration, a master who does his dutv is in
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the pilot house in entering or leaving port, in fogs, in

storms, whenever there is danger of breaking up the
tow or losing a barge, and in making up his tow or
shortening or lengthening his hawsers. It also appears
that these duties will be more arduous from the legis-

lation which took effect February 1. The only testi-

mony to the contrary was from men who said in effect

that they neglected known duty.
How much these duties add to a master's 12 liours'

regular watch depends upon the weather and location,

and whatever the supervising inspector may know as

to that is not from the evidence in this case.

Capt. McBoldrick testified to a mate leaving a vessel

at Whitestone, so that the master would have to take
the vessel to Perth Amboy without the assistance of a
licensed deck officer. This means that a deck hand
steered part of the time.

It was shown by the witnesses that in towing from
Norfolk to Portland these long tows across the lines

of all vessels bound into or out from Philadelphia, New
York, Boston, and the smaller intermediate ports.

When one considers the safety of the crcAvs of the

towing steamer and towed vessels, and the lives of those

on the vessels encountered in their course, the responsi-

bility of the captain of the towing steamer is such that

to ask him to stand a regular watch of 12 hours out
of the 24, besides doing the duty of a master, is abso-

Ititely wrong, and gives excuse for negligence such as

has been testified to in this hearing.-

That was an inspector's decision.

The Chairman. You see, Senator Burton, that a master
has to be always on duty, and if you make him stand a
regular watch right along, he can not do that.

Senator Burton. Yes.

Capt. Wescott. I also desire to say, Mr. Chairman, that

in a decision which I have here the two-watch system is

condemned, condemned by a court of inquiry held in San
Francisco. I shall just quote here what is said—it is

short.

^I desire to state that on the 13th day of June, 1911,

a court of inquiry, composed of the British Consul
General Hearo, Capt. R. MacKenzie, of the British
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steamer Strathburg and Capt. V. Harper, of the British

steamer Boveric was held in San Francisco for the pur-

pose of finding out who was responsible for the wreck
of the British steamship Asia off Finger Rock, south
coast of China, on April 23, 1911.'

So that the committee may understand the case, the Asia
at the time that she was wrecked was under the manage-
ment of the Pacific Mail Steamship Co., an American com-
pany, with headquarters in San Francisco, Cal. ; when the
Asia was owned and managed by a British company they

had the three-watch system on that vessel. The findings

of the court of inquiry were in part as follows

:

^\YRECK OF THE "ASIA'' DUE TO CAPTAIN
AND MATE.

SAN FRANCISCO, June 14, 1911.

Failure of Third Officer J. H. Johnson to maintain

a proper lookout and error in judgment on the part of

Capt. Harry Gaukroger in steering a dangerous course

were assigned yesterday by a court of inquiry as the

cause for the wreck of the Pacific Mail Liner Asia off

Finger Rock, south coast of China, on April 23.

The court absolved Chief Offtcer J. J. Hill and Second
Officer Thomas of all blame, and condemned vigorously

the two-watch system as practiced on the Asia at the

time of the wreck. Neither Capt. Gaukroger nor Third
Mate J. H. Johnson will lose their papers as a result of

the inquiry, both men escaping with a reprimand.

Among those who testified yesterday were A. Young
of Manila, and Mrs. A. J. Crawford, of St. Louis; both

testified that they had sighted land at least 20 minutes
before the Asia struck. After looting the Asia pirates

set her on fire.'

There is the British court of inquiry at San Francisco
condemning the two-watch system. When she was under
the management of the British company, owned by a
British company, they had five officers on her and the

officers stood in three watches. When she went under the

management of the Pacific Mail Co. she had only three

officers; the mate stood no watch, and they have the two-

Avatch svstem.
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Now, Mr. Chaiiiiiau, I shall be xerj much pleased if the

oi)position Avill state their side.

The Chairman. Ver^^ well, we will hear somebody. Who
opposes this bill? Whom shall we hear?

Mr. Duff. There are a good many practical men here
from both the Atlantic and the Lake side of this question,

and if it pleases the committee, I would suggest that we
alternate—hear one man from the Atlantic coast and then
hear one man from the Lakes, and then give Capt. Wescott
the opportunity of asking any questions he may desire.

The Chairman. You may call up your man, then.

Mr. Buff. 1 would like to introduce Mr. J. M. Blanken-
ship, of the Merchants & Miners Transportation Co.

Mr. Gary. My name is (xary, of Cleveland. Mr. Chair-

man, may I ask a question?
The Chairman. Certainly.

Mr. Gary. My question is this: The bill we have before

us is H.R.* 2385*; this is H.R. 23676. May I ask what are

the differences in the tAVO bills?

The Chairman. I do not know. We have before us for

consideration the bill that has passed the House, H.R.
23676.

Mr. Gary. Perhaps Capt. Wescott can tell us.

Capt. Wescott. There is an amendment to it. If you
will take the report, you will see the amendment that went
into the bill.

The Chairman. The one that passed the House has the

Avords *An act' before it. That is the one we are consider-

ing'^ (pp. 6-9).

J. M. BLANKENSHIP, OF THE MERCHANTS & MIN-
ERS TRANSPORTATION CO., BALTIMORE, MD.

Mr. Blankenship. Mr. Chairman and gentlemen of the

committee, my name is J. M. Blankenship. I represent

the Merchants & Miners Transportation Co. of Baltimore,

Md. We liave 25 ships plying on the Atlantic, coA'ering

points from Boston to Jacksonville. In reading this bill

(H. R. 23676) I can pass almost down to section—no;

I will not. We object to taking from the local inspectors

the right to say how a ship should be manned. They are

the best judges. The conditions are so different in different

ports and on different lines, and even on ships of the same
line.



A ship may be in one service one week, and then trans-

ferred to another service the next week that is entirely

different. Few officers are coini)etent to handle the ship

efficiently, and I think we should take into consideration

all the service the ship is in. Taking all these things into

consideration, I think the local inspectors are the ones who
are best able to judge that, in my opinion.

Take our ships, for instance. On most of our lines we
take one week to a round trip. During that time the ship

is in port from 50 to 60 per cent of the time. AVhen in

port the men who stand watch all night have no anchor
watch to stand—the mates I am speaking of—they stand

on a two-watch. The regular watches are kept up by
the quarternmsters ; they stand anchor watch.

1 sent for some of our masters and some of our mates,

just as the ships came in, and showed them the bill. I

asked them what they thought of it, and without exception

they objected. The masters say that they thought it would
make a loafer of a man, on as short a run as ours is, to

have four hours; on and eight hours to do nothing except

to knock around with the passengers and simply smoke
and loaf. The mates themselves said they thought it would
give them bad habits.

Senator Simmons. What is the average run on your
line one way, not both ways?

Mr. Blankenship. Take our ships sailing from Baltimore,

which is our home port, to Boston. We sail at 6 o'clock

in the evening and have a 12-hour run down the bay to

Norfolk. They lie in Norfolk 12 hours. Then they sail

from Norfolk and are at sea all the next day and that

night. They arrive in Boston the next morning. They are

at sea two nights and one day. There the watches are dis-

continued, and the men have all day there, that night, and
the next day. So that it is a 86 hours' run from Norfolk

to Boston and 12 hours from Baltimore to Norfolk. Then
the reverse schedule takes place leaving Boston.

The way our men like to run it is this: A nmte has his

family in the East, and the second mate has his family

living in the South. When they get into port they divide

it up. A mate will stay on a ship two days when he is

away from his home port and let tlie second mate be with

his family. We try to arrange the thing that way.
Senator Burton. How many hours are you in the ports

of Baltimore and Boston, respectively?
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Mr. Blankensliip. Thirty-six hours.

The Chairman. I want to call your attention to this

fact, that the bill requires only three officers while a vessel
is being navigated—not in port.

Mr. Blankenship. Yes; that is just what I am getting
at. I am saying that our men are in port so much that
it does not seem fair to require that three men shall stand
Avatch on our short runs, when a ship is out only 36 hours.
In that 36 hours w^e have a man on duty 4 hours, and
then he is off 8 hours; then he goes on again tor 4 hours
and is off 8 more. Under those conditions he would not
know what to do with himself.

The Chairman. When we have such storms as Ave have
had lately on the coast—how about that?

Mr. Blankenship. When we have a storm no master
on earth would let a mate or a second mate stand watch.

Senator CraAvford. Does this take discretion away from
the supervising inspector in port?

Mr. Blankenship. I think it does. When a ship sails

away from a port he is in charge—the master is in charge.
All hands are then called on deck—this applies to the

mates' department—to see that passengers are kept aw^ay
from lines and protected in other ways.

Senator Crawford. This act says: ^She shall have in

her service and on board such complement of licensed

officers and creAv as may, in the judgment of the local

inspectors who inspect the vessel, be necessary for her safe

navigation.'

Mr. Blankenship. But down further does it not say

—

I am referring more to where the masters shall fail to ship

a full crew if obtainable. If he does not, it puts a very
heavy penalty on him. For instance, take one of our ships

arriving in Norfolk. The crew might walk off* the ship live

minutes before her sailing time.

The Chairman. AVhat is the distance of your boat line

from Baltimore to Norfolk?
Mr. Blankenship. One hundred and sixty-two miles.

The Chairman. Then this act would not apply to that

run, because it is not a run of 400 miles.

Mr. Blankenship. It says from the port of departure
to your final port of destination. Our final port of destina-

tion is Boston.
Senator Oliver. How far is it from Noi-folk to Boston?
Mr. Blankenshii). Five hundred and forty miles.
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Senator Simmons. How long do yon stop in Norfolk on
that rnn?

Mr. Blankensliip. Twelve honrs.

Senator Simmons. You stop there 12 honrs?
Mr. Blankenship. Yes, sir.

The Chairman. Where else do you stop between there

and Boston?
Mr. Blankenship. The Boston line goes to Norfolk and

then to Boston.

The Chairman. You have no stop except at Norfolk?
Mr. Blankenship. Some of our ships go to Newport

News and others to Boston.

Senator Burton. But there is no stop between those

ports and Boston?
Mr. Blankenship. No, sir.

Senator Crawford. You said that further down there

was something about a crew being obtainable. Now, it

seems to me that if without the fault of the master, some
of the crew leaves or deserts, and he found himself in that

position, this provides that he can ship a less number if

in his judgment he has sufficient to go on the voyage.

Then he must give an explanation as to the deficiency in

his crew. If he f-ails to give that explanation he is sub-

ject to a fine. Why should he not give it?

Senator Burton. He is on a different provision from
Avhat you are on. He is explaining this one on page 3.

The Chairman. That is not in controversy.

Senator Crawford. Isn't this in controversy?

The Chairman. No. It is the other one on the next page,

commencing about the middle.

Senator Reed. Section 2?
The Chairman. Yes; section 2.

Senator Fletcher. What is your tonnage?
Mr. Blankenship. It varies from about 1,500 gross to

3,600 gross.

Senator Fletcher. Then you mean that if you have to

have three men, three watches, it would mean an unneces-
sary man in iDort 36 hours out of a week?

Mr. Blankenship. Yes, sir; and I think it would be an
unnecessary man loafing around the ship at sea.

Senator Fletcher. And even while on the voyage?
Mr. Blankenship. Yes, sir. The mates do not want

that. They also claim that it would have a tendency to
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reduce their Ava<2:es, which T think it would. If yon have
to put more men on a boat their waji,es will adjust them-
selves.

When our second mate is on watch it is known as the

master's watch. Our ships are all arranged so that the

captain's quarters are next to the pilot house, with a door
opening from one into the other. When he is in his quarters

he is within 15 feet.

The Chairman. How long does it take your ships to run
from Norfolk to Boston?

Ml-. Elaukenship. Thirty-six hours; that is our average

speed.

The Chairman. Now, why should there not be three

watches on that run?
Mr. Klankenshij). Simply because I do not think it is

necessary. The mates stand on watch

—

The Chairman. Six hours?
Mr. Blankenship. No, sir; four hours on and four hours

olf, and then they have a regular dog watch. They say

they would not know what to do with themselves if they

had eight hours off. The mates have told me repeatedly

that after three hours sleep they are tit for eight or tAvelve

hours duty, if Tlecessar3^

The Chairman. You know^ that is not so.

Mr. Blankenship. That is what they say.

The Chairman. With only three hours sleep?

Senator Reed. They are bred especially to do Avithout

sleep, are they?
Mr. Blankenship. No, sir; although I think sailormen

are bred more to go w^ithout sleep than any other class

of men.
Senator Reed. They are just like other people, and can

not go without sleep.

Mr. Blankenship. I do not know. I have known of

cases of our masters in a pilot house 36 hours.

Senator Crawford. 1 think that ought never to be.

Mr. Blankenship. That ought never to be. But the

master of a ship is the man who has to be there; in times

of danger he has to be on duty just as long as he can stay.

1 do not think there is any possible way out of it.

Senator Simuions. How long does it take to make your

run from Norfolk to Boston?

Mr. Blankenship. Thirty-six hours. Then we have other
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lines that rim from Norfolk to Providence that make it in

29 to 80 hours.

Senator Simmons. It* you had only two mates, how long

would each of them be on duty?
Mr. Blankenship. They would be on duty half the time.

Each wouhl be IS hours on and 18 hours off.

Senator Oliver. Then what happens after they get into

port ?

Mr. Klankenship. There the watches stop. And if a

mate's home is in Boston—they arrange it among them-

selves—the second nmte will stay around the ship or if

he doesn't have any regular w^atches because the ship is

in charge of the agent then, and the only thing the mate
or the crews have to look for is fire and to protect her.

But our rules are these:

The rules of this company regarding ships in port while
in commission are that they shall never be left with less

than one executive officer, one licensed engineer, and one-

third of a crew on board, except in urgent cases, when a
licensed quartermaster may act instead of a licensed execu-

tive officer—that is, w^hen the ship is tied up in port.

The method of establishing watches in this company is

as follows:

When ship is about to sail all hands are called on deck
(this applies to the mates' department—the deck depart-

ment) and are kept on deck until the ship is straightened
up; that is, lifeboats swung out, lines stowed away, decks
cleared up, etc. This occupies from 15 to 20 minutes. The
regular watches are then started and are stood watch and
watch four hours each—one mate in pilot house, one
quartermaster at wheel, one seaman on lookout forward,
one seaman on main deck 'below to report every half hour
to pilot house conditions below deck, one seaman on gen-
eral duty to answer calls from the pilot house. But you
are not interested in the seamen.
The Chairman. Oh, yes; we are interested in seamen,

too.

Mr. Blankenship. In this bill?

The Chairman. Well, we are interested in the seamen
in the United States.

Mr. Blankenship. One quartermaster at wheel, one sea-

man on lookout forward, one seaman on main deck below
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to report every lialf hour to pilot house conditions below
decks, one seaman on general duty to answer calls from the

131 lot house, his time when he is not called being occupied
in cleaning paint work around steering engine, etc. The
lookout on the forecastle stands a two-hour watch, and is

relieved by the two other seamen in his watch. The other

Avatch is below, turned in, smoking or doing what they
please. Watch and watch is stood the whole time the ship

is en route.

The Chairman. Your system is four hours on and four

olf?

Mr. Blankenshij). Yes, sir.

Senator Perkins. Could not your crew handle cargo?
Mr. Blankenship. No, sir.

Captain Westcott. Mr. Chairman, if I may, i should like

to ask Mr. Blankenship a few questions.

Tlie Chairman. You may proceed.

Capt. Westcott. Mr. Blankenship, I should like to ask

you what time on a sailing day the watches are set.

Mr. Blankenship. They are set when the vessel is start-

ing out.

Captain Westcott. If a vessel sails at 5 or 6 o'clock in

the evening, the officer who would have the first w^atch

would be on duty all day besides, would he not?

Mr. Blankenship. How is that—the day before?

Captain Westcott. The sailing day.

Mr. Blankenship. No, sir. They divide that among
themselves.

Captain Westcott. You do not catch my question. I am
speaking of the sailing day, and where you have a lot of

passengers aboard and freight coming into your ship, do
you let all of your offlcers off duty except one?

Mr. Blankenship. All except one; yes sir.

Capt. Westcott. You do?
Mr. Blankenship. Yes, sir.

Capt. Westcott. Who looks out for combustibles, should

they be stored below decks?
Mr. Blankenship. 1 think that is very well covered in

the tariff regulations. And then one of the oflicers, the

mate or the second mate, is usually walking around there,

back and forth. No combustibles are put into the ship

without being reported.

Capt. AVestcott. If that is the way the Merchants and
Miners Line is run, it is no wonder tliat they have had
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three ships afire in the last year—where the longshoremen
can take a smoke below.

Mr. Blankenship. If they smoke below

—

Capt. Westcott. I would like to ask another question.

You say thei-e are two quartermasters?
Ml'. Blankenship. Yes, sir.

('ai)t. AVestcott. The quartermasters remain four hours

at the wheel, do they not?

Mr. Blankenship. Yes, sir.

Capt. Westcott. That is a pretty long time, is it not?

What rest can an oflicer get standing four-hour watches
and the dog watches? What rest can he get out of 24 hours

—actual sleep? Wliat is it possible for him to get?

Mr. Blankenship. He could get certainly 8 hours' sleep.

(^apt. Westcott. He can?
Mr. Blankenship. Can't he?
Capt. Westcott. I will show you in black and white

where he can only get 5 hours and 45 minutes rest one day,

and the next day he can get 9 hours. One day 5 hours and
45 minutes and the next day 9 hours.

Mr. Blankenship. I do not see that.

Capt. Westcott. If the chairman desires me, I will ex-

plain it.

The Chairman. I will leave it with you. You have the

tioor.

Mr. Blankenship. You can figure it out for me.

Senator Burton. I do not understand you to interpose

any objection to this section 3, which says that upon leav-

ing, or immediately after leaving port, no officer shall take

charge unless such officer shall have had at least 6 hours

off duty within the 12 hours immediately preceding the

time of sailing?

Mr. Blankenship. That has been changed. This is the

first time I have seen the act. I have seen the bill. It

says here:

Shall have had at least 6 hours off duty within the 12

hours immediately preceding the time of sailing.

As I understand it, a man could be working just pre-

vious to the time of sailing, provided he had had six hours'

i-est.

Capt. AVestcott. The night before. If he had had the

night before off, he could do it?

Air. Blankenship. Yes, sir.
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Capt. Westcott. That was put in there for the benefit

of yoii people.

Mr. Blankenship. That isn't the reason it is in there,

I think.

Senator Crawford. Have yon any objection to it that
way?

Mr. Blankenship. No, sir; I can not say that 1 have
any great objection to it that way.

Capt. Westcott. Mr. Chairman, I will say this in regard
to the watches: For the purpose of illustrating the same
1 will cite the general custom as practiced upon the vessels

navigating the Atlantic. The officer who goes on duty at

8 p. m. remains on duty until 12 o'clock midnight. Is that
correct?

Mr. Blankenship. How is that; who goes on when?
Capt. Westcott. Who goes on duty at S o'clock p. m.

and remains on duty until 12 o'clock midnight.
Mr. Blankenship. Yes.

Capt. Westcott. Then he is relieved and after making
an entry in the log book of matters that have occurred
during his watch on the bridge and getting a little mid-
night lunch—of course, you allow him to get a little mid-

night lunch, do you not?
Mr. Blankenship. He can get all he wants. We will

send it to the pilot house for him.

Capt. Westcott. You will?

Mr. BlaTikenship. Yes, sir.

Capt. Westcott. Then he seeks his berth, and by the

time he gets to sleep, it is at least 12.45 a. m. At 3.45 a. m.
he is called. Is that correct?

Mr. Blankenship. Yes, sir—3.50.

Capt. Westcott. At 3.45 a. m. he is called and goes on
watch at 4 o'clock, after having obtained only three hours'

rest. He then remains on duty until 8 o'clock a. m.,

and after having breakfast and a smoke he seeks his berth,

and before he gets to sleep it is 9 a. m.

You would not deprive a man of his smoke at mealtime,

of course.

At 11.15 a. m. he is called for his luncheon, so as to be

ready to go on watch at 12 noon, to remain there until

4 p. m. Then he is allowed to go below for two hours;

in other words, until 6 p. m. At 5 p. m. he must get his

supper. Is that correct?



Mr. Blankenship. Yes, sir.

Oapt. Westcott. And during the two honrs that he is

off duty he may be able to take a cat nap of half an hour.

At () p. ni. he attain ooes on duty, to remain there until

8 p. m. The short periods ol' rest which he is able to

obtain are divided as follows : Three hours, 2 hours and
15 minutes, and 30 minutes. Total number of hours'

sleep that he can obtain under the most favorable circum-

stances is 5 hours and 45 minutes, exceptino- every alter-

nate day he is able to obtain 9 hours' rest, but the 9 hours
is divided into four short periods.

That is on the Atlantic.

Senator Burton. What are you reading from?
Capt. Westcott. I am reading from my experience.

Senator.

Mr. Blankenship. Captain, do you allow in that time

for sleeping when he is not on watch during the day.

Capt. AVestcott. I am figuring that. I am taking the

24 hours from 8 o'clock right along.

Mr. Blankenship. I asked some of our mates how long

it took them to get into their bunks when they were re-

lieved, and they said that in 15 minutes they were asleep.

You have 45 minutes.

Capt. Westcott. Does not a man go down and get a little

midnight luncheon?
Mr. Blankenship. Of course, if he wants it : it is there

for him.

Capt. Westcott. Do you allow your officers to stand
around on the bridge or on deck and smoke?

Mr. Blankenship. No, sir.

Capt. Westcott. Does not a man Avant to smoke some-
times ?

Mr. Blankenship. Our officers do not stand on the

bridge and smoke. They stand in the pilot house.

Capt. Westcott. And that is so much more the reason
that they should have three watches, because in the pilot

house it is very comfortable, and if a man is sleepy he is

likely' to go to sleep so much quicker when he is com-
fortable. That is a greater reason.

Mr. Blankenship. It is more comfortable, true; but the

windows are wide open, and it is then cold.

Capt. Westcott. I believe they should have comfort,
but I believe they should have a reasonable amount of
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sleep, so that the comfort they get would not cause them
to go to sleep and neglect their duty (pp. 9-16).

* * *

The Chairman. May I ask you one or two questions?
Mr. Blankenship. Yes, sir.

The Chairman. I call your attention to section 3. If

those three mates be employed it would make one addi-

tional mate to each of your ships?
Mr. Blankenship. Yes, sir (p. 17).

* * *

Mr. Blankenship. That is a very simple thing for a
competent officer if he knows his stevedores and he knows
his agents.

^^ow as to the question of this 1,000 gross tons. A ship
of 1,000 gross tons is a very small ship.

Senator Simmons. I want to ask you one question
right there, leaving out entirely the consideration of the

additional cost. Do you mean for the committee to under-
stand that, in your opinion, an additional watch would
not add anything to the safety of the boat, of the cargo,

or of the passengers?
Mr. Blankenship. I mean that absolutely. I mean that

a careful master, a competent master, would not trust his

ship, in time of danger in channels, or in obstructed waters,

to a third officer. The captain is going to have the same
duties he has now; and the third officer would simply be

in the way.
Senator Simmons. Be of no value or of no protection?

Mr. Blankenship. No. If we had a hundred mates on
that boat, the master would have his troubles right straight

along.

Senator Oliver. You do not mean that to apply to all

ships, do you?
Mr. Blankenship. I am speaking of the ships in our

trade.

Senator Oliver. Ships in your class?

Mr. Blankenship. Yes, sir.

Senator Oliver. Then your suggestion is that there

should be some discretion allowed to some bureau or some
person ?

Mr. Blankenship. I say you can not make one rule to

fit all conditions. It can not be done.
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I do not know that there is anything further that I

care to say.

The Chairman. I want to say to yon that, except from
the members of the committee, you are not obliged to ac-

cept interruptions unless you are willing to.

Mr. Blankenship. I am glad to be interrupted, Mr.
Chairman.
The Chairman. Go right on.

Mr. Blankenship. I want to bring out very strongly the

fact that a ship of 1,000 gross tons is a very small ship.

The smallest ship we have is 1,400 tons. She plies be-

tween Philadelphia, Fall River, and Providence.
The Chairman. Is it a freighter?

Mr. Blankenship. A freighter. We have three ships in

that service, all about the same size, but she is the small-

est, and she is one night at sea. She gets into port early

the next evening, weather conditions being favorable.

Capt. Westcott. Does she go around the Sound, outside

the Sound?
Mr. Blankenship. She goes right straight through.

Senator Crawford. Take boats generally that have more
than 400 miles' run, where they are engaged in regular

runs, what Avould be about the average size—more than a

thousand tons?
Mr. Blankenship. It depends on the ship entirely. Take

a ship that has a great many passengers, or she was a
great big ship. I think she would have more officers.

Senator Reed. Why?
Mr. Blankenship. For better protection.

Senator Reed. If it is true that this third officer, third

mate, is an absolute nuisance and in the w^ay, and you can
not trust anything to him anyway, but the master must
look after it all for himself—if that is true on one of your
ships, why is it that he is an advantage on a larger ship?

Mr. Blankenship. He is an advantage in this way

—

what I mean is that an additional man on a big ship—if

there is more life-boat equipment, more passengers to look

after, you would have more men to look after them
;
you

would have better attention given to the life-saving ap-

paratus. But so far as the watches go, I do not see that

there would be any advantage on a trans-Atlantic ship

making a three, or four, or five-days' run.
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Senator Reed. What is a mate's duty?
Mr. Blankenship. A mate on our ships, and, I think, on

all the Atlantic coast ships, in a way is an executive

officer. In the first place, he can act in the absence of

the master.

Senator Reed. He can?
Mr. Blankenship. Yes; if he has a license.

Senator Reed. If he is qualified, he could take the

master's place?

Mr. Blankenship. Yes, sir.

Senator Reed. Why is it, if he is qualified to take the

master's place, that he can not take the master's place

and relieve him at times?
Mr. Blankenship. I think then you would be going-

back to the question of having two masters on one ship.

Senator Reed. On these ships that go on long voyages

the master is not on duty all the time?

Mr. Blankenship. The master is always on duty.

Senator Reed. Not actually?

Mr. Blankenship. Well, I mean the master is always

subject to call, if he is not on the bridge.

Senator Reed. He is subject to call, is he? But when
he is not on the bridge he goes to bed like other human
beings, does he not?

Mr. Blankenship. If conditions are proper, he does.

Senator Reed. Yes. You have a mate who is compe-

tent to take his place, and he does take his place, while

he is in bed, does he not?

Mr. Blankenship. Yes, sir; he takes his regular watch.

Senator Reed. Yes. So that these mates are capable,

if they are competent men—and, you would not employ

any other kind?
Mr. Blankenship. We try to get competent men.

Senator Reed. You try to get competent men to navigate

the ship, the master, of course, being there to be called in

case of emergency?
Mr. Blankenship. Yes, sir.

Senator Reed. Then, if all this bill amounts to is that

an additional man is to be put on and the hours can

thereby be shortened, do you still think he is a nuisance?

Mr. Blankenship. I know none of our masters, if we
employ a third man, would trust his ship to him.

Senator Reed. Why?
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Mr. Blankenship. Because he would think he had not
had experience enough.

Senator Reed. Why can you not get ex])erienced men?
That in what we want you to get.

Mr. Blankenship. You couhl nor have three first mates
on your ship.

Senator Reed. Could you not have three mates qualified

to navigate?
Mr. Blankenship. No.
Senator Reed. Why not?
^Ir. Blankenship. Why there would be no incentive for

promotion. A mate has to start at the bottom and work
his way up.

Senator Reed. Do you tliink that under tlie provisions

of this bill you would be required to lure an incompetent
third mate?

Mr. Blankenship. No. I mean licenses are issued by the

steamboat inspectors. They begin at the bottom and work
up.

Senator Reed. Why could you not employ a good man
just as well as a bad man? There are good men to get,

are there not?
Mr. Blankenship. A man who has been running as a

first mate is not going to accept a third mate's position.

Senator Reed. But still is it not true that there are

men who could be employed for this job of third mate, if

you paid sufficient wages?
Mr. Blankenship. 1 believe we are going to have trouble

getting third mates.

Senator Reed. You think the supply is so short that you
could not get them?

Mr. Blankenship. I think the supply is short.

Senator Reed. Do you not think that a little additional

wages will induce men to qualify?

Mr. Blankenship. We pay good wages. AVe pay the

wages we are asked.

Senator Reed. You say there is a dearth, there is a

shortage?
Mr. Blankenship. I did not say there is a dearth.

Senator Reed. Have you not found out in your ex-

perience that if good wages are offered, good men will

qualify quickly to draw" them?
Mr. Blankenshij). It has been my experience that in
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almost every class of skilled labor to-day, while the wages
have increased, the efjficiency of the laborer has decreased.

Senator Reed. And you think, then, that the more
that you pay

Mr. Blankenship. No ; I do not say that. I am simply
telling you what has taken place, in my opinion.

Senator Reed. You would not say to us seriously—of

course, we are all ignorant on the matters of navigation,

and you must not mislead us—^3^ou would not say to us,

seriously, that it is impossible to get men qualified for

the position of third mate if you paid a reasonable com-
pensation, would you?

Mr. Blankenship. I would not say that; I would say that

if you have a scale of wages—suppose your master is getting

|250 a month, and suppose your mate is getting flOO a

month.
Senator Reed. I am not asking about what your scale

is.

Mr. Blankenship. I am simply mentioning that as an
illustration. Suppose your mate is getting a certain rate,

your second mate is getting a certain rate, and the third

mate is getting another rate.

Senator Simmons. Is there any difference in the license

the three men would have?
Mr. Blankenship. Yes, sir.

Senator Simmons. Please explain that.

Senator Reed. If you will just pardon me, Senator, be-

fore Ave digress.

Senator Simmons. Certainly.

Senator Reed. Now, you have three classes of mates^

—

the first mate and the second mate, and you can have a

third mate. And you do pay them different scales of

wages?
Mr. Blankenship. Yes, sir.

Senator Reed. They do have these three classes now
employed on vessels making long voyages, do they not?

Mr. Blankenship. Yes, sir.

Senator Reed. They do get men of the third class who
are competent to navigate a ship, do they not?

Mr. Blankenship. No, sir; not competent to navigate a

ship.

Senator Reed. AVell, competent to navigate the ship when

they are needed?
Mr. Blankenship. No, sir; I would not say that.
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position?

Ml'. Hlankenship. No ; I mean this : A man starts out.

Some of the lines on tlie Atlantic coast to-day pay, I be-

lieve, as low as |40 a month tor a third officer. That third

officer, he has been a quartermaster, and he has gotten his

liceiis(\ He has the lowest license; he has to take the

lowest licensed position; he has not had experience enough
as an officer. As soon as he gets his license he is not ex-

perienced enough to take charge of a ship.

Senator Reed. You are going back to the question of

the wages of the man?
Mr. Blankenship. No, sir ; I am not going to the wages,

particularly. I am going to the fact that a man goes to sea

and he goes from quartermaster to the pilot house. He is

ambitious, and after studying he gets a license and is a

third mate.

Mr. Duff. And stands watch.

Mr. Blankenship. No; the simple fact of the issuing of

the license does not make them competent to take charge
of a ship and stand watch.

Senator Reed. I know. What you say is very interest-

ing, but our time is getting short.

Senator Oliver. I think that it is rather to the point

;

I would like to hear it.

Senator Reed. Very well. It was not the point that I

had in mind.
Senator Oliver. J thought it was.

Mr. Blankenship. I am trying to follow you. A man
starts from the beginning. He gets into the pilot house;
he is ambitious, and he takes the examination and gets

a license to act as a licensed officer. That license will not

give him the privilege or the right to stand on watch ; to

be in charge of the watch. So he certainly is not compe-
tent, although he is fitted, to take tliis position as third

officer on that ship ; he is not competent. He would not
be fitted to take the third officer, because they stand in

watches, but he will be given a license of third officer in

charge of a watch.
Mr. Mishner. Is tliat under the law?
Mr. Blankenship. I am not positive about that. He has

not had experience as a licensed officer and has not been
in charge of men. Although he has a license right at the



A pp. 72

bottom he is not competent to navigate a ship, and would
not be until he had experience.

J;^enator Reed. Where you misapprehend my question

—

and where my associates here misapprehend it—is in this:

I am not asking whether when a man gets a license that

qualifies liim to run a ship or not. T am asking you
whether or not it is a fact that upon these vessels that

run long distances they do not have three men that are

competent to manage the ship?

Mr. Blankenship. Some of those ships have six or eight

officers.

Senator Reed. They can get them, then? If tliey can

get them on the big ships, why can you not get them on
the smaller ships?

Mr. Blankenshix). That is the point. They would not

be put in charge of the vessel. The vessel would not be

trusted to them. There could be conditions, if everybody

was killed or disabled, when they would do it.

Capt. Wescott. At the same time, probably, I can ex-

plain that a little.

Mr. Blankenship. Go ahead.

Capt. Wescott. Whenever a man receives a license as a
mate, a second or a third mate, but the inspectors issue but

a very few third mates' licenses, it gives him the right to

take charge of a watch.

Senator Simmons. Does it, the third mate's license, give

him the right to take charge of the navigation of a ship?

Capt. Wescott. It gives him the right to take charge of

the watch and the navigation of the vessel during his watch
and to look after the safety of the boat and the passengers,

and if he neglects his duty or uses poor judgment, liis

license will be suspended or revoked, the same as the

masters license.

Senator Simmons. What is the dilference between the

rights, with reference to the operation of tlie shij)? I mean
holding a license of first mate and third mate. Is there any

difference?

Capt. Wescott. Not so far as the fact of liaving charge

of a watch is concerned. There one man is supposed to

have more experience than the other. Where there are

three watches the mate will generally take the 4 to 8

w^atch, and the third mate will take the 8 to 12 watch, be-

cause the captain is generally around more at that time,

and the second innte from 12 to 4.
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Senator Simmons. The duties of all three mates having
licenses are the same, as I understand it. The things that

they may do are also the same?
('apt. Wescott. So far as the bridge work is concerned,

excepting the second officer is considered the navigating

officer.

Senator Perkins. They are all subject to the orders of

the captain?
Capt. AVescott. Yes, sir. The mate who is in charge

of the watch is in charge of the ship for the time being.

He is in charge, unless the master steps on the bridge?
Mr. Blankenship. Yes, sir.

Senator Fletcher. The mate who is in charge of the

watch is in charge of the ship for the time being?
('apt. Wescott. He is in charge, unless the master steps

on the bridge. Just as soon as he steps on the bridge
he is in charge. AVhile the master is off the bridge the

vessel is in charge of the watch.
in regard to what you say about not being able to get

third mates. There is the Pacific Steamship Co., of which
Senator Perkins used to be one of the owners or managers.
They have carried four mates on their vessels for the last

'A'2 years, and a good many times a master would be fourth
mate of the vessel. 1 know three or four ex-masters who
are third mates at the present time, because a third mate
at sea is a better man than a master ashore.

Mr. Blankenship. That is right. We have some second
mates who are masters; not a great many of them, but
some of them.
The Chairman. It is undoubtedly the rule that where

a mate is in charge of a watch, in the absence of the cap-

tain, or the captain not being on the bridge, the mate
controls the ship on his watch.

Mr. Blankenship. The mate in charge of tlie watch.
The Chairman. Whether he is first, second, or third

mate, it doesn't make any difference.

Mr. Duff. If I may just interject these few words. I

think that this bill, where it provides for three mates, con-

templates that those three mates shall be men who can
stand watch.

Capt. AVescott. Absolutely. They are not mates unless
they do.

Mr. Duff. Therefore, I think that what Mr. Blankenship
is trying to impress upon the committee is this: That in



A pp. 74

good weather, on their line of ships, it is not a hardship
to ask the two mates to stand watch 12 hours out of any
24, and then if you put three men on their vessels tliat

third mate, being used, we will assume, during times of

heavy w^eather, Mr. Blankenship means to convey the im-

pression that the minute there is bad weather the master
will take charge of the ship. If he had a hundred mates
on board, it would make no difference to him.

The Chairman : Although the Senate meets at 12, if you
have no objection, gentlemen of the committee, I will be

glad if we could sit a few minutes longer for this hearing.

Unless you have something especially important dovvn

there, we will go on. Have you any objection, Senator

l^urton?

Senator Burton. Something is likely to come up almost

any time. It seems to me it will take cojisiderable time

to finish this hearing.

Mr. Elankenship. Mr. Chairman, I am through.

The Chairman. There is one thing 1 want to call your

attention to. 1 think you and 1 will agree about it, and
1 am only asking you questions for information, and that

is this: While you are undoubtedly right in one sense,

that three mates would not be any greater relief to the

captain—that is, in requiring his presence in case of

emergency—than two mates, yet as between themselves it

would be a relief, because they would not have to spend

such long hours, each of them. They would be four hours

on duty and four hours off.

Mr. Elankenship. Do you not think that eight hours

for a mate is too long aboard ship with nothing to do? It

is dilferent in the tireroom, where a man has a great deal

of manual labor to perform. That is the hardest kind of

work.
The Chairman. You ought to have been here and heard

the argument on the other bill.

Mr. Elankenship. I was here.

The Chairman. They made the same argument about the

fireroom that you are making about this.

Mr. Elankenship. I was here. I wish simply to put

myself on record as saying that you can not possibly make

a law in regard to the officering and manning of vessels

to fit all conditions, even all conditions obtaining on one

steamship line, such as ours, where we have freight and

passengers to look after, and different length of runs. You
could not ])ossibly make a law that would be fair to all.
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The Chairman. Well, gentlemen, we will have to sus-

pend.

('apt. Wescott. I should like to ask just one more ques-

tion. Mr. Blankenship, would you trust a man on the

bridge, one who was not a responsible man?
Mr. Blankenship. No (pp. 20-26).

CAPT. DENIS SULLIVAN, PRESIDENT OF THE
GREAT LAKES & ST. LAWRENCE TRANSPORTA-
TION CO. AND REPRESENTING OTHER INDI-
VIDUAL INTERESTS, OF CHICAGO, ILL.

The Chairman. I want to call your attention to the

fact that this bill relates only to an increased number of

mates; that is all. It has nothing to do with firemen* and
engineers especially; that comes under another bill.

Capt. Sullivan. I just brought that in.

The matter of three mates is something that is entirely

unnecessary on our ships, or on lake ships. I have been

informed since I came here that this act was not intended

to apply to the Lakes at all, but they thought they would
try it on.

With our vessels we work watch and watch, and you
take the same vessels

The Chairman. What is your watch and watch?
Capt. Sullivan. Six-hour watches. On the old sailing

ships that I was on for 24 years I was under the four-hour

watch system. But on the Lakes, and on our vessels, they

are operated the other way, and by choice.

The Chairman. Where you had the four-hour watch you
had three watches, did you not?

Capt. Sullivan. No, sir. We had the same alternate

watches. We had two dog watches in the afternoon, one

from 4 to 6, and the other from 6 to 8.

The only controversy that we have had about the watch
and watch system is the fact that I have insisted, and a

great many other men have insisted, that a watch off in

port must be a watch off on the vessel—there must be a

^\'atch below. We object to a watch that goes off at 12

o'clock and after their dinner go off up town, because in

some cases they may not be in very good condition to go

on watch when they come back. So that we insist, and

we nuike that contention, that if a man wants his watch
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below he is entitled to it, but it must be on the ship; that
he must not go up town and call it a watch below. That
is the contention we make.

Senator Burton. Do you seek to absolutely prohibit
their going on shore while you are in port?

Oapt. Sullivan. Oh, no; a man can go ashore—a certain

number of men can go ashore at the proper time, but they
can not go when they choose the time.

Senator Burton. What are tlie grounds of your objection

to this bill, the substance of which appears on pages three

and four?
Capt. Sullivan. The bill is entirely unnecessary.
Senator Burton. AVhat exceptional circumstances, if

any, do you maintain exist on the Lakes?
Capt. Sullivan. Exceptional?
Senator Burton. First, what are your objections to

these three mates?
Capt. Sullivan. We object to the three mates because

they are not required. Three mates, from the position

taken here yesterday, do not mean anything.

Senator Burton. Why not?
Capt. Sullivan. Because a man on the Lakes, as I

understand it—I am not familiar with the coast, either the

Atlantic or Pacific—but our vessels must always be in

charge of a first-class pilot. It would not make any dif-

ference how many mates you put aboard our ships, they

must be navigated by first-class pilots. A third mate would
not m,ean anything, unless a man was qualified. There
is nothing in the bill requiring three mates that says any-

thing about his qualifications. It says simply a mate. It

does not qualify a man to take charge of a ship, unless

he is licensed to do it.

Senator Crawford. What does this mean where it says

^licensed inates?'

Capt. Sullivan. I beg your pardon.

Senator Crawford. What does this mean where it says

^licensed mates?'

Capt. Sullivan. AVell, he might have a license as a

second-class or a third-class officer. I do not know whether

they issue third-class licenses. I do not believe they do

on the Lakes. I think the second-class pilot is about the

lowest.

The Chairman. This does not classify them into that

grade. It simply relates to mates in general.
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Capt. Sullivan. Well, a mate in general would not

mean very much on our ships.

The Chairman. If your theory is correct, then thei-e

is nobody qualified to navigate a ship on the Lakes except

the captain and the pilot?

ra])t. Sullivan. Yes, sir.

The Chairman. And your mates are not qualitied?

Capt. Sullivan. Yes, sir; our mates are first-class

pilots, and on a great many ships the first mate has a
master's license as well as a first-class pilot's license.

Senator Perkins. If I understand your contention cor-

rectly. Captain, you think that the local inspector has
the authority to provide and to see that ships are properly

manned, do you not, and that this provision is unneces-

sary?

Capt. Sullivan. I think we have alwa^^s been very

successful under that operation. I do not see how you
can change it or better it.

Senator Perkins. That is the only question at issue,

it seems to me, Mr. Chairman.
Capt. Sullivan. I thought the question at issue was

the compelling of all vessels from 200 tons up to carry

three mates.

Senator Perkins. It is.

The Chairman. No; 1,000 gross tons.

Capt, Sullivan. Yes, 1,000 gross tons. I was mistaken.
I beg your pardon.
The Chairman. And where the trip is over 400 miles?

Capt. Sullivan. Yes, sir.

Senator Burton. Now, what do you say about a man
being sufficiently alert when he must stand watch 12
hours in a day—2 watches of 6 hours each—under all

tlie conditions under which your boats sail?

Capt. Sullivan. There is no question about a normal
man being sufficiently alert.

Senator Burton. Does it not overwork him to do that?

Capt. Sullivan. No; there isn't any laborious work on
a ship now. By comparison, I sailed a vessel for 15 years,

and there was more real work in pulling up the two sails,

the mainsail and the foresail, of that ship than there is

in all the work on board a modern ship today.

The Chairman. Do you think that the captain's effort

and the mate's effort in navigating a vessel is not manual
labo]-, in a sense?
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Capt. Sullivan. It is not manual labor.

The Chairman. It requires some brainwork and judg-

ment?
Capt. Sullivan. That is true.

The Chairman. He has charge of the navigation of a

ship.

Capt. Sullivan. That is true. And 90 per cent of the

time he has a vei-y comfortable place to navigate tlie

ship in.

The Chairman. Is not that true of ocean vessels also

when the weather is calm and still?

Capt. Sullivan. I do not want to speak for an ocean

vessel. I never made but one voyage on an ocean vessel,

and I was less than a year old then, and didn't have very

much to say about it. 1 do not know enough about the

ocean trade, either on the Atlantic or the Pacific, to be

able to speak with any degree of certainty.

Senator Burton. Well, now, what do your mates do

on your boats? What are their hours?

Capt. Sullivan. Their hours are watch and watch.

Senator Burton. Beginning what hour—designate the

time.

Capt. Sullivan. Say 6 o'clock in the moi^ning until 12

noon. That would be one watch. From 12 to 6 o'clock

would be the second watch. That is followed along on

those lines.

I would also state that the mates on our ships have

more rest and more sleep than any other ardent ordinary

man working ashore.

Senator Burton. Working from 6 to 12, he eats his din-

ner after 12?

Capt. Sullivnn. He comes on at 12 o'clock.

Senator Burton. Well, now, the man who goes on and
stands watch from 6 to 12?

Capt. Sullivan. Yes, sir.

Senator Burton. He then goes and eats dinner, does

he not?
Capt. Sullivan. Immediately, do you mean?
Senator Burton. Yes.

Capt. Sullivan. Yes, sir.

The Chairman. Then he must eat his supper before

he goes on at 6 o'clock?

Capt. Sullivan. Yes, sir.
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The Chairman. He eats two meals then, and the time

for the two meals comes out of the six hours?

('apt. Sullivan. Yes, sir.

The Chairman. You can not count that much less

than an hour, can you? That «:ives him only five hours

olf?

Capt. Sullivan. That would be out of the 12.

The Chairman. No; out of his watch.

Capt. Sullivan. Well, five hours off his watch, but he

(Hunes in on the other watch on a meal, as you might have

it. This midnight meal there, there isn't much time con-

sumed in that. All these men do not spend 15 or 20

minutes smoking or something of that kind. The majority

of them, especially in cool weather, probably take a cup
of coffee and a sandwich. I think I could safely say

that inside of a half hour, and in some cases 20 minutes,

the watch will be in bed.

The Chairman. Go on.

Capt. Sullivan. We make the contention that our

vessels now are well and sufficiently manned. 1 do not

believe that you could use a third man; I believe he would
be a detriment, instead of a benefit to the ship.

Senator Burton. There is one point about your boats.

They have a size of about 2,300 tons gross. They are

built to go through the Wetland Canal?
Capt. Sullivan. Yes; they are built to go through the

Welland Canal.

Senator Burton. And they are very much smaller than

the average lake freighter or passenger ship on that ac-

count, are they not?
Capt. Sullivan. Very much smaller.

Senator Burton. Can you speak generally of tlie l)oats

on the Lakes?
Capt. Sullivan. Yes. I am responsible for other ves-

sels up to 10,000 tons, that I am in a small way inter-

ested in, and that I am paid to operate.

Senator Burton. Your captains do not stand watch at

all, do they?

Capt. Sullivan. Oh, yes.

Senator Burton. What do you mean? Do you mean
they take the place of one of the mates?

Capt. Sullivan. Our captain will stand on watch.
For instance, if something should come up—

—
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The Chairman. That is not the point. Do not equivo-

cate. The captain is always on duty if there is any
emergency. But the point is, Do yonr captains stand watch
and watch like the mates?

Capt. Sullivan. He does where it is necessary.

The Chairman. But that does not answer the question.

That is where an emergency exists. But does he do it

regularly—right along

?

Capt. Sullivan. I am going to tell you that if something
this afternoon happened, so that the mate
The Chairman. We understand that the captain is al-

ways called on in an emergency at all times; but does he,

as a matter of course, stand watch and watch right along

with the mates?
Capt. Sullivan. There are 12 captains here right off the

bridge, and they would be best qualified to speak of that.

The Chairman. You do not know anything about it?

Capt. Sullivan. Oh^ yes; I do.

The Chairman. AVell, then give us a straight answer.

Capt. Sullivan. The straight answer is that the cap-

tain will very often send the mate below and takes his

watch, if the captain has had his rest and the mate has had
his rest broken. They work in harmony on the Lakes.

There isn't any rigid rule in that respect.

The crew eat in the same room, except the coal passers

and the firemen, who have a mess room of their own ; but

the wheelsman and the mate and the second mate and the

engineers all eat in the dining room.

The Chairman. Do you not know, as a matter of fact,

that the captains of the boats, as a rule, do not stand watch

and watch with the mates, as we understand the term?

Capt. Sullivan. If there was a first-class pilot on watch,

it would not be necessary for the captain to bother.

The Chairman. That does not answer the question. But,

then, if that is your answer, let it stand.

Senator Burton. It is only in case where the mate or

other officer has been deprived of rest, as I understand you,

or where the captain desires to relieve him for the time,

when he has done unusually hard work. The captain does

not, as a regular rule, stand on watch—that is a fact, is

it not?
Capt. Sullivan. Well, as I said a few moments ago,

there are 12 men here right off the bridge—men who are
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operating ships now. My understanding is not as clear

as yon may want on that point. My understanding is that

a captain will stand any watch that is necessary at any
time. His regular watch wouhl be from 6 to 12 at night

and from 6 to 12 in the forenoon, if he was standing his

regular watch.

Senator Burton. Supposing he is going through a nar-

row channel or a dangerous one, where the captain feels

the responsibility of being on hand ; would he send the

mate away?
Capt. Sullivan. Oh no.

Senator Burton. And take exclusive charge himself?
Capt. Sullivan. No. The mate would be there, but he

would have exclusive charge.

Senator Burton. The mate would be standing on watch?
Capt. Sullivan. Yes, sir.

The Chairman. That conies back to what I said—that
the captain is simply there in case of emergency. He does
not stand on watch in the sense that we understand it.

Senator Burton. What do you say about this section 3,

where it says

:

'That it shall be unlawful for the master, owner, agent,
or other person having authority to permit an officer of

any vessel to take charge of the deck watch of the vessel

upon leaving or immediately after leaving port, unless

such officer shall have had at least 6 hours off duty
within the 12 hours immediately preceding the time of

sailing?'

Capt. Sullivan. I do not believe that is necessary. I

will state why—I will give you my reasons for that. We
carried a lot of manufactured steel last year to Montreal.
Our vessels were 8, and in some cases, 10 days lying along-
side the dock, and during the time they were in port, and
Sundays and holidays, all hands have all night in, except
the watchmen. If this vessel lay there 8 days, and the
mate and the captain and all the licensed officers had 8
full nights^ sleep, and on the ninth day she was going to

sail at 6 o'clock, there would be two watches between 6 and
6. Under those circumstances I do not believe it would be
unlawful to ask any of those licensed men to stand a watch.

Senator Burton. Do your men load and unload freight?

Capt. Sullivan. They do not touch the freight.
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Senator Burton. Suppose a man had been at work, how-
ever, from 6 in the morning until 6 in the evening, and you
started out at 6 o'clock. What do you think of having that

man stand a 6-hour watch right on top of the 12 hours'

labor during the day?
Capt. Sullivan. It would depend on the kind of labor.

If it was hard manual labor, I think the man would be

entitled to, and ought to have, some rest. But if he had
had 8 or 10 hours' sleep the night before, I do not believe

he would sufter a great deal by standing a watch from 6

to 12 that night. If he was ashore he would not be in

bed before 10 or 11 o'clock.

Senator Burton. You can see Avhat might arise out of

that situation. It would mean 18 hours' consecutive labor.

Capt. Sullivan. But this would not be consecutive labor.

I would qualify that by saying that the men might be

around the ship, but I would not call that hard labor.

A man may be on duty or on watch but that is not labor-

ing; there isn't any labor attached to it. There isn't any
real hard labor on a modern ship. Everything is done

by power.
Senator Burton. Now, what does the mate do during

these six hours that he is on watch?
Capt. Sullivan. You mean if the vessel is unloading

cargo?
Senator Burton. Yes; all right, take that as an example.

What does he do during those six hours if a vessel is un-

loading cargo?
Capt. Sullivan. There isn't a great deal for him to do

that I can see. He sees if the vessel is properly made
fast. It may be that he would call some man's attention

to a slack rope or a tight rope and have him tighten or

loosen a rope or a winch.

Senator Crawford. He has got to be alert; he has got

to give his attention to it? He has got responsibility on

him all that time, although it may not be hard work?
Capt. Sullivan. He isn't under any great mental strain.

When a vessel is unloading it is necessary that he should

see that the cable is properly managed. If it is a wire

cable, when she comes up a certain distance those cables

have to be eased off a little.

The Chairman. Was not that the case before, without

the modern machinery? The mates did not participate in

loading and stowing; they did not do the manual hibor?
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Capt. Sullivan. There was a good deal more to do in

leaving port, etc.—the handling of great big 8-inch manila
lines, and having them properly put away, and everything.

Now the cable is wound up by a winch.

The Chairman. What do you want a mate around any
Avay for if there is nothing to do? If there is nothing
to do, why have a mate at all around when you are ashore
if there is nothing for him to do?

('apt. 8ullivan. T think they will tell you that as a
rule the nuite stands watch and watch.
The Chairman. Why have him stand watch and watch

where the vessel is tied up if there is nothing for him to do?
Capt. Sullivan. Understand, we will find work for a

steady nuin, and we try to find something for him on a ship.

If he has his regular watch, I do not believe he requires

more than that; I do not believe that a normal man re-

quires much more than eight hours' sleep, and that he
has, and four hours for meals and anything else he may
want.
The Chairman. How can a normal man get eight hours'

sleep when there is only six hours off? Will you tell me
how a man can get eight hours' sleep in one stretch when
he is only six hours off7

Capt, Sullivan. He can take it in two hitches.

The Chairman. Yes, with an interval of six hours. He
can take five hours in one stretch, and then after waiting
six [liours, he can take the other three in the other stretch

;

isn't that it?

Capt. Sullivan. Or the other five, if he wants to do that

;

the other five.

The Chairman. That is, he can get eight hours' sleep

by taking five hours or five and one-half hours in one
stretch, and then after an interval of six hours, get the

other three hours in the next stretch?

Capt. Sullivan. Yes, sir.

The Chairman. That is 3^our idea?
Capt. Sullivan. Yes, sir; that is my idea.

Senator Burton. W^ell, now briefly, I wish you would
tell what the mate does on one of your boats. You have
this six hours he is on watch. You have told what he does
when the boat is in port. What does he do when the l>oat

is on her voyage?
Capt. Sullivan. He stands his watch. If it is his watch,

lie is on deck. He has his watch.
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Senator Burton. What are his responsibilities?

Capt. Sullivan. His responsibility would be to be up
on the bridge or forward of the pilot house or in the

pilot house.

The Chairman. He is navigating the sliip, isn't he?
Capt. Sullivan. Yes; certainly.

The Chairman. For the time being?
Capt. Sullivan. Yes, sir.

The Chairman. Well, go ahead. We liave so many more
to hear.

Capt. Sullivan. I just simply spoke in answer to your
(piestions. Now, in regard to the proposition of having six

hours below before the vessel goes to sea. We have no
objection to that—not the slightest.

Senator Burton. Six hours out of twelve?

Capt. Sullivan. Yes; we haven't the slightest objection

to that. We do not think it is necessary, but we haven't

the slightest objection.

The Chairman. What you object to, as I understand it,

is having more than two mates in any case?

Capt. Sullivan. Yes, sir.

The Chairman. You look upon that as unnecessary?

Capt. Sullivan. As unnecessary. The business on the

Lakes is simply a matter of pilotage. Pilots is what we
have in mind as officers. Any good smart young fellow

can become a mate. I heard yesterday of a deck mate or

some other kind of a mate. Any good bright, smart fellow

could do that; and I think from the scale of wages that

was stated here yesterday that we pay our seamen more
than the third or fourth mate gets on the coast. I do not

know whether it was the Atlantic coast or the Pacific coast

they had up yesterday, but we pay our seamen more than

they pay their third or fourth mate.

The Chairman. I understood yesterday that some gentle-

men said that |45 a month was paid for the third mate.

Capt. Sullivan. We pay our seamen more than that.

The Chairman. You pay them |45 a month and board?

Capt. Sullivan. We pay them |55 and |(>5 in the winter.

The Chairman. For a month or two?
Capt. Sullivan. No; for three months. We raise them

the 1st of September.

A Voice. The 1st of October.

Capt. Sullivan. The 1st of October the advance takes

place.
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The Chairman. That makes two months.

Capt. Sullivan. It takes two months or a little over.

The Chairman. If there is nothing more, we will hear

some of the other gentlemen.

Capt. Sullivan. Mr. Chairman, just a minute. There

was a statement here that some of the masters now sailing

ships made in regard to the conditions, etc., that they

would like in the record; they wanted me to present it.

The Chairman. It will be put in. You do not care

about reading it, I suppose?
Capt. Sullivan. No; I do not care about reading it.

Senator Burton. Have it signed, of course.

Capt. Sullivan. You would like them to sign it?

Senator Burton. We would like to have them sign it,

and then it will be put in.

The Chairman. After it is signed it will go into the

record.

The paper referred to is as follows:

H. R. 23676. BEFORE THE SENATE COMMITTEE
ON COMMERCE.

The undersigned respectfully submit to the committee
the following statement against the passage of the so-called

'Hardy^ bill in the form in which it jjassed the House.
In order that the committee may have the point of view

of those who present this memorandum, we preface it with
the following statement as to those who sign it. The
names and practical experience of the signers are as fol-

lows (pp. 29-37) :

* * *

We further preface what we have to say with the state-

ment that the entire maritime experience of every one of

the signers of this petition has been confined to the Great
Lakes, and we speak with respect to conditions there ex-

clusively.

The custom as to watches on the Lakes has been six hours
on and six hours off duty, but in the case of the forward
crew it has become a general rule to have the lookout and
wheelsman divide their six-hour watch into three-hour

watches—that is, three hours' watch at the wheel and three

hours' wat/h on the forecastle lookout—the effect of which
is that four men are qualified for the position of wheelsman.
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As to the licensed officers on the forward crew, the situa-

tion has been that the inspectors, under authority of

law, have named as the complement of licensed officers

one master, who is also a first-class pilot, and two pilots,

who act as and are designated mates. The master is re-

sponsible at all times for the navigation and safety of

the ship. The mates alternate in six-hour watches, the
shifts being from 6 to 12 and 12 to 6.

Freight traffic on the Lakes is divided into what is

termed 'coarse or bulk freight' and grain in the one class

and package freight in the other. The coarse or bulk
freight consists for the most part of iron ore being trans-

ported down the Lakes and of coal being transi3orted up
the Lakes. The loading of bulk freight is done entirely by
machinery, and the crew has to attend only to the neces-

sary shifting.

We are opposed to the new provisions of the bill.

We see no necessity for having three mates on boats in our
traffic. While perhaps members of the committee may be
disposed to give little weight to the question of expense,
and while we concede that the matter of expense should
not be conclusive, still we have to say that the item of

expense would present a real question in connection with
the management of the vessel. The cost of a third mate
would be considerably over $100 a month.
A large number of boats on the Lakes are operated with

only partial and in a great many cases with no insurance,

many of these ships being valued at from three to four
hundred thousand dollars each. We maintain that the

managers and owners of these vessels, looking at the ques-

tion from a purely business standpoint, and having in

mind the dangers of navigation and all the incidents of

the business, are interested in, and as a matter of fact

do, irrespective of Government laws and regulations, pro-

vide the very best and most efficient help to navigate and
operate the ships carefully and safely, and the records Avill

show that tlie operation of ships on the Great Lakes has
in recent years been extraordinarily free from loss of life

and property.

We recognize in this bill an effort to bring about a
straight eight-hour day on ships. We contend that con-

ditions as to labor on ships is so different to that on land

that the argument applied in favor of the eight-hour day
on land is not applicable on ships.
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On the watch and watch system as now practiced on the

Lakes the members of the crew have 12 hours off duty in

every 24. This is sutlicient time for sleep and rest. It

is well known that the amount of sleep required by an
average man is about 8 hours out of 24 and that no person
in normal health requires or indeed should sleep 12 hours.

We give it as our best judgment, based on our experience,

that to have three mates on these boats is unnecessfiry,

and it is our opinion that the presence of men on a boat
who work but 8 hours out of the 24, leaving them IG hours
off duty, would tend to demoralization of the otlier members
of the crew.

As illustrative of the lack of appreciation of conditions

regarding lake navigation shown by the draftsnmn of this

bill we call attention to a situation that would arise under
the provisions of section 3. Bj the terms of this proposed
law no officer, including the master of a vessel, may take

charge of a deck watch ''upon leaving or immediately after

leaving port unless such officer shall have had at least 6

hours off duty within the 12 hours immediately preceding
the time of sailing.'^ Let us say that a package freighter

is coming down the Lakes and is to make a t^vo-hour stop

at Detroit to discharge and take on freight. When the

vessel leaves Lake Huron and enters the St. Clair River at

Port Huron, 62 miles from Detroit, the captain goes on the

bridge and takes charge of the navigation of the ship. It

is a five or. six hours' run to Detroit. If the vessel ties

up in Detroit for only two hours and then proceeds on the

voyage to Lake Erie, the captain may not, under this law,

take charge of the deck watch and navigate the vessel

through the narrow channels of the lower Detroit River.

Surely the mere statement of the practical working of this

proposed legislation is sufficient argument against it.

There is a provision in section 3 of the bill that, while
in port, no licensed officer shall be required to do duty to

exceed 9 hours in 24, except in cases of emergency. This
is entirely unnecessary as to lake boats, which operate on
the watch and watch system. The term "licensed officer"

includes an engineer, and while there may be some question
as to the exact meaning of the language of this provision

as applied to engineers, we think it might be construed to

mean that when a steamer is in port with steam on, tliree

engineers would be required, in order to comply with the
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provisions of this amendment and the existing Government
regulations.

It has already been suggested in this hearing that there

would not be much difficulty in providing men for American
ships to meet the three-mate requirements. We suggest,

however, that if this law became etfective, it would apply
to some six or eight hundred steamboats on the Great
Lakes, and, in all seriousness, we state that we do not

believe that men could be obtained now or the necessary

number of men educated to satisfy the requirements, at

least within several years.

On account of the foregoing considerations, we are of the

opinion that the ^"^Hardy*' bill, as now drawn, should not

apply to the Great Lakes, and we think that the matter of

naming the complement of officers and men of lake ships

should be left where it now rests—that is, with the officers

of the Inspection Service of the United States Government.
Present conditions are satisfactory, and we do not know

of any demand, so far as the Lakes are concerned, for these

proposed changes.

Kespectfully submitted.

DENIS SULLIVAN. CHAS. J. AUTTERSON,
JOHN DOHERTY. H. S. LYONS,
C. L. HUTCHINSON. GEORGE F. LYNN.
W. E. LLOYD. J. S. WOOD
W. G. STEWART. G. D. TULIAN
T. G. SIMMONS. CHAS. A. BENHAM.
M. G. ALLEN.

(pp. 37-89.

CAPTAIN WILLIAM A. WESCOTT, PRESIDENT OF
THE CALIFORNIA HARBOR, MASTER, MATE,
AND PILOT OF THE PACIFIC, AND REPRESENT-
ING THE NEPTUNE ASSOCIATION OF NEW
YORK.

''Mr. Westcott. Mr. Chairman and gentlemen of tlie

committee, I will first take up the matter of three watches

on vessels of 1,000 tons and over on trips of 400 miles and
over and the hours that the officers are required to be on

duty while in port and also their duties while at sea.
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I desire to state before I proceed, as I have stated before,

that the bill was not intended to apply to the Great Lakes;

that it was intended to apply to ocean and coastwise sea-

lioinjr vessels. I believe I made that clear the other dav.

Senator Burton. I may say in that connection, Captain,

that some one spoke to me in regard to it, and I had a

conversation with you, and I notified certain paities out

on the Lakes that T understood it was not intended to apply

to the Lakes.

Mr. Westcott. I told you tlie same thing. Senator, as

I stated to the committee. It is only through the evidence

that was produced before the subcommittee of this com-

mittee in reference to H. R. 23673

—

Mr. Simmons. As a matter of fact, it does not apply to

the Great Lakes, I understand.

Senator Burton. There is an ambiguity. I am inclined

to think it does. We find on examining the statute that

there is some degree of uncertainty. Even Mr. Chamlier-

lain and Gen. Uhler disagree about that—disagree at least

on some provisions.

Mr. Westcott. Mr. Chairman, on seagoing vessels on the

Pacific coast it is the custom for the w^atches to be divided,

into three 4-hour Avatches and two 6-hour watches; that is

to say, from 12 o'clock midnight to 4 a. m. and from 4 a. m.

to 8 a. m. From 8 a. m. until 12 o'clock noon, and from
12 o'clock noon to 6 p. m., and from 6 p. m. until 12 o'clock

midnight, w^liich makes a total of 24 hours.

That, you see, is different from the w^atch on the Atlan-

tic—what we call three fours and two sixes.

Senator Crawford. You say that is universal?

Mr. Westcott. That is universal on the Pacific—three

fours and two sixes.

Senator Burton. Let me understand that. What is the

reason for that? Is it preference of the men, or why should

there be that difference?

Mr. Westcott. That is so they can, in place of only get-

ting a half an hour's sleep—a short snatch of sleep during
the dogwatch—they can possibly manage to get four and
a half hours' sleep at one stretch, while they can not do
it by the other watches at any time The longest they
can get by the other watches would be about three hours.

The Chairman. Just explain what tlie dogwatches are.

Mr. Westcott. The dogwatches are between 4 o'clock and
8 o'clock. Thev are divided from 4 to 6 and from 6 to 8.
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The Chairman. In the afternoon?
Mr. Westcott. In tlie evening.

Senator Crawford. They are 2-hour watches?
Mr. Westcott. It makes two hours.
Senator Crawford. All this was brought about by the

request and demand of these men themselves?
Mr. Westcott. Thej' do that in order to get a little more

sleep on such watches than what they would on the other
watch system on the Atlantic.

By the Pacific coast two-watch system, an officer can get

eight hours in his berth by retiring immediately after his

meals, but the eight hours' rest is divided in one day into

two intervals and every alternate day into three intervals

an officer.

But, Mr. Chairnmn, six hours on duty for an officer in

foggy weather or in congested Avaters, is too long for any
man to be on the bridge and do his duty properly.

Not only do the owners, shippers, and the traveling public

expect ship's officers to keep themselves posted in regard
to navigation, aids to the same, rules of the road, drill

their crews, see that all life-saving appliances are ready
at all times for immediate use, and also that the ship is

kept in a sanitary condition, but the Government will sus-

pend or revoke any licensed officer's certificate if they fail

to perform any of the duties as above enumerated.
The lookouts and quartermasters should be trustworthy

men, and they should be given a sufficient amount of time
off duty for rest, but it makes no difference how many
lookouts there are on watch, or if they fail to report any
danger, the Government holds the officer on watch respon-

sible in all cases, or if an officer fails to report any acci-

dent to the ship or any defects in the ship or her equip-

ment, the United States steamboat inspectors will suspend
or revoke their license, or if they wilfully or unreasonably
refuse to serve in their official capacity as authorized by
the terms of their license, their licenses may be suspended
or revoked'' (pp. 102-108).

* * *

''That is what we are up against, Mr. Chairman, with
regard to criminal prosecution. 1 will now refer to the

hearings held before the Committee on Merchant Marine
and Fisheries on the 1st day of February, 1912, which
deals with the present watch system and the hours that
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the mates have to be on duty while in port at the present

time, but before I proceed I consider it a very opportune

time to state that on h)ng voyages it is one of the duties

of the deck offlcer, who has the 4 to 8 a. m. watch, to take

an observation at 8 a. m. before he is allowed to go off

watch to ascertain the longitude the ship was in at the

time of observation, and after he has had his -breakfast he

is required to work out the sight in his watch below.

This is necessary to enable him to get the ship's position

at noon; after he has taken his noon observation to ascer-

tain the ship's latitude and longitude, also the course and
distance nmde good by the vessel for the previous 24 hours,

which will extend the time that an officer is really on duty

from 13 to 14 hours out of the 24.

It is the custom on all well-regulated steamship lines

that the officers, after being relieved from duty in the

night time, are required to take a look through the various

parts of the ship and see if everything is in its proper

order, and the officer must make an entry in the pilot-

house log book to that effect before he is allowed turn in.

Senator Burton. I would like to ask a question right

there. Is tlmt universal in the Pacific, Atlantic, and on the

Lakes?
Mr. Westcott. In all well-regulated steamship lines,

Mr. Chairman.
The Chairman. State that again; I didn't quite catch it.

Mr. Westcott. As to the observation and everything?

The Chairman. No; the first part of it that you read.

Mr. Westcott. It is the custom on all well-regulated

steamship lines that the officers, after being relieved from
duty in the night time, are required to take a look through

the various parts of the ship to see if everything is in

order, and the officer must make an entry in the pilot-house

log book to that effect before he is allowed to turn in.

I will state, Mr. Chairman, that I was for a good many
years an officer in the Pacific Coast Steamship Co., plying

from San Francisco to San Diego and up north as far as

Alaska, also on Puget Sound, and the officer came off watch
at 12 o'clock at night. He had to go below decks and
crawl over the freight to the cargo ports—they have four

cargo ports—to see if everything was in good order with

the ports in the event that the clamps, on account of the

vibration in the ship, might loosen up and drop down and



App. 92

eau.se the port to leak and damage the cargo and endanger
the lives of passengers.

Senator Burton. Of course, on a tugboat that would not
apply.

Mr. Westcott. That would not apply on a tugboat; that
would not be necessary.

The Chairman. They must enter it in the log.

Mr. Westcott. They enter it in the log.

The Chairman. Before they retire.

Mr. Westcott. ^iolds and ports O.K.'

Mr. Lyons. I would like to ask you if you mean that
that applies to the Great Lakes?

Mr. Westcott. I say in all well-regulated steamship lines.

If it is not done, they are not well-regulated steamship
lines, because an officer will leave the bridge and go to

his berth and turn in without knowing in what condition
he leaves the ship for the other ofhcer to take charge of

—

and it is not a well-regulated ship.

Mr. Lyons. Can you state with regard to regulating
ships on the Great Lakes. Do you know of our conditions
there?

Mr. Westcott. This is general.

Mr. Lyons. I would like to say that that would not
apply to one of our ships on the Great Lakes. We have
some well-regulated lines there, and it is not necessary
for an officer of one of our ships to crawl down through
the cargo to the hold of a ship after he is relieved from
duty at night. It is not done on any ship on the Great
Lakes.

The Chairman. Is he not required to make an entry in

the log?

Mr. Lyons. Not after he goes off duty.

The Chairman. Does he not make an entry in the log

at all?

Mr. Lyons. He makes the entry in the log from time to

time of passing i^oints during his watch.

Mr. Wescott. Mr. Chairman, I believe that should be left

in the hands of the committee to decide on that point,

whether the line is a well-regulated line unless it is done.

Senator Burton. You speak of that as a custom. That
applies not only to the master but to the mates, does it?

Mr. Wescott. No; just the mates—the watch officers.

Senator Burton. Not to the master?

Mr. Wescott. Oh, no, sir.
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Senator Burton. But to the mates?
Mr. Weseott. To the mates; yes, sir.

Mr. Chairman. I desire to read into the record the

condensed judgment of Mr. Justice Higgins, of the Austra-

lian Commonwealth Arbitration Court, as regards marine
officers' hours of duty in Australia, and also a synopsis

of his honor's judgment, the said judgment being printed

verbatim (pp. 25 to 34) in the hearings held on the 1st

day of February, 1912, before the Committee on the Mer-
chant Marine and Fisheries.

The Chairman. Do you want to read it to the committee
or just put it into the record?

Mr. Weseott. I want to read it.

The Chairman. Is it very long?

Mr. AVescott. No; it is the condense*! decision of Mr.

Justice Higgins regarding marine officers' hours of duty
in Australia:

Marine Officers' Hours of Duty in Australia.

The judgment of Mr. Justice Higgins, of the Australian
Commonwealth Court, respecting the claims of the Au-
stralian Merchant Service Guild for improvements in many
dilferent ways in the conditions of those commanding and
officering vessels registered in the colony:

1. The wages shall be payable not only for the term of

the voyage or engagement the subject of agreement, but also

for at least one calendar month thereafter, or after the

shipowner has intimated in writing to the master or officer

that it is not intended to reengage him.

But, Mr. Chairman, they would have to pay him one
month's extra pay even if they did not hire him—did not
wish to have him any longer, or did not desire his services

any longer, rather.

2. In each year every master and officer shall be entitled

to leave of absence on full sea pay, the master for a con-

tinuous period of 21 days, and the officers for a continuous
period of 14 days. With consent of the shipowner leave
may accumulate for three years.

3. Every master and officer shall be entitled to be absent
from his vessel at his home port from the expiration of one
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hour after the vesel has been safely berthed until two hours
before the time fixed for departure.

4. Except as provided in clauses 2 and 3, every master
and officer shall be liable to duty any time in port, but not
for a period exceeding in each day eight hours.

5. If a master or officer be required to do duty in con-

travention of clauses 3 and 4, he shall be entitled to over-

time payment, a master at the rate of 5s. per hour and an
officer at the rate of 2s. 6d. per hour.

That would mean, Mr. Chairman, a dollar and a quarter
an hour.

The Chairman. For the master.

Mr. Wescott. The master, and half of that for some of

the officers.

6. Relieving officers, if they are certificated officers, shall

be paid for the time of relieving at a rate not less than the

wages of a second officer employed on the vessel.

7. Whenever meals are 'not provided for a master or

officer on his ship (except during his leave of absence), he
shall be paid a victualing allowance, a master at the rate

of 10s. per day and an officer at the rate of 5s. per day.

8. Whenever a master or officer has to pass for the

purposes of the shipowner from one port or place to an-

other, he shall be paid his reasonable traveling expenses

at first-class rates. The shipowner shall also pay any
reasonable expenses of the master incurred in the service

or in the interests of the shipowner.

9. Whenever a master or officer has to change his home
jjort in consequence of a transfer from one service or ship

of the shipowner to another, he shall be allowed, on giving

reasonable notice, free first-class passage for his family and
effects, in any vessel of the shipowner that goes to, or

toward, his destination.

10. The shipowner shall make arrangements whereby
any badges, buttons, etc., required for the uniform of a

master or officer shall be supplied to him at the lowest

rates ])ossible and without profit to the shipowner.
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The Cliainnan. Captain, we have a good deal of work to

do, and 1 may say that all that you have been reading so

far is not germane to this bill.

Mr. Wescott. It refers to the conditions of the officers,

does it not—showing the conditions that other men have,

which are far more drastic than what we are asking for.

Senator Crawford. Suppose you give it to tlie stenog-

rapher and let it be printed in our minutes?
Mr. Wescott. I would like to read into the record in

regard to the responsibility of the officers.

The Chairman. That is all right.

Mr. Wescott (again reading from the record of the House
liearings) :

The Hespoiisibility of Oflicers.

I may add that I have been impressed by the extraordinai'y

responsibilities laid upon masters and officers—especially

masters—by the rules and instructions of the companies. I

do not deprecate these responsibilities; they are i)robably

necessary, from the nature of the seafaring calling, but

they ought to be taken into consideration. Under the in-

structions of the Union Co., of New Zealand, for instance,

the master must bestow 'unceasing care and attention.^

He is responsible for the navigation, discipline, comfort

of passengers, cargo; and, whatever duties may be dele-

gated to the officers, he is primarily responsible for every-

thing. He must see that the officers are acquainted with

the company's regulations and see that their duties are

discharged properly. Any serious breach of the regulations

or any accident caused by willful neglect or default, even

against the captain's orders, entails (according to the

instruction) dismissal or reduction in rank.

The presence of a pilot does not exonerate him. It is

hardly too much to say that the master guarantees the

safety and proper working of his ship at the risk of his

livelihood and of his life.

'Badly treated workers'—this takes in, Mr. Chairman,
the subject with regard to the treatment of tbe seafaring

class.

Senator Crawford. He is describing conditions in

Australia.

Mr. Wescott. Well, the same condition applies here, the

same one.
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most other workers. They are more helpless than other
workers, probably owing to their perpetual movement and
dispersion and their diillculty in organizing and in taking
combined action. Officers, naturally, with their hopes of

l)romotion, are the last to organize themselves. The ambi-
tion of a seaman, one witness told me, is to get a job

ashore; and one can hardly wonder at it. The low wages,
and the homeless, wandering conditions are rapidly tending,

1 understand, to deplete the British merchant service of

i>]itish men, and to fill the British ships Avith foreigners.

1 believe that applies, Mr. Chairman, very strongly to

our merchant service.

Senator Crawford. 1 would like to get right down to the

l>oint of tinding out how much of this is work and how
much is not.

Mr. Wescott. Mr. Chairman, in the hearings of February
1, 1912, before the Committee on Merchant Marine and
Fisheries, evidence was adduced showing that the officers

and mates on ocean and coastwise going vessels are re-

quired to be on duty from 10 to 24, 36, 48, and 60 hours
while in port without any rest. It is also shown that a

great many times they were required to be on duty 48

hours in port and then go on the bridge and stand their

watch. I would request that No. 17 of the letters, as printed

in the hearings of February 1, be inserted in this record.

The Chairman. You may hand it to the stenographer,

and it will be inserted in the record.

Mr. Wescott. You have, Mr. Chairman, the original of

them in your possession. I have turned them over.

The letters referred to are as follows:

San Francisco, Cal., March 12, 1911.

To Mr. William Wescott,
President California Harbor No. 15:

1 hereby bring to your notice the excessive working hours

that the officers of this ship, and in this company in gen-

eral, are required to work, hoping that you will in some
way try to have the same rectified.

On our arrival at Honolulu, February 21, 1911, I was
required to work from 4 a.m. until February 23, 6 p.m..
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without rest or sleep exeepting the meal hours, and some-

times we don't get them; on our stay in port we are

working night and day. In San Francisco no steamship

company requires their officers to work after 5 p.m., and
1 think this company should be compelled to observe the

same rule. At sea, w^ien you have the morning watch
on deck until 6 p.m., as everybody is required to work
a sight, you go on watch at 4 a.m. At 8 a.m. you are

relieved and get your breaktast, then you go to work a

sight tor noon; at 11.15 you get your lunch, and go on

the bridge and work your noon position. At 12 noon
you go on watch until 6 p.m. So you see that every other

day you have 16 hours in one stretch on deck. The work-

ing conditions imposed on the olticers in this company are

outrageous, to say the least, as we receive no extra com-

pensation. We work Sunday, nighttime, and at all times,

getting no time off.

This is only one instance, as an example of what treat-

ment we receive. Any man, even if he goes to sea, likes to

see his family sometimes, but on board this ship you can not

get any time off, not even the night when in port.

Hoping that you will take this matter up with the Matson
Navigation C.'o. at your earliest opportunity.

The officers on this ship and in this company receive

worse treatment than the convicts in a penitentiary. While
in San Francisco we were compelled to work most of the

time all night, sometimes until 1 p.m. Also we feed our-

selves in San Francisco and received a dollar a day board

money, but when working at night the company does not

think we need to eat, as we receive no money for any meals
at night.

Do you think that under these conditions an officer is able

to do his duty as he should when at sea in a vessel that

carries passengers, or do you think that he can be held

responsible by the United States inspectors if anything

happens? I think that as the Government holds the officers

responsible that they should see that they also get reason-

able working hours, so as not to endanger human life by
inhuman and greed}^ shipowners.

1 remain.

Yours, respectfully.
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The follOAving are the hours that the mates on the steam-

sliip Wilhelmina were on duty while in port during the

months of June and July, 1911

:

Hours.

Honolulu :

Tuesday, June 13, 1911, 6 a. m. until 11 p. m IT

Wednesday, June 14, 1911, 5.30 a. m. to 5 p. m.

;

6 p. m. to 12 on watch; total for the 24 hours . . IJi/o

Hilo:

Thursday, June 15, 1911, 4 a. m. to 8 p. m 16

Friday, June 16, 1911, 7 a. m. to 6.30 p. m liy^

Honolulu

:

Sunday, June 18, 1911, 6 a. m. until 10 p. m 16

Tuesday, June 20, 1911, 6 a. m. until 6 p. m 12

San Francisco:

Tuesday, June 27, 1911, 4 a. m. until 9.45 p. m. ... 17%
Saturday, July 1, 1911, 6 a. m. until Sunday, July

2, 5 p^ m 35

Monday, July 3, 1911, 6 a. m. to 11 p. m 17

Sunday, June 4, 1911, 7 a. m. until 2.30 p. m 71/2

Monday, June 5, 1911, 7 a. m. until 9.30 p. m 141/2

Tuesday, June 6, 1911, 6 p. m. until 5 a. m 11

Honolulu

:

Tuesday, June 13, 1911, 4 a. m. until 6 p. ni 14

Wednesday, June 14, 1911, midnight 12 until 6 p. m. 18

Hilo:

Thursday, June 15, 1911, 6 a. m. until 6 p. m 12

Friday, June 16, 1911, 7 a. m. until 6.30 p. m 111/2

Honolulu

:

Sunday, June 18, 1911, 4 a. m. until 10 p. m 18

Tuesday, June 20, 1911, 7 a. m. until 6.30 p. m. . . .
lli/>
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San Francisco

:

Sunday, July 2, 1911, midnight until 8 a. ni 8

Sunday, July 2, 1911, 2 p. ni. until 6 p. ni 4

Monday, June 3, 1911, 7 a. m. until 10 p. m 15

Sunday, June 4, 1911, 7 a. m. until 2.30 p. m 71/2

Monday, June 5, 1911, 7 a. m. until 9.30 p. m 141/0

Tuesday, eTune 6, 1911, 7 a. m. until 10 p. m 15

Honolulu, December 6, 1911.

It is to be hoped that all licensed officers of the United

States, mercantile marine service Ayill get together in this.
* *

I wish to state that I think it is high time that some
steps were taken to reduce the long hours that a deck

officer of the American merchant marine is required to be

on duty, both in port and at sea.

It has always been a mystery to me why the deck officers

should not stand in three watches while at sea, and not

be required to work more than nine hours in any one

calendar working day while in port, as well as the engi-

neers of the American merchant marine. If the deck officer

goes to sleep, he can cause every bit as much damage as

the engineer asleep, for he may not only sink the ship he

collides Avith, but his own as well.

During an extensive period, comprising several years, I

have sailed to the Orient in various ships, during the whole

of which time I was kept standing in two watches, which,

although I found hard during the long distances between

ports, was as nothing compared to the hours I had to

keep when on the Chinese and Japanese waters, where,

after I Avould be down my hatch for a considerable period,

ranging from 12 to 24 consecutive hours, after just coming

off watch and when the cargo was all finished, I would

find V it would be my watch again, so I would be forced

to go on the bridge again and take charge of the ship

during my watch, though I would be so sleepy and tired
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I could hardly hold my head up, and the vessel and cargo
might be worth several million dollars, with anywhere from
800 to 1,000 lives aboard, and traveling in the dark amongst
all kinds of shipping, both large and small.

The bill is O. K. and requires no amendments. It should
be passed, not only for the benefit of the licensed officer, but
for the traveling public whose lives are more or less in

danger when an officer is compelled to take a watch after

having been in the hold attending to the cargo from 12

to 24 hours.

It is impossible for any man to keep a good lookout who
hasn't had a proper amount of sleep.

The Pacific Mail Steamship Co. compel officers who
serve on their vessels trading to Japan and China, whilst

in Japanese ports, to Avork all day and stand watch all

night without having had any sleep in 24 hours.

If a man makes a complaint, you are told to pack your
bag.

Pass the bill and lessen the loss of lives and property.

I have little confidence in the ability of licensed men to

better themselves, and advise all such mariners to do as

98 per cent of school-ship boys have done, seek berths

ashore and leave the sea to the foreign rabble that already

seem to overload the American ships. This bill will never

pass, because the transportation interests at Washington
will kill it.

Respectfully,

T am heartily in favor of the amendment to the bill as

above outlined. It is a disgrace and a reproach to the

American merchant ^marine that deck officers in vessels

of a class and type engaged in the oriental run should be

required to stand two watches.

Can it be wondered at that the career of a deck officer

holds no allurements to Young America? I fear, though,

that the proposed amendment will stand but a very slim

show whilst the lawmaking machinery is in the hands of

our masters.
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I am very much in favor of the three-watch system, be-

cause with only two watches I believe an officer can not do

justice to himself or his employer while in charge of a

watch, especially after working cargo for the previous 24

liours.

It is a physical impossibility for anyone to work cargo

long hours in port, stand watch and watch at sea, and then

keep a careful and intelligent watch on the bridge.

All foreign passenger steamers that I have noticed kept

three watches.

Kespectfully.

San Francisco, March 31, 1910.

Wm. Wescott, Esq.,

President of the American Association for Masters, Mates

and Pilots.

Sir : In reply to your note of request of the 30th ultimo,

asking my opinion as regards conditions now generally ex-

isting throughout the XTnited States merchant marine, I

beg to say:

To question No. 1 in above-mentioned request, as to how
many officers stand a watch at sea: I find that the two-

watch system is the one mostly prevalent and in vogue

throughout the United States merchant marine. The divi-

sions of watches are generally 4 hours on duty and 4 hours

off, making the total hours on duty 12. This, however,

does not include the time that in many instances the chief

officer of a ship has to spend of his watch below superin-

tending work of the general upkeep of the ship, making a

length of working hours that can not be found in any other

jjrofession, on land.

Question No. 2, referring to loading and discharging and
the superintending of cargo while in port: The conditions

generally to be met with are these : While the ship is load-

ing or discharging general cargo or other merchandise the

officer has to see all cargo stowed or, in the case of dis-

charging, landed in good shipshape condition, and keep a
correct check on same. The rules and regulations call for

I
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one officer to be on board at all times. He, the officer who
has first turn on board, is thus bound to the ship for 48
hours before he may leave the ship and in many cases does
not even get the chance, as the ship has left the port and
gone to sea before his turn of furlough comes around.

Question No. 3. The gross tonnage of the ship on which
I am employed is 4,400 and is sailing in various over-sea

trades.

Question No. 4. Our ship has no certificate for carrying

passengers.

Question No. 5. No; I do not, on any basis, consider

an officer as reliable when working under the two-watch
system as those who stand three watches, for the reason

that he does not get adequate rest and sleep for the pre-

carious responsibility imposed upon him in preserving life

and property on the high seas.

Question No. 6. Our firm has a fleet of 29 ocean-going

steamers, all of which carry three officers with a three-

Avatch system at sea.

Wishing you all success in your endeavor for the better-

ment of your craft, I am

Truly yours,

JENS. S. GADE.
Second Officer British Steamship

"Strathbov-'

I believe that the proposed amendment would go far to-

ward reducing the number of collisions and stranding of

steam vessels, as 1 have taken charge and have seen other

officers take charge of the deck when leaving port so ex-

hausted, both physically and mentally, as to be unfit to

have charge of the watch, especially in foggy weather and

on dark nights when every sense should be alert. And on

ocean-going vessels each officer must do the greater part of

his navigation after being relieved, which often extends the

12 hours a day to 13 and 14 hours.

The officer does not need the j)receding watch off unless

vessel sails after 5 p.m. Then lie should have afternoons

below to sleep. Also, if vessel ari-ived early in the
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morning, the officer that stood the 12 to 4 watch should

he given 4 hours below to sleep, else he may be compelled

to stand watch or work from 12 midnight until 5 p.m. the

same day—17 hours at one stretch.

On the last voyage to Eureka we arrived off the bar at

10.30 p.m. October 10, the first mate being on deck. At
6 a.m., October 11, vessel crossed in. Was fast at 7 a.m.

and commenced loading cargo. Moved ship between 12

noon and 1 p.m. and continued loading until 12 midnight.

Then moved ship till 1.10 a.m., October 12, which was 12

hours and 10 minutes continuous working time on dock
lor the first mate on steamshii) Bowdoin

Steamship ''Hazel Dollar"

China Basin, March 17, 1910.

.Air. Wescott.

Dear Sir: I am in receipt of yours of the 11th instant,

and in reply would state that I am only too pleased to

do anything that may help raise the status of the pro-

fession in general. In the above vessel we carry three

officers, and each takes his regular watch of 4 hours on

the bridge—that is, 8 hours out of every 24.

As in most British ships, the chief officer is on duty

from 4 to 8; the third officer from 8 to 12, and myself

from 12 to 4.

While discharging cargo in port we are on duty while

the stevedores are working, but, of course, one officer must
remain on board at night; and upon our return to this coast

arrangements are made enabling each officer to have a

short holiday (on full pay).

The gross tonnage of the vessel is 4304, and she plies

between the Pacific coast and the Orient; the round trip

averages about five months. She is certified to carry

passengers.

It seems needless to say that the officer who does not

get his proper amount of sleep can not possibly be as

reliable as the one who does, and when a vessel is in

crowded waters it stands to reason that the officer on

watch should have a clear head, and this he can not have

if he does not obtain his proper rest.
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T am pleased to say that there ai'e very few British
steamers (personally I know of none), which still have
that out-of-date health-breaking system of two watches.
With best wishes for every success in the work you are

carrying on, I remain

Yours faithfully,

HUBERT F. RADFORTH.

Mr. Westcott. I would also suggest that the speech of

Mr. Hardy before the House, on August 10, 1912, which
appears in the Congressional Record of August 19, 1912,
l)e also printed in this record.

Senator Burton, l^^rom what parts of the country were
those letters received?

Mr. Westcott. From all parts of the country^—from
New York, New Orleans, San Francisco, Seattle, and
Honolulu. There is an editorial printed in the New York
World in the hearings held before the Committee on the

Merchant Marine and Fisheries, on March 7, that applied
to the bill, which was an interview that the reporter had
with the second officer, who was employed on the Porto
Rican Line, in order to remember the hours that he was
required to be on duty.

The Chairman. You may just hand the matter you have
referred to to the stenographer and it will be inserted in

the record.

The speech of Mr. Hardy referred to is as follows

:

Mr. Hardy, Mr. Speaker, I move to strike out the last

Avord. 1 want to make a few observations in connection

with this bill, H. R. 23676, known as the Hardy Bill, to

regulate the officering and manning of vessels subject to

the inspection laws of the United States. In the beginning
I want to say that this bill comes from the Committee on
Merchant Marine by unanimous report and I have been

requested by one of the members of the minority, Mr.

Humphrey of Washington, to say that he is not here today,

because of unavoidable absence, but that he wonld like

to let it be known that personally he favors the bill. It

seems to me that the bill is the complement and rounding

servitude,'' and so forth, that has been passed by this

House. There is this difference, however, between the two
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iiieaHiires—that measure was stubbornly contested in many
of its features, while there appears to be no objection to

(his from any quarter whatever. Still some explanation

oi this bill and its purposes and the reasons in support of

it is due the House and the country.

The law at the present time provides that the various

boards of local inspectors of steam vessels shall make an

entry in the certificate of inspection of every vessel subject

to the inspection laws of the United States of such com-

plement of licensed officers and crew as may, in their

judgment, be necessary for a vessel's safe navigation, but

that is a very general requirement, and it is believed that

some standard ought to be prescribed by law, as is done

in section 2 of this bill. Furthermore, there is now no

provision in the law that regulates the watches of the

offlcers as to how they shall be divided, or the maximum
number of hours out of the 24 that an officer nmy be

required to do duty at sea or in port. The absence of any
such provision leaves room for great abuse.

The officer while in charge of a watch is responsible

according to law for the vessel's safe navigation, and the

master is at all times held responsible for the vessel's

safety, and in thick or stormy weather or in dangerous

waters the master must be on duty.

The officers on the great majority of our merchant ships

are required to be on duty every day Avhile at sea from

12 to 14 hours out of every 24 hours, regardless of the

conditions of the weather or the length of the voyage, and
in a great many instances after a vessel arrives in port

the mates are required to superintend the unloading and
loading of cargo from 9 to 40 consecutive hours without

rest or sleep, and then they are compelled to stand a six-

hour bridge watch after the vessel sails before they are

relieved from duty.

Section 5344, Revised Statutes, provides that a master

or mate by whose misconduct, negligence, or inattention to

duty, the life of any person is destroyed shall be deemed
guilty of the felony of manslaughter, and upon conviction

thereof before any circuit court of the United States he

shall be sentenced to pay a fine of not more than |10,000

or to confinement at hard labor for a period of not more
than 10 years, either or both. This apparent or perhaps

real negligence or inattention may be the result of such
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overwork as passes endnranee, and siieh overwork ought
not to be permitted.

Section 4449. Revised Statutes, provided that "if any
licensed officer shall to the hindrance of commerce wrong-
fully or unreasonably refuse to serve in his official capacity
on any vessel as authorized by the terms of his certificate

of license, his license shall be revoked or suspended upon
the same proceedings as are provided in other cases of

revocation or suspension of such license."" This section

also, in the ajbsence of any law limiting the hours of work,
may and does frequently result in great hardships and
injustice.

The law also ])rovides that when any licensed officer's

eyesight becomes defective in colors or vision, and also

when his hearing becomes defective, his license shall be
suspended. We are told that these defects are sometimes
caused by long strain and overtasking the physical powers.
This bill, by prescidbing regular and reasonable hours
for labor and watches, seeks to and does cure the evils

which I have pointed out and which are justly com-
plained of.

The only change made in the first section of the bill from
the existing law is in the second paragraph, on page 2, line

18, beginning with "providing" and ending with the word
"fill", on line 22, page 4. The amendment makes it obliga-

tory on the part of the master in case he has been deprived
of the service of any member of his crew by desertion or
casualty to ship, if obtainable, a number equal to the num-
ber whose services he has been deprived of.

Section 2 of the bill is new and is very important.

The first paragrapli of section 2 of the bill makes it

obligatory on the part of the local inspector to make an
entry in the certificate of inspection of every vessel sub-

ject to the inspection laws of the number of licensed officers

necessary for a vessel's safe navigation according to the

scale as provided in the second, tliird, and fourth paragraphs
of the se(*tion. The second paragraph requires that at least

one duly licensed master be on board in any case; the

third paragraph of section 2 provides that every ocean and
coastwise merchant vessel propelled by machinery, of 1,000

gross tons or over, and being engaged in a run of 400 miles

or over, shall have three licensed mates wlio shall stand

in three watches Avhile such vessel is being navigated. If
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any 8ucli vessel is engaged in a run of less than 400 niiles,

she is required to have not less than two licensed mates,

and every vessel of 200 gross tons and less than 1,000 gross

tons, regardless of the distance, is required to have two
licensed mates.

The Speaker: The time of the gentlemen from Texas
has expired.

^fr. Hardy. Mr. Speaker, I shall not ask for any more
time, but will ask unanimous consent to extend my remarks
in the Recoi-d.

The Speaker: Is there objection?

There was no objection.

Mr. Hardy. So that it may be fully understood why this

legislation is wise under leave to extend I will give a brief

outline of some of the more pertinent and convincing evi-

dence given before the committee. I tliink it right to say

that the committee, in its investigation, owes much to the

lionest, earnest and intelligent assistance and testimony

of Capt. William A. Westcott. Besides his own evidence

Capt. Westcott submitted, in the hearings, evidence in let-

ters and sworn testimony of many other ship captains given

before inspectors. For example, the evidence before In-

spector Birmingham of Capt. Hansen, who swore that he

was captain of the steamer Talloc and, in substance, that

he sometimes worked his men from the time they got in

port up to the time of putting to sea again, that being,

sometimes, from 2 or 3 o'clock p. m. to midnight, and that

then he who had so Avorked had to go ^^on the bridge and
take the watch." That he had, sometimes, '^put in 60 hours

at a stretch without any sleep, lots of times 24 hours.''

The witness stated: ''I admit that I can stand 24 hours

at a stretch, and many a time I have done 48 hours, and
have even done 60 hours." But, he was asked, is it not

undermining your constitution and injuring you? and he

answered, ^'Yes; I think it is. I could do it five or seven

years ago and I can not do it now. I am 44 years old now
and not as young as I was." This testimony seemed to

have been dragged from the witness. Here is part of the

proceedings before Inspector Birmingham

:

^^By Mr. Wescott

:

"Q. Well, Captain, do you think that a man after working

all day and leaving the port of San Francisco, taking



A pp. lOS

charge of a watch, and a port and a coast that is more
crowded than an^^ other port, don^t you think the man
should be fresh and alert in case of any emergency, and
that he should be bright and not be overworked? — A.
Yes; I admit that.

^^By Capt. Birmingliam

:

"Q. (To Mr. Westcott and witness.) I think we under-
stand this case. I am convinced since taking the testi-

mony of several masters and mates that mates are un-

doubtedly overworked on the occasion of going to sea and
taking the bridge, going to sea at night after working
all day, then taking the bridge for fonr or six hours."

That evidence seemed to me to be pitiful. It was ac-

companied by affidavits from a number of other captains

and mates of similar import, who asked that their names
be not published; the affidavits are on file.

Not all shipowners have been guilty of such oppression

and many—in fact, I think most of them—would gladly

Avelcome this legislation.

From the other side, therefore, of this question I insert

from the testimony of Mr. I. N. Hibberd, of San Francisco,

superintendent of one of the steamship lines, taken before

the committee on June 6, 1912

:

^^Mr. Hardy. You have not said anything about this

other bill, 23676.

'^Mr. Hibberd. This bill 23676 is the only bill I am talk-

ing about.

^^Mr. Hardy. You were talking about the seamen's bill.

"Mr. Hibberd. That is it—that bill of Mr. Wilson's is

the bill I was talking about.

"Mr. Hardy. I thought you desired also to be heard on

the bill also introduced by myself with reference to officer-

ing and manning the vessels?

"Mr. Hibberd. I did not, Mr. Hardy. I confess I read

your bill and I did not think there was anything I ob-

jected to in it, as I remem})er it now.

"Mr. Hardy. Your vessels are even more highly equipped

than this bill of mine provides?

"Mr. Hibberd. Yes, sir.

"Mr. Hardv. You have a master and four mates?
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"Mr. Hibberd. We have on all our passenger vessels, ex-

cept one of the very smallest ones; on our freighters we
carry a master and three licensed men.

''i\v. Hardy. That is the highest number?
"Mr. Hibberd. Your bill calls for nothing which we are

not already doing.

"The Chairman. Does it call for anything not reasonable

do you think?
"Mr. Hibberd. So far as I recollect it now, it does not.

I read Mr. Hardy's bill and did not find anything there

that I thought was unreasonable enough to criticize.

"Mr. Hardy. In fact, the practice required is not quite

as onerous as the practice you follow?

"Mr. Hibberd. As far as manning is concerned that is

true.

"The Chairman. Is there anything else?

"Mr. Hibberd. No, sir. I have already taken up too

much time of the committee. I am much obliged to you

for giving me a chance to come and tell my side of the

story.

"The Chairman. Just one question at this juncture:

Is it your opinion that an ocean-going vessel is sufficiently

manned if the captain is required to stand his regular

watch, and also required to be on watch during foggy and
stormy weather?

"Mr. Hibberd. The captain has no right to stand watch
on any vessel that goes to sea. The captain is on deck

all the time when there is any necessity.

"The Chairman. In foggy weather and stormy weather?

"Mr. Hibberd. Any other time. He is always on the

deck when there is any necessity. The captain should never

stand any watch. That is my opinion."

I will only add to these citations the following letter,

which was read before our committee

:

"STEAMSHIP 'HAZEL DOLLAR,'

"China Basin, March 17, 11)10.

"Mr. Wescott.

"Dear Sir: I am in receipt of yours of the 11th instant,

and in reply would state that I am only too pleased to do

anything thnt may help raise the status of the profession
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in general. In the above vessel we carry three officers,

and each takes his regular watch of fonr hours on the
bridge—that is, 8 hours out of every 24.

^'As in most British ships, the chief officer is on duty
from 4 to 8; the third officer from 8 to 12, and myself
from 12 to 4.

"While discharging cargo in port we are on duty while
the stevedores are working, but, of course, one officer must
remain on board at night; and upon our return to this

coast arrangements are made enabling each officer to have
a short holiday (on full pay).
"The gross tonnage of the vessel is 4,804, and she plies

between the Pacific coast and the Orient; the round trip

averages about five months. She is certified to carry pas-

sengers.

"It seems needless to say that the officer who does not

get his proper amount of sleep can not possibly be as re-

liable as the one who does, and when a vessel is in

crowded Avaters it stands to reason that the officer on watch
should have a clear head, and this he can not have if he

does not obtain his proper rest.

"I am pleased to say that there are very few Biitish

steamers (personally I know of none) which still have that

out-of-date health-breaking system of two watches.

"AVith best wishes for every success in the work you
are carrying on, I remain.

"Yours, faithfully,

"HUBERT F. RADFORTH.''

I will conclude by simply saying that the whole evidence

before our committee conclusively shows that this bill (H.

R. 23676) is not only a just and conservative measure but

one greatly needed for safety of navigation and imperatively

demanded in the interest of humanity. About its passage

there ought to be no two minds and no delay.

Senator Burton. You all concur in setting forth the

great responsibility of the master, which extends in a de-

gree to the mates. Do you maintain that the adoption of

this bill providing for three mates would lelieve those

conditions? How would it relieve the masters?

Mr. Wescott: The masters of the ocean vessels have no

complaint as regards their condition, as far as hours are
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concerned. It is the towboats that the bill rectifies, as far

as the master is concerned.

Senator Burton. Do yon maintain that their labors are

more arduous than those of masters on boats that go to sea

a considerable distance?

Mv. Wescott. On account of their being absolutely un-

dermanned. I would state, Mr. Chairman, that this bill

to provide these officers for all of our ocean and coastwise

seagoing traffic would only entail an additional cost of

1200,000, as it would require only an additional 200 men
(pp. 104-116).

* * *

Senator Crawford. On how many vessels?

Mr. Westcott. Six hundred and twenty-five that it

would affect. There are the American-Hawaiian ships.

They carry three licensed men who only stand in two
watches.

Senator Crawford. Your figures do not go into the

Lakes?
Mr. Wescott. Not into the lakes. I stated plainly, ocean

and seagoing coastwise vessels. The American-Hawaiian
Co. would not have to carry any additional men. They
have three, but they would have to have them divided into

three watches. The Pacific Mail Steamship Co. would not

have to carry any more men. They carry five, but they

would have to divide them into three watches. The Pacific

Coast Steamship Co. carry four men at present. They are

giving them three watches. They have been doing that

for 30 years to my knowledge. One of their vessels is

running on a run just about the same as the Merchants

& Miners^ Line, and she carries four men. They have done

it voluntarily themselves. There are other lines—the Porto

Rican Line, I believe, has three men, but on the vessels

where they have three mates only it gives them two watches,

except a few vessels.

Senator Burton. So as to some lines, like the Pacific

Coast Lilie, this bill would not create any new order of

things, but in others, where they have the mates, it would
compel three watches. That is the situation, is it?

Mr. Wescott. Capt. Hibberd, of the Pacific Coast Steam-

ship Co., when he appeared before the Committee on Mer-

chant Marine and Fisheries, upon being questioned by the

committee, stated that there was nothing in the bill but
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what he considered was absolutely right, and he was asked
this question. I read it from the Record:

The Chairman. Just one question at this juncture:
Is it your opinion that an ocean-going vessel is sufficiently

manned if the captain is required to stand his regular
watch and also required to be on watch during foggy and
stormy weather?

Mr. Hibberd. The captain has no right to stand watch
on any vessel that goes to sea. The captain is on deck
all the time when there is any necessity.

The Chairman. In foggy weather and stormy weather?
Mr. Hibberd. Any other time. He is always on the

deck when there is any necessity. The captain should never
stand any watch. That is my opinion.

That was Capt. Hibberd's statement before the Commit-
tee on Merchant Marine and Fisheries, which appears in

the Congressional Record of August 19, 1912.

Mr. Chairman, the licensed offtcers have been discharged
by their employers and threatened in the past for trying

to better their conditions in seeking this kind of legisla-

tion.

Mr. Chairman, on the 22nd day of October, 1909, I filed

a sworn statement with the supervising inspector of steam-

boats for the first district at San Francisco, Cal., calling his

attention to the conditions as to the hours that mates were
required to be on duty. On the 4th day of November, 1909,

the late Capt. John Birmingham, supervising inspector of

steamboats for the first district, proceeded to take testimony
in the case. The following is Capt. Birminghanrs opinion

in the case

:

By Capt. Birmingham (to Mr. Wescott and witness). I

think we undei-stand this case. I am convinced, since tak-

ing the testimony of several masters and mates, that mates
are undoubtedly overworked on the occasion of going to sea

and taking the bridge, going to sea at night, after working
all day, then taking the bridge for four or six hours.

The hearings are printed in verbatim on pages 71 to 91,

inclusive, in the hearings held on January 25, 1910, before

the Committee on Merchant Marine and Fisheries of the

House on H. R. 12351 and 186S2.

Mr. Chairman, after the matter had been taken up and
disposed of by the supervising inspector, Mr. James Tyson,

manager of the Charles Nelson Steamship Co., of San Fran-
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Cisco, issued orders to all of his masters that the mates
must resign from the association, and he also informed his

masters not to employ any more mates that belonged to the

association. At the present time, undei- the instructions of

Mr. Tyson, letters are sent out to that effect every six

months.
Mv. Chairman, on the 12th day of February, 1012, a

licensed man called at the office of one of the Congressmen
and informed that gentleman that they had to withdraw
their bill or some of their members would lose their posi-

tions. The gentlenmn also told me the same thing, and gave
me the name of the man that would lose his position if the

bill was not withdrawn.
I will state, Mr. Chairman, that the bill that the gentle-

man spoke of was a bill of this same line.

Senator Burton. You have given instances of overwork
and long hours. Do not some of these come from boats

where they have three mates or more?
Mr. Wescott. They come from boats, Mr. Chairman, where

they have five—even the Pacific Mail boats, which have five.

That is why we want to require that. If you put 40 mates
on the vessel they would keep them working just the same.

Senator Burton. Why do they do that? Suppose they

have that number of men, five or so?

Mr. Wescott. That is, the companies want to get all

they can out of a man and pay as little, and get as much as

possible.

Senator Burton. Is it due to that, or to the preference

of the masters, they thinking certain men are more compe-
tent, and putting them on duty while others are not subjected

to those long hours?
Mr. Wescott. All of these, Mr. Chairman, work long

hours; all of them. It is universal.

Senator Burton. Do you insist not merely on the number
of the mates, but on limiting hours as equally important.

Mr. Wescott. Equally important; and on long i-uns to

three watches. On some runs, if the vessel is 10,000 tons,

we are not asking for but two mates.
Mr. Chairman, as far as the three watches are concerned,

I will close on that topic.

I would now like to take up the matter of the towboats

—

The Chairman. I think we cannot go any further this

morning.
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Mr. We.seott. It will take me not over half an hour at

the most, Mr. Chairman, in closing.

Mr. Chairman and gentlemen of the committee, at the
hearings held on March 7, 1912, before the Committee on
the Merchant Marine and Fisheries of the House, Capt.
C. R. Calhoun, master of one of the Philadelphia & Reading
Railroad Co.'s ocean towboats, made a statement; the said

statement appears on pages 44, 45, 46 and 47 in the hearings
of that date.

Mr. Chairman, I will endeavor to give a condensed and
true analysis of the same.

Mr. Chairman, Capt. Calhoun, was questioned by the

chairman and the other members of the committee, his an-

swers being as follows

:

The Chairman. What need have yon, if any, of an addi-

tional mate?
Mr. Calhoun. I don't know that I have any.

The Chairman. How long are you up at one time con-

tinuously by reason of fog or stress of weather?
Mr. Calhoun. At times I have been up as long as 24

hours.

The Chairman. Do the rules of your company require

you to remain on duty continuously in a fog, or is it a

matter of choice with you?
Mr. Calhoun. It is a matter of choice with me. I would

rather do it than trust some one else to run the boat.

The Chairman. You feel a pride in your vessel, and feel

the responsibility is yours, and for that reason you remain
in the pilot house under those circumstances?

Mr. Calhoun. That is the idea exactly.

The Chairman. So that it would not be a violation of

the rules if you were to take your watch and your rest and
let the mate take the regular watch?
Mr. Calhoun. No, sir; it wouldn't be a violation.

The Chairman. But you wouldn't feel like continuing

under those circumstances?
Mr. Calhoun. I wonldn't feel that I was violating the

law or would be held responsible, even if I laid down and
caught a nap.

The Chairman. What would be the effect upon the

chances of your keeping your employment if you were in the

habit of simply standing watch and watch during a fog?

Would not your employer be apt to seek some other master

instead of vou?
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Mr. Calhoun. I don't think so. In fact, they do not

require me to do it.

The Chairman. Do you know of any instance where a

master's license was suspended because he had not remained
on duty continuously during- a log?

Mr. Calhoun. 1 do not.

The Chairman. Or in stormy weather?
Mr. Calhoun. I do not.

^Ir. Chairnum, Capt. Calhoun made the statenu^nt that

his employer did not require him to remain on duty con-

tinuously in a fog or stormy weather.

Mr. Chairman, after Capt. Calhoun made the above
statement I went to Philadelphia for the purpose of finding

out as to whether Capt. Calhoun had made a true state-

ment to the committee or not. Mr. Chairman, I am sorry

to have to state to this committee that, in my opinion, he

did not make a true statement, for while I was in Phila-

delphia I went on board of two of the Reading Railroad
towboats and found posted in the pilot houses and mess
rooms of each one of the towboats a set of rules and
regulations governing the duties of their masters, which
rules read In substance as follows

:

The master must be in the pilot house while making
up tows, entering or leaving ports, and while navigating

the Delaware River or Bay, and in foggy or stormy weather,

or while shortening the hawser, and in Boston Channel.

I also found in the same set of rules that one licensed

officer in each department is required to be on board at all

times while their vessel is in port.

Upon my return to Washington I wrote a letter to Mr.

O. H. Hagerman, who represented the Philadelphia &
Reading Transportation line at the hearings held on
March 7, asking him if he Avould be so kind as to send me
a copy of the company's printed rules governing masters

as to their duties.

Mr. Chairman, I am still waiting for the copy.

Mr. Chairman, Mr. O. H. Hagerman, representing the

Philadelphia & Reading Railway at the hearing held on
March 7, 1912, before the Committee on the Merchant
Marine and Fisheries, made the following statement, which
appears on pages 26 and 27 in the hearings of that date

:

The mates being equally competent with the masters in

their present arrangement as to watches, six hours on
and six hours off, have plenty of time for rest, both going
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in and out of harbor. It is a rare occurrence when a watcli

is broken up. In the commencement of a voyage, as soon
as the tow is made up, whoever has a watch below goes
there and takes his rest until the expiration of the six

hours, when he relieves the officer in charge, the operation
being repeated throughout the voyage, which usually con-

sumes from 70 to 72 hours.

They are relieved from active duty immediately on mak-
ing the tug fast to the wharf, subject, of course, to

emergency calls, and are at liberty until the tug is ready
to sail again, the approximate time of which they are

advised on their arrival, sufficient time being allowed to

give them proper rest. If it should be necessary to move
the tug from one point to another during the time she is

in home port, which is a rare occurrence, one of the licensed

officers, the easiest accessible, is secured and tug moved
in accordance with requirements of law.

Should this regulation become a law it would involve

an unwarranted additional operating expense to this

company of more than |11,000 per year, without com-
pensating benefit to us whatever, nor would any benefit

be derived or manifested by such an additional crew, equip-

ment, either to the crew themselves or in the interest of

maximum conditions of general safety of navigation.

Regarding the references at hearings on House bill

16286, as to the master of a steamer standing watch of

12, 18, 24, or 36 hours at a stretch duHng foggy weather.

This would be an impossible condition, in so far as it

applies to the navigation of sea tugs and their tows such

as we operate. The danger to be apprehended in moving
a long tow through heavy fog is minimized by the master

anchoring his tug and tow at the earliest moment at which
established anchorage grounds are reached.

The longest run between anchorages, assuming that the

tug and tow would be in position at the extreme end or

beginning of the course, say Cape May to Shinecock, Long
Island, oi' the reverse movement, would be about 125 miles,

which should be covered in 20 hours.

r wish to state, Mr. Chairman, that instead of 125 miles

it should be 175 miles.

It is reasonable to assume, however, that thick fog would

be as liable to set in halfway between these points as at the

extreme end of the course, so that the time the tug would
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be under way in fog between anchorage grounds would be

reduced one-half—say from 10 to 12 hours. This time

should not, nor could it be, productive of any special

physical hardship to any man or set of men who have

adopted seafaring life as a profession.

I believe he believes the same as the gentleman of the

:Mei'chants & Miners' Line the other day, when answering

a question that was put to him by Senator Reed—that -he

thinks that sleep could be bottled up.

Captain Fitzgerald also testified that he had to be up
24 hours. That also appears in the hearings, on pages

41 and 42.

Ml-. CuUin. Mr. Chairman, as we are losing a lot of

time, and as the Chair has suggested that if we Avould sub-

mit the testimony of gentlemen
Mr. AYescott. Mr. Chairman
Mr. Cullin. If the gentleman will wait a moment. I

ask the Chair for the privilege of complying with that re-

quest; and we have got everything compiled right in a

book of all the hearings before the committee of the House,

which you asked, and it is useless for us to sit here and
listen to these things being read over again.

I also, as you request, give it to your stenographer, which
is all the testimony taken before the House Committee.

Mr. Wescott. Mr. Chairman, if it please the Chair, I

have considerable here that I would like to have entered

in the recond.

The Chairman. You can hand it to the stenographer

and have it printed.

Mr. Wescott. Thank you.

Senator Burton. Now, the stenographer will wish in-

structions. Is it intended that this hearing before the

Merchant Marine and Fisheries Committee should be put

in here—the whole of it.

Mr. Wescott. No; there is only Capt. Harris's decision

and a statement of three other gentlemen.

Senator Burton. Those 17 letters go in?

Mr. Wescott. Y^es, sir. They are very short. Mr. Chair-

man, you have the originals on file.

Senator Burton. And each shows from what part of the

country they are sent, and on what routes?

Mr. Wescott. The originals, Mr. Chairman, show that,

because it would be a shame to print the names or the
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places they come from, so as to give the owners a chance
to get at them and blackball them. But that information
appears on the originals, which are on file in this office.

Senator Burton. It would be of considerable importance
to the committee to know just on what lines those condi-
tions exist, and whence they came.
The Chairman. We have the original letters.

Senator Burton. They are here?
The Chairman. Yes.

Mr. Wescott. You have them here?
The Chairman. We have them here, but they are not

printed.

The 17 letters referred to appear in a former part of this

day's proceedings; the other letters and papers are as fol-

lows :

Washington, D. C, June 21, 1912.

To whom it may concern :

In regard to the master of a steamer standing a regular
watch, I am decidedly opposed to it.

The master is in charge of his ship and is responsible

for its safe navigation, and it is his duty to know at what
times he should be in actual charge of the handling of

his ship and not be handicapped by having to stand a
regular watch in addition to his other duties.

He must be in personal charge in entering or leaving

port, in passing through dangerous or congested waters,

and in fog, snow, or heavy rain.

If while standing a regular watch alone it should be

necessary to take a sounding, read the log, or absent him-

self from the bridge or pilot house, it would leave no one
to look out for collision with other vessels or obstructions,

and it is essential that correct soundings be taken for the

safe navigation, so that all steamers should have one

licensed mate or pilot on watch in addition to the master,

on entering or leaving port, passing through dangerous or

congested waters, and in fog, snow, or heavy rain, so that

the master can watch for danger while the mate or pilot

on watch can sound or perform other necessary duties for

the safe navigation of the vessel.

I can say, personally, that on May 17, 1912, I got up
at my usual time, 5:30 a. m., was up all day except a nap
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between 2 and 3 p. m., and at 6 p. m. it shut in thick fog

,ind continued till 2:30 p. m. May 18, 1912. All of that

(inie I was on the bridge, where with one hand I conld
reach the engine room telegraph and the other the whistle.

At some times the first and sec(^)nd mates, in their i-espec-

tive watches, were casting the lead as rapidly as they conld
^^it]l tlie assistance of two sailors.

When the fog cleared we w^ere in inland watei-s, passing
other vessels close, too; and it was 8 p. m. that night
hefore I could go to my room and rest, Avhich I did for

four hours before taking the ship into Boston Harbor.
Had I not had the two mates to relieve each other I

would have ha'd to neglect the bridge and lookout to

sound or neglect to sound. In either case I would have
endangered my ship by neglecting either important duty,

or run aground, as the tide had carried the ship out of her

correct course.

Without the slight rest before entering Boston I would
Imve been in very poor physical condition to meet an}^

emergency that would require quick thinking or acting,

after having been up 48 houis, as I would have been with-

out the 4 hours' rest.

This condition often happens on this coast, especially

in ^v^nte^ and spring and my ship is only one of many.
Furthermore, where there are only a licensed master

and one mate, if either should be sick or disabled the re-

maining man would have to be on duty till the vessel reached
port, which might be one hour or one week, which is

impossible for a human being to actually do, leaving the

said vessel a danger not only to itself, but all passing ves-

sels.

I think that H. R. 23676 will rectify the existing evils

and make navigation safer for passengers and crews of all

vessels.

September 10, 1912.

To whom this may concern

:

I, the undersigned, am 40 years of age; have been em-
ployed as deckhand and mate on tugboats on the eastern

coast of the United States since the age of 21 years; I

received my first license at the age of 24 years.
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Having read the statements of tugboat masters in the
hearings before the Committee on the Merchant Marine
and Fisheries on March 7, 1912, in reference to the Hardv
bill (H. R. 23676), I wish to have the following recorded
as my personal experience during the time of my employ-
ment on this particular class of vessels

:

Case 1 : Tug Hercules, Capt. Rood, master, my posi-

tion being deck hand; bound from New York with one
barge in tow for Norfolk, calling at the Delaware Break-
water for an additional barge. After making the second
barge fast the captain gave me the course to steer and
stood alongside of me in the pilot house, when both of us

went to sleep and both the towboat and tow turned two
complete circles before I woke up, I not knowing it at the

time, but being informed afterwards to that effect by the

bargemen.

Case 2 : Tug Edward Luckenbach. Capt. Keene, master,

my position being mate, the entire crew being as follows:

One master, 1 mate, 2 engineers, 2 deckhands, 3 firemen,

1 cook, and 1 boy. Bound from Norfolk for New York
to act as committee boat for a yacht race. We left Nor-

folk at 3 p. m. and arrived 36 hours later in New York.

During that time we had to get the boat ready for the

committee. We got the committee on board and proceeded

to Sandy Hook, where we stayed until 7 p. m. and then

proceeded to East River, where we landed the committee;
left there for the Atlantic Basin and tied up until 3 a. m.,

then proceeded to Liberty Flats, made up a tow of three

barges and proceeded on our way to Norfolk. I steered the

boat until abreast of Romer Shoal; about 8.30 a. m. was
relieved and had breakfast, and lay down about 9 a. m.

;

was called at 11.30 a. m. for dinner and went on watch at

12 noon. At 1 p. m. I relieved the deck hand at the wheel

so that he could dump ashes. I sat down on a high stool

and steered, keeping a lookout at the same time, when by
reason of being without proper rest for over 48 hours, I

fell asleep, the course at the time being from the Scotland

Lightship toward Barnegat.

A three-masted schooner steering from Barnegat toward
Fire Island crossed our course, the tug having altered her

course while I was asleep, heading straight for tlie schooner

until within 15 to 20 feet, when the shouting of the men
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on the schooner woke me np. By qnick action of porting

the tug'S wheel I cleared the schooner's port quarter, and
then by starboarding quickly I cleared the tug's stern of

the schooner. Taking a 4-fool patent log outrigger from
the scliooner along.

All this occurred in broad daylight and clear weather,

and was the fault of not being sufficiently manned, so as

to give proper rest to the officers of this tug after having
been up those long hours.

This is only two cases that come to mind, but it hap-

pens so often that the officers and men think nothing of it

and forget it. It is a common occurrence for the master
and mate to lay down and go to sleep in the pilot house and
(ell the deck hand to call them when he sees anything dur-

ing the time that he steers and keeps lookout, if lie don't

go to sleep also.

Kespectfully.

DECISION.

The counsel for the appellants states the questions at

issue as follows:

''1. Are three engineers necessary for the safe navigation
of the tugs' Edward and Walter L. Luckenbach and John
Hcully?

'•2. Are two licensed mates necessary for the safe navi-

gation of the tugs Edward Luckenbach and Walter A.
Luckenbach?"

The Counsel for the American Association of Masters,
Mates, and Pilots says in his brief:

'^The question in this appeal, in our opinion, is whether
it is necessary for safe navigation of coastwise tugs, and
other vessels which they may encounter, to carry a licensed
master and two licensed mates, and a chief engineer and
two assistant engineers."
The question as stated by Capt. Dow is much broader

than as stated by Mr. Burlingham, but the supervising
inspector would go still further and take into consideration
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not on] 3^ the towing steamer and the vessels encountered
but the vessels towed by the steamer.

Between the dates of taking testimony and filing the

briefs in this ease the towing steamer 8avage lost barge
No. 22, with her captain and her crew of four men. The
captain's report and the record of his examination by the

local inspectors from whose decisions this appeal is made
are graphic statements showing the conditions under which
the officers of towing steamers on the Atlantic coast some-
times have to perform their duties, but, of course, the

supervising inspector can not consider them in this decision.

He considers the question before him thus

:

Does the evidence in this case show that it is safe for

towing steamers on the Atlantic coast to be navigated with
only two licensed officers in each department?
The local inspectors, by their certificates of inspection,

have said that, in their judgment, it is not safe. It is

for the appellants to prove that the local inspectors are

wrong. The burden of proof is upon them.

For convenience we will consider the question as divided

by the appellant's attorney.

First. As to engineers.

The engineers examined were:

(1) Elmer P. Rust, whose testimony is rejected.

(2) C. H. Martin, who testified that "When the boat

lays up on account of fog or weather conditions^' the oilers

stand a watch; that they washed boilers "once in two
months and I have run them three months." He also stated

that it generally took three days to clean boilers and get

up steam.

(3) J. L. Collins, who testified (p. 131) that he thought

the engineers' department in the Lehigh Valley towing

steamers "ample under the conditions that they work under

with our company." These conditions included letting the

chief engineer take the train from Whitestone and rejoin

the steamer at Perth Amboy. He said, in answer to a

question from Mr. Burlingham, that this custom "has pre-

vailed as long as I can remember."
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(4) Hugh L. Kelley, who testified that on these vessels

(lie average hours of a day's work were more than 13. Mr.

Kelley also testified that when he was an oiler he relieved

I he assistant engineer. That the chief engineer did not

K'lieve the assistant oftener than once a week.

(5) Edward Benson, who testified that in the 9 or 10

years he worked on the Luckenbach tugs he averaged more
than 13 hours a day. Mr. Benson also swore that he left

the Walter A. Luckenbach because he did not have help

enough and that he worked so hard there that he was ashore

tor four months under the doctor's care.

(()) Samuel Lytle, who testified that in the steamers

carrying but two engineers they have to work more than

13 hours a day.

From this testimony we find that when two engineers

only are employed they either work more than 13 hours a

day on an average or the vessel is unlawfully navigated,

with but one engineer on board, or that an oiler does the

work of the licensed engineer.

The supervising inspector recognizes the weight of the

arguments of the national president of the Marine En-
gineers' Association as to the danger from excessive hours

of labor, but as he, with the other supervising inspectors,

has already officially declared that it was unsafe to require

an engineer to work more than 13 hours a day, no argument
is necessary, and the decision of the local inspectors, re-

quiring three engineers on the tugs in question, is sustained.

Second. As to mates.

The deck officers examined were:

(1) Capt. M. McGolrick, who testified that except in

emergencies he did not work more than 12 hours a day. He
stated that he allows his mate to take the tow into Boston
Harbor at night while he is down below. The Wyoming
was under steam the entire month of October, 1908. Capi.

McGolrick also testified that he had known a mate to

leave the steamer at Whitestone.

(2) Capt. John W. Hammond, who testified (p. 68) in

answer to the question, ''How are the watches regulated?"
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^^Watch and watch as nearly as possible in the pilot house,
with the exception of going in and out of harbors or
through liell (J ate and dangerous channels, which make it

important for the master to be always there.'' He also
testilied that this is ''a common custom on all vessels".

In answer to the question, *'what is the custom, if you
know, of your boats meeting bad weather or heavy fog
while under way, as to the licensed officers being on watch
in the pilot house?" Capt. Hammond said, ^'The captain
and chief mate are always there."

Capt. Hammond testified that it would be negligence for

a captain to allow the mates to take a tow into Boston
Harbor as Capt. McGolrick allowed. The conditions of

towing on the Atlantic coast were fully and fairly explained
by Capt. Hammond.

(3j (-apt. W. G. Melvin, whose testimony is not credited.

(4) Capt. J. M. Bennett, who testilied that the law
going into effect on February 1 as to length of hawsers
would entail additional work and responsibility on the

officers, and especially on the master. The appellants'

counsel asked this witness, ^^Is it, or not, unsafe to navigate,

as you have been navigating in the last few years, Avith

two deck officers and two engineers?" and he replied, "Well
we have been safe so far, but, as I said then, I don't know
what it is going to be after February 1." Capt. Bennett
testified that both master and mate were on duty leaving

Port Johnson until they reached Execution, going through
the Sound, or until they cleared Sandy Hook when towing

outside.

(5) Capt. John M. Cherry, who, in answer to a question,

said, "If 1 had a man who didn't do it in bad weather, I

would discharge him if he went below and left the mate
in charge." In answer to a question asking under what
"conditions a man might have to work more than 13 hours,"

Capt. Cherry replied "Thick fog, where he was on a danger-

ous coast—where the captain would not allow anybody

but himself to be in charge." * * * <<0r in a southeast

storm, where there was danger of the tow breaking up

and being lost."

(6) Capt. Fred L. Molton, who testilied that In towing
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Keedy Island and that the mate called him in case of fog.

(7) Capt. Albert E. Hanscomb, who testified that in all

the towing steamers in which he had served, the captain

and mate were both always in the pilot house in entering

and leaving port; also, that the captain was always called

when a fog shut down.

From this testimony we see that, no matter how many
other uihcers there are in a steamer of the class under con-

sideration, a master who does his duty is in the pilot house
in entering or leaving port, in fogs, in storms, whenever
there is danger of breaking up the tow or losing a barge,

and in making up his tow or shortening or lengthening

his hawsers. It also appears that these duties will be more
arduous from the legislation which tooiv effect February
1. The only testimony to the contrary was from men who
said in effect that they neglected known duty.

How much these duties add to a master^s 12 hours regular

watch depends upon the weather and location, and whatever
the supervising inspector may know as to that is not from
the evidence in this case.

Capt. McGoirick testilied to a mate leaving a vessel at

\Vhilestone so that the master would have to take the vessel

to Perth Amboy without the assistance of a licensed deck
ollicer. Thi« means that a deck hand steered part of the

time.

it was shown by the witnesses that in towing from Nor-

folk to Portland those long tows cross the lines of all vessels

bound in to or out from Philadelphia, New York, Boston,
and the smaller intermediate ports.

When one considers the safety of the crews of the towing
steamer and towed vessels and the lives of those on the

vessels encountered in their course, the responsibility of

the captain of the towing steamer is such that to ask him
to stand a regular watch of 12 hours out of the 24, besides

doing the duty of a master, is absolutely wrong, and gives

excuse for negligence such as has been testified to in this

hearing.

These witnesses have testified that so far the crews of

their steamers have not been lost. The counsel did not see

fit to ask them how many lives had been lost from the
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vessels they towed or from the vessels which crossed their
liawsers.

The decision of the local board in regard to mates is

sustained.

IRA HARRIS.
Supervising Inspector, Second District.

Mr. Wescott. Mr. Chairman, Mr. Blankenship made a

statement to the committee the other day to the effect that

they never had any trouble with their mates and that

their mates had no complaints to make about the conditions
in their service.

Mr. Chairman, their mates have to be on duty 12 hours
out of the 24 every day in the year, Sundays and holidays

included. And besides doing the regular 12-hour stunts,

they have to be on duty while they are entering or leaving

a port.

In the year 1906 or 1907 the mates left the ships of the

Merchants' and Miners' Line—or, in other words, they
Avent on strike, to try to better their condition.

Capt. N. L. Cullin, the same gentleman who is now
opposing this bill, was at that time first national vice

president of the American Association of Masters, Mates,

and Pilots. He took charge of the strike situation, in

conjunction with the national president. The men lost.

And now Mr. Blankenship and Capt. Cullin are standing

here side by side.

Mr. Chairman, in the year 1910 I was a delegate to

the annual convention of the American Association of

Masters, Mates, and Pilots, which was held in Washington,
D. C. Capt. N. L. Cullin was also a delegate to the same
convention. Capt. Cullin was also president of Enter-

prise Harbor, No. 2, of Camden, N. J., until on or about

Ai)ril .1, 1910. At that convention a bill was discussed,

which was more drastic, so far as officering and manning
are concerned, than the one now before this committee.

That bill was unanimously indorsed by the convention.

Capt. N. L. Cullin was present, and voted for its in-

dorsement the same as I did.
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Mr. Cullin. I want to deny the gentleman's assertion.

Mr. Wescott. Just wait a moment. The bill that T

refer to is House bill 18682, better known as the Goulden
bill.

Senatoi' Burton. What Congress was that?

Mr. Wescott. 1910. 1 have a copy of the bill, and 1

Avonld like to file it with the committee. It reads, in part,

as follows—it is very short, Mr. Chairman.
The Chairman. You furnish a copy of the bill to the

stenographer.

Mr. Wescott. I have it right here. It is very short, the

part that I Avant to read, Mr. Chairman.
Senator Burton. What do you sav the number of that

bill was in 1910?
Mr. Wescott. 18682, Senator.

The Chairman. House bill?

Mr. Wescott. Yes; House bill. (Reading:)

Sec. 54. Complement of officers and crew.—That any
vessel subject to inspection under the provisions of this

act shall not be navigated unless she shall have in her
service and on board such complement of licensed officers

and such crew as may, in the judgment of the local in-

spectors who inspect the vessel, be necessary for her safe

navigation. Steam vessels engaged in runs of more than
48 hours shall have in their complement at least three

licensed deck officers and three licensed engineers and
sufficient men in the engineer's force to stand in three

watches.

That would mean, Mr. Chairman, even if a vessel was
50 or 75 or 100 tons, if she went over 48 hours, they would
have to have a master and three deck officers, three engi-

neers, and three watches of the engine-room force. That
was more drastic than this bill.

On page 46, Mr. Chairman, section 61, reads as follows:

Sec. 61. Officer in charge of the deck watch.—That it

shall be unlawful for the master, owner, agent, or other
person having authority to require an officer whose duty
it shall be to take charge of the deck watch upon leaving
or immediately after leaving port to perform any work
during the six hours i)receding the time for sailing.
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I would say, Mr. Chairman, that the bill that is intro-

duced here, the one you have under discussion, reads six

hours within the twelve inimediatel}^ preceding the time
of sailing.

Mr. Chairman, on or about the 1st day of April, 1910, the
towboat masters in the port of New York left the tugs

—

or, in other words, went on strike to try to better their condi-
tions. Capt. N. L. Cullin entered the employ of his present
employers about that time. The men lost.

Mr. Cullin. So they ought to.

Mr. Wescott. Mr. Chairman, in conclusion I beg to

state that the licensed deck officers have a thousand and
one things to think about and contend with. We have
the fogs, storms, currents, tides, winds, and seas. We are

not like the railroad men, for we have no rails to guide
us and no block signals to warn us of approaching danger,
but we must at all times, night or day, rain or shine, be

ready to act in case of emergencies, or we are condemned
not only by the traveling public but also by the United
States Government. The time I trust will come when the

responsibility of the man on the bridge at sea will be

better understood and appreciated by the owners, shippers,

and the traveling public.

Mr. Chaiii^man, I thank you.

Senator Burton. Now, Captain, we have propositions

pending before us in this committee, not only lessening the

hours of the licensed officers but of the seamen. As I

understand your argument, it is addressed to the condition

of the licensed officers?

Mr. Wescott. Yes, sir.

Senator Burton. By reason of their responsibility?

Mr. Wescott. Yes, sir.

Senator Burton. Emergencies arise, such as fog or

storm, so that they have to continue on work for an un-

usual time.

Mr. Wescott. Yes, sir.

Senator Burton. To what extent does the argument
you are making apply to the seamen? Is there a difference

between them? If so, what is it?

Mr. Wescott. I believe, Mr. Chairman, that quarter-

masters and the lookouts should be in three watches, in

the interest of the safety of navigation on long runs. That

is my candid belief, Mr. Chairman.
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Senator Burton. To what extent is your argument ad-

iliessed to considerations of safety and to what extent to

considerations of amelioration of the condition of the men?
Yon do not understand what I have in mind, do yon?

Which predominates in your mind, considerations of safety

(»!• lessening the hardships of the men?
Mr. Wescott. You have reference to lifeboats, Senator?

Senator Burton. No ; I have reference to the safety in

the navigation of the boats from the bridge and from the

])()sition of the lookout, etc.

The Chairman. You know the relief you have asked

tor here?

Senator Burton. What is the object; greater safety in

navigating the ship

All-. AVcscott. That is the idea.

Senator Burton. Or to relieve the men from the burdens

which are imposed upon them—or can you separate them?
Mr. Wescott. Also for the safety of navigation and to

relieve the burdens of the men; in other words, both. That

is the object.

Senator Burton. And are you unable to separate the

two? Which predominates, in your mind?
Mr. Wescott. Well, I think life is paramount, Mr.

Chairman, before the other considerations. I believe life

\\ ould predominate first, by far.

You take a vessel, Mr. Chairman ; she may be worth
milliQus of dollars and have on board anywhere from 300

to, probably, 1,000 persons, and while being navigated in

the dark the man on the bridge has got great responsibility.

A great many would say, when the master comes on the

bridge, the officer has nothing to do. When the master

comes on the bridge, Mr. Chairman, the officer then is

more anxious than ever; if he is inclined to be anywise

nervous, that is the time he will be nervous, when the

master is there. Why? Because, if there is any approach-

ing danger, he wants to be the first one to put one over

on the old inan.

And any man, Mr. Chairman, who has ever spent any
time on the bridge, I believe, will state the same thing

that I am now stating.

The Chairman. Is that all, Captain?
Mr. Wescott. That is all (pp. 117-135).
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Tlie Chairman. Now, on the Pacific coast—I call your
attention to it, and it is not disputed—they have three,

four, and five mates, and on the best lines there they have
tliree watches right along. The conditions are very much
better on the Pacific coast, taking your own statement and
comparing it with the conditions there.

Mr. Cullin. 1 do not know how you make that out, Mr.
Chairman, because the gentleman's complaint is on ac-

count of their long hours for the Pacific coast. We haven't
those hours here. They have four and five mates there,

lie tells you. But we haven't those conditions here, those

long watches, and we haven't the four and five mates.
1 am only talking for the towboats. I have said that

before. I am not talking for the steamships. You have
other men here, other gentlemen who run steamships, who
can answer in regard to that.

The Chairman. You have only two watches here, have
you not?

Mr. Cullin. That is all, sir.

The Chairman. Of six hours on and six hours off?

Mr. Cullin. Yes, sir. And Ave are lying in port more
than one-third of the time.

Here is one of our ocean-going tug captains. I wouhi
like you to call him.

The Chairman. I was not referring to tugs when 1

made those remarks a moment ago. I referred to steam-

ships in general.

Mr. Cullin. But I am not talking for steamships; I

am talking for our tugboats. That is why I should say

the tugboats should be excluded, because we require a
different class of men.
A man who is able, and who has a license to take one

of our tugboats on her run, say, a master or first-class

pilot—that man can take that boat from Baltimore to

Boston, but he could not go on an ocean ship as a second

mate even
;
yet he can take that tug. His license calls for

a pilot.

I'he' mates are a different proposition. We must have

a pilot's license for the waters in which our boats run.

AVe carry a pilot with license equal to our master in case

something happens.

You put a mate on our tugboat, and the captain could

not leave him ; if you had a half dozen mates, he would
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have to stay there, unless he had the indorsement as a

pilot over the route in which he was running.

The Chairman. Yes; you are right about that.

Mr. Cuilin. That is why we are asking that you ex-

clude our towboats. We are lying in port one-third of our

time, and it is not a hard proposition.

Look around at all ot us who have followed the business,

and there is not a delicate or weak-looking one in the

bunch; and a great many of us, Mr. Chairman, started at

this business and stood our 6-hour watches when we handled

those boats by hand power. We had no steam power.

There are very few boats to-day that steer with steam

power.
The Chairman. Well, the question recurs. Captain

—

whether you call them mates or pilots—that a pilot navi-

gates your ship. If a pilot navigates your ship, why should

he stand a G-hour instead of a 4-hour watch?
Mr. Cuilin. Mr. Chairman, we run on inland waters;

that is, when we have good weather. When we have bad

Aseather we are lying in harbor. More than a third of

our business is on inland waters; and when the weather

is bad we are lying in harbor, and we do not need any
other help on our boats.

Mr. Fiynn. May I ask a question?

The Chairman. Yes; if you have no objection, Captain?

Mr. Cuilin. No.

Mr. Flynn. I would like to ask Capt. Cuilin if he

has ha,d any seagoing experience; if he has had any ex-

perience other than as master of ferryboats.

Mr. Cuilin. How is that?

Mr. Flynn. I would like to ask you if you have had any
seagoing experience, than as captain of a ferryboat?

Mr. Cuilin. Oh, yes. Do not ask such a foolish ques-

tion.

Mr. Flynn. I asked you because I wanted to get a

little information.

Mr. Cuilin. Y^ou know^ it without asking.

Mr. Flynn. I do not know it.

Mr. Cuilin. I am telling you.

Mr. Flynn. Have you been master of any of these tug-

boats yourself?

^Ir. Cuilin. Yes, sir.

Mr. Flvnn. You have?



App. 132

Mr. Cullin. Yes, sir.

Mr. Flyni]. In the same companies joii are now em-
ployed by?

Mr. Cullin. No, sii'.

Mr. Flynn. You do not know anything about those

conditions, except from hearsay?
Mr. Cullin. Oh, yes; I know all about them from prac-

tical experience, not hearsay.

Mr. Furuseth. May I now ask the gentleman a couple

of questions?

Mr. Wescott. Mr. Chairman, it is necessary on towboats,

in other waters than inland waters, that their mates shall

have license as mates.

Mr. Cullin. I hope you do not agree with Mr. Wescott
on that point, because he knows he is absolutely not telling

you the truth, and you can find that out from the super-

vising inspector general.

Senator Burton. What do you say about the license for

pilots and masters?
Mr. Cullin. All that it requires is a man to have a

pilots license for this entire coast.

Senator Burton. How far out can he go on that?

Mr. Cullin. On sounding.

The Chairman. I will tell you how the matter strikes

me, Senator Burton. You may be right about not requiring

three mates for those boats, but you should have three

pilots. If they are the navigating officers, I think the same
ground exists for dividing them into three watches as it

does for the mates. That is the point that strikes me.
Mr. Cullin. If we were running regularly, no matter how

the weather might be, it would be a different proposition,

but we can not run in bad weather; we have to go into

port and have to stay in harbor when bad weather is going

on. That is the difference between running that class of

boats and running a steamship. With a steamship, you
I'un no matter how the weather is; but we can not take our

boats out in any kind of weather, because we have to tie

up in bad weather.

The Chairman. I can see the ground for your point,

that you should not have three mates; but that would not

apply to having three pilots, for the reason that your pilots

occupv on your boats the function of mates on other boats.

Mr.V^ullin. That is right.
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The Chairman. That is the way I understand it. And
then the question recurs, the same as it does in the other
case, and that is, whether 8 hours out of every 24 is not
enough.

Mr. Cullin. That would be a hard matter to legislate

for, so far as our towboats are concerned, because we are
lying in harbor so much of the time; we are lying in more
than a third of our time.

Here is a captain who can tell you the exact situation.

He holds an ocean-going license to go anywhere all over
the world, and he has obtained that license by working his

way up from the deck.

The Chairman. I can see the injustice in your case of

requiring three mates, but it is not so palpable in regard
to requiring three pilots (pp. 140-142).
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S. 136

SIXTY-THIRD CONGRESS, SECOND SESSION

HEARINGS BEFORE COMMITTEE ON MERCHANT
MARINE AND FISHERIES.

FEBRUARY 24, MARCH 5-13, 1914

THE SEAMEN'S BILL

(By S. 136 it was proposed to divide sailors into two
watches and tiremen, etc., into three watches.)

STATEMENT OF MR. W. D. HAMILTON, OF CHICAGO,
ILL., SECRETARY OF THE LUMBER CARRIERS'
ASSOCIATION OF THE GREAT LAKES.

^'Mr. Burke. Don't the unions object to you working their

men over 10 hours a day and in some cases more than 8

hours a day?
Mr. Hamilton. No, sir. Up to some matter of three or

four years ago we had a mutual agreement with the fire-

men's organization. On all the boats of our class we carry

two firemen that stand six hours' watch, six on and six

otf. In other words they work 12 hours. And there was
never anv complaint; they never asked us for a third man"
(p. 138).^

STATEMENT OF MR. V. A. OLANDER, SECRETARY
OF THE LAKE SEAMEN'S UNION, CHICAGO, ILL.

* * *

^^Mr. Olander. Now, on the subject of three watches—for

oilers and water tenders and for firemen—I have just this

to say: For a number of years the representatives of some
of the largest shipping interests on the Lakes have been

appearing before this committee and arguing, in many
instances, that it was practically impossible to operate

their vessels with such a system of watches for those

men, and that at any rate it was not necessary.

At the Senate hearings a year ago last December the

marine tiremen on the Lakes were represented by a man
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who knew that busineiss thoroughly, and he exposed the

conditions under which those men work, giving a V(m y clear

explanation of the matter.

As a result of that exposure, the largest shipowners'

association on the Lakes—the Lake Carriers' Association

—

decided it would be wise to inaugurate the three-watch
system for firemen, which they had been saying for a long

time they could not operate under. They did so; they

inaugurated the three-watch system for tiremen last spring,

and all last season it worked along tirst rate. There is

no reason why it should not be applied to the men in the

engine room as well, and there is no reason, from my point

of view, why it should not be applied to the men in the

vessels of the other associations up there, just as well as

it has applied to those men. And since they have in-

augurated that S3^stem, there is no reason why a law
should not be passed that will require them to continue it.

I believe that each of those who have testified objected

to the clause, or part, of the bill which provides that

seamen serving in one department of a vessel shall not

be required to do duty in another department except in

emergencies.

Now, the reason why they object to that and why the

objection comes so strongly from the Lakes is because there

is a practice existing up there that you will find nowhere
else in the wide world—that of shipping men and boys

as deck hands, working them as deck hands only when
in port, and .using them as coal passers most of the time

when navigating.

The men shipped in that position on the Great Lakes are

almost invariably inexperienced men or boys. There are

quite a number of very young men and boys shipped up
there in that position who get their first taste of sea life

in that way. They go into the shipping offices of that

big shipowners- association, the Lake Carriers' Association.

They are told that they are going to be given employment
as deck hands. They go down to the ship believing that

they are going to work out in the open air—going to sea

to work out in the open air—and that is what they want
to do.

And while they are in port the}^ do work on deck and do
deck hands' work. But the moment that vessel leaves port,

the moment she gets outside of the piers, a majority of
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six—are compelled to go down into the fire holds and pass
coal to the firemen, subject to being called on deck for any
emergency which the deck officer mav feel that he needs
them tor" (pp. 347:^48).

* -x- *

"Mr. dander. They have the general care of the ship

—

general ship's woi-k, and plenty of it. Let me say that after

the passage of Hardy Act last spring a number of ship
owners on the lakes evidently seem to feel that section 3
of that act regulating the hours—section 3 does not require
the three watches, but regulates the hours of the licensed
oflicers—miglit apply to the lakes. They put on extra

men on that account, a boatswain, they added him to the

crew. At the same time our exposure of the conditions
under which the deck hands and coal passers worked and
of the conditions under which the firemen worked, in-

duced them—and I presume the further fact was that
a number of Senators had told them that the three watch
system of firemen was going into the law—induced them
to apply the three-watch system to the firemen. When
they put on the extra firemen they took, in some cases

for half of the trip and in other cases for two-thirds, the

deck hands out of the fire hold entirely and did not use

them as coal passers except for a short period during
the trip.

Now, that added five men to the deck crew, and those

five extra men find plenty of work to do on those ships.

That is the way they ought to be manned as a minimum.
There is all kinds of work to be done there. The deck
hands should not be used as coal passers" (p. 361).

* * *

"Mr. Edmonds. What do you cjill a day's work on the

Lakes now?
Mr. Olander. Twelve hours a day at sea. Ten hours

a day in port, after which the crew must do the necessary

shifting and take off or put on the hatches. It may mean
all the way up to 12 or 13 hours as a regular day—up to

24 hours.

Mr. Edmonds. You have divided it into two watches?
That would make the work 12 hours a day?

Mr. Olander. Nine hours a day in poi*t is what the bill

provides for.
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Mr. Edmonds. Is not that exactly what they have on the

Lakes now?
Mr. dander. No; that is not what they have on the

Lakes now; 10 hours is the shortest time.

Mr. Edmonds. There are no working hours there at all,

virtually, I suppose?
Mr, Olander. That is about the situation; there is no

general rule.

Mr. Edmonds. Are not there times, when out at sea,

when they get time to rest up?
Mr. Olander. It is six hours on and six hours off.

Mr. Edmonds. Are they always working during the six

hours on?
Mr. Olander. Yes'- (p. 384).
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H. K. 12109

SIXTY-TPIIRD CONGRESS

HEARINGS BEFORE THE COMMITTEE ON
MERCHANT MARINE AND

FISHERIES.

MARCH 11), 11)14.

"xV bill to better regulate the serving of licensed officers

in the Merchant Marine of the United States and to pro-

mote safety at sea."

^'STATEMENT OF CAPT. WILLIAM A. WESCOTT,
OF SAN FRANCISCO, CAL.

The Chairman. What is vour official connection, Capt.

Westcott?
Capt. Westcott. I represent the Masters, Mates, and

Pilots of the Pacific, and the Neptune Association of New
York, in this legislation ; and I also desire to state that

it has been indorsed by the Marine Engineers^ Benevolent
Association, at their annual convention held in this city

in January, 1914'- (p. 3).
* * *

Capt. Westcott. In section 4448, the only amendment to

that section of the bill is that it would make it compulsory
for a licensed man to report all violations of law or de-

fects in the vessel or her equipment. Section 2 of section

4449 in the bill was intended for section 2 of section 4448
of the bill; the printers transferred it over by mistake.

Section 2 states that *the inspector who receives informa-

tion from any licensed officer who is employed on any
vessel as to defects in such vessel or her equipment, or

that any provision of this title has been violated, such in-

spector, or supei*vising inspector, shall refuse to impart the

name of any such licensed officer or the source of his in-

formation to any person other than his superiors in the

Steamboat Inspection Service, and any inspector or super-

vising inspector violating this section shall be immediately
dismissed from the service.'
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Mr. Hardy. Now let me get that so it will be clear.

Under the present law, if an officer on a vessel makes a

report of its defects, the man to whom he makes the report

as is his duty under this law, reveals the source of his

information, which may operate to the detriment of the

man making the report as his duty requires. And your

amendment in that respect is intended to shield and pro-

tect the officer who does his duty and makes report of de-

fects, and to prevent or prohibit the party to whom he re-

ports from divulging the source of his information. That

is the purpose of it, is it not?

Capt. Westcott. That is correct.

Mr. Hardy. Now, will you state Avhy you desired to in-

corporate that?

Capt. Westcott. Mr. Chairman and gentlemen, last year

there was a violation of the officering and manning law.

The three watches were not kept on board of a steamer

that was running between the ports of San Francisco,

Puget Sound, Honolulu, and Salina Cruz. I preferred

charges. After the vessel returned, I found out about it,

and I preferred the charges in the form of an affidavit,

and filed them with the United States local inspectors in

San Francisco, and at the trial they insisted that I divulge

the source of my information, which I refused to do. One
of the inspectors then turned on me and said, ^If you will

not tell us the source of your information, I shall consider

your affidavit nothing more nor less than an anonymous
letter.'

I may as well state here that the master of the vessel

had already acknowledged that the statements contained

in my affidavit were correct. Another case

Mr. Hardy (interposing). Well why did you object to

giving the source of your information?

Capt. Westcott. Because I knew. Judge Hardy, that

if I gave the source of my information the men would be

discharged from the vessel.

Mr. Bruckner. Well, Captain, might they not liave made
a statement which was not true?

Capt. Westcott. I investigated it. If they made a state-

ment and it is not true, there is a section in the United

States statutes that makes it 'misconduct'; it comes under
the head of misconduct, and they can be punished for it. I

will quote the section:
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The local boards of inspectors shall investigate all acts

of incompetency or misconduct committed by any licensed

officer while acting under the authority of his license.

If licensed officers make a misstatement to the inspectors

they can be punished by suspension or revocation of their

license.

I will state in regard to that, Mr. Chairman, that, while

I do not wish to give names, I am willing to furnish the

chairman with the names of all parties concerned, and
the name of the vessel and all the facts, if it is the wash
of the committee. I desire to call your attention to another

occurrence about two or two and one-half years ago, a man
who had been a shipmate of mine at one time told me about

the defects in the vessel on which he was employed, and he

asked me, ^Where will be done if I go to the inspector's and
report it?' Mind you, the owners knew about the defects.

I answered ^You will lose your position'. He said, ^Well,

I do not want to do that' (p. 7-8).
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II. R. 10026

SIXTY-FOURTH CONGRESS

HEARINGS BEFORE THE COMMITTEE ON
MERCHANT MARINE AND

FISHERIES.

JANUARY 22, 23, 1916.

AMENDMENT OF THE SEAMEN'S ACT.

(A bill to relieve vessels on the Great Ljikes from the

operation of the Seamen's Act).

STATEMENT OF MR. JOHN D. BLACK, REPRESENT-
ING THE GOODRICH TRANSIT (X).

"Now, under the three-watch system the lirst watch goes

on duty at 8 o'clock in the morning; it is idle until 9.30,

when the boat starts. From 9.30 until 12 the watch does

two and a half hours' work—on duty 4 hours, 21/2 hours

actual work, one hour and a half idle. The second watch
goes on duty at 12 noon and stays until 4 in the afternoon.

The boat does not tie up at the dock in Milwaukee until

2.30 and does not leave until 4.30, so that the watch
actually works 21/2 hours at sea and is idle 1% hours. The
next watch goes on duty at 4 in the afternoon and working
until 8 o'clock at night, works actually 31/2 hours and is

idle one-half hour. Then there are the same watches from
that time until 8 o'clock the following morning, the first

watch actually working 11/2 hours after 8 o'clock at night

until they tie up at the dock at 9.30, and is idle 21/0 hours

;

the second watch is idle 4 hours, one man doing the entire

work for that watch. The second watch is then on from
4 o'clock in the morning until 8, tied up at the dock, and
one man does the entire work for that watch.

That recapitulates in this way: The actual work at sea

out of each 24 hours for the first watch is 4 hours; for the

second watch, it is 2V> hours; and for the third watch it is
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3y2 hours. Those watches are on duty, but idle, the lirst

watch, 4 hours; the second watch, 51/0 hours; and the third
watch, 41/2 hours. Each of those watches is off duty ab-
solutely 16 hours. That sums up that the grand average
of work in each 24 hours performed by each man under the
three-watch system is but 3% hours of work.
That we submit to be a hardship upon the companies

that are making the short runs. We can say it is not
necessary to the safety or comfort of the men who are
doing the work that the work should be but 3% hours and
we ask you, gentlemen, to consider that concrete proposi-
tion, which is practically the same as Mr. A^euman spoke
of, he mentioning some runs as short as Mr. Schantz's line

has.

Three-watch system in tireroom on steamship
'^Christopher Columbus- ', Goodrich Transit Co.,

Chicago.

(This steamship runs 70 days each summer between
Chicago and Milwaukee, 85 miles each way. It leaves
Chicago 9.30 a. m., arrives Milwaukee 2.30 p. m. ; leaves
Milwaukee 4.30 p. m., arrives Chicago, 9.30 p. m. ; is tied

to dock for 12 hours, repeating trip next day at 9.30 a. m.
The grand average of work performed in tireroom under
three-watch system is 3% hours per man per day.)

RECAPITULATION.

Actual work at sea (out ot each 24

hours)
On duty, but idle (out of each 24

hours

)

Absolutely off duty (out of each 24

hours

)

Grand average woik in each 24 hours ];)erfoi'med hy each

man in three-watch system, 3% hours.

Two-watch system in tireroom of steamship Christopher

Columbus, Goodrich Transit (\)., Chicago.

First
Watch
Hours

Second
Watch
Hours

Third
Watch
Hours

4 '^V2 •'{%

4 51/0 4%

16 16 l(i
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(This steamship runs 70 days each summer between
Chicago and Milwaukee, 85 miles each way. It leaves

Chicago 9.30 a. m., arrives Milwaukee 2.30 p. m. ; leaves

Milwaukee 4.30 p. m., arrives Chicago, 9.30 p. m. ; is tied

to dock for 12 hours, repeating trip next day at 9.30 a. m.
The grand average of w^ork performed in fireroom under
two-watch system is 5 hours per man per day.)

* * *

RECAPITIILATIOX.

Actual work at sea (out of each 24
hours)

On duty, but idle (out of each 24
hours)

Absolutely off duty (out of each 24
hours

)

Grand average work in each 24 hours ])ei'formed by each

man in two-watch system, 5 hours.

Three-watch system in fireroom on steamships "Alabama"
and "Virginia,'' Goodrich Transit Co.

(The steamships Alabama and Virginia are engaged in

daily opposite service between Chicago and the Michigan
ports of Grand Haven and Muskegon. Their runs alternate.

The ship from Muskegon to Chicago leaves Muskegon daily

at 7.30 p. m.', stops at Grand Haven for 1 hour 45 minutes,

and arrives at Chicago 6 a. m. next morning : s[)ends that

entire day tied to dock in Chicago. Ship that left Chicago
makes run in same time; tied all day to Muskegon dock.)

4«- * *

Ship running 8% hours per day of 24 houi-s.

RECAPITULATl OX.

First Second Third
AVatoh Watch Watch

First Second
Watch Watch
Hours Hours

() 4

6 8

12 12

Hours Hours Hon
Actual work at sea ((uit of 24

hours) 21/:; 21/4 4

On duty, but idle (out of 24
hours

)

5V2 5% 4

Absolutely off duty (out of 24
hours

)

16 16 1()

Grand average work in each 24 hours performed by each
man in three-watch svstem, 2 hours 53 minutes.
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Ml". JEardy. The effect of this amendment in section 2;
would it or not just simply be to exclude from the whole
operation of this law any regulation of the watch system
on any vessels that did not run 24 hours continuous voy-
age?

Mr. Black. I do not believe it would, Judge. It is in-

tended to apply only to the firemen, oilers, and water tend-

ers, and it is intended to apply only to boats, of course,

Avhich have a continuous voyage of less than 24 hours.

Mr. Hardy. In other words, the operation of this

amendment would be to place your vessels that did not
have longer than 24 hours continuous voyage in the same
category with vessels navigating rivers, harbors, bays, and
sound exclusively?

Mr. Black. With respect to this class of work; yes.

Mr. JEardy. So that the effect of section 2 would prac-

tically be to wipe off the statute books, as somebody said,

90 per cent of the passenger traffic on the Lakes?
Mr. Black. So far as section 2 applies to the watch

system; not so far as

Mr. Hardy. So far as it applies to anything it would
be wiped off in its application to those vessels, wouldn't it?

Mr. Black. I would not say so, because the latter part

of the section, the two or three concluding sentences, ap-

plies to different matters than a division of the watch ; for

instance, shifting the seamen to work alternately in the

fireroom and on deck and to work on holidays.

Mr. Hardy. Yes; you are right about that; that provi-

sion would still be there.

Mr. Black. And it would not in any way affect any
other provision of the laAV.

Mr. Hardy. But you would have absolutely no provi-

sion in the law for watches on those vessels that might
not run for 24 hours if this amendment were adopted?

Mr. Black. That, of course, might technically work
out; it could not practically work out.

Mr. Hardy. But it is not technically; it just simply

wipes off the watch regulation for all vessels not running

over 24 hours. It is not a question of technicality; it is

broad substance, is it not?

Mr. Black. It wipes out the regulation as it now stands

concerning three watches. Practically the work has al-

wavs been done on two watches on those short runs.



A])]). 145

Mr. Hardy. It leaves no regulation in its place, does it?

Mr. Black. 1 do not think it leaves no regulation in

its place. I can not answer that definitely, however.

The Chairman. The law requires them to be sufficiently

manned.
Mr. Black. Yes (pp. 29-33).

* * *

Mr. Black. The only point we wanted to present is

that the men did not have very arduous work, and are not

at sea except for the times I have stated—in one case 2

hours and 53 minutes out of 24 and in the other case a

little over 3% hours.

Mr. Leckie. I have here a short brief; if I may hand
it to the stenographer, to go into the record, I would be

very much obliged. That coveis our case from the Lakes.

I understand there are some men from the Atlantic coast

that want to be heard.

( The brief referred to follows :

)

We respectfully request your support of a bill introduced

in Congress and known as H. R. 10026, amending the rigors

of the seamen's bill (S. 136) in three particulars only as

to the Great Lakes

1. Abolishing the three-watch system on short runs.

2. Establishing a 10 mile-from-shore classification.

3. Permitting certificated lifeboat men to be used when
able seamen are not obtainable.

AVe herewith submit briefly a few reasons why we re-

quest your support to these amendments:

First, to abolish the three-watch system on short runs:

The bill makes it obligatory to divide the firemen, oilers,

and water tenders into three watches while at sea. Un-
doubtedly the bill was intended to apply to long, continu-

ous runs, first, because rivers, harbors, bays and sounds are

exempt from this provision; second, the bill provides that

the three-watch system shall be effective while at sea ; third,

on many of the Great Lakes passenger lines the runs are so

short and the time in port so long that it makes it imprac-
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ticable, if not impossible, to divide the men into three

watches while at sea. On the other hand, if the men are
divided into three watches throughout the entire 24 hours,

one or other of the watches will be on duty only a few
minutes while at sea (pp. 39-40).

Respectfully submitted

GREAT LAKES PASSENGER LINES
ASSOCIATION (p. 41).

* * *

(Hon. William i\ Redfield, Secretary of Commerce, sub-

mitted the following for the record:)

Department of Commerce
Office of the Secretary,

Washington, June 29, 1916.

My dear Congressman : On looking over the testimony
of Mr- Andrew Furuseth, presented to your committee on

June 22, in connection with H. R. 10026, a bill to amend
sections 2, 13, and 14 of an act entitled ^An Act to promote
the welfare of American seamen', etc., approved March 4,

1915, I find the following:

^There have been suggestions here that the department
deal with those things. To that I say, God save us from
that. There is nothing that the department can do, so

far as I know, for the shipowner that they are not willing

to do up until very lately. We can not get the watch-
and-watch provisions of the law in effect, which is one
of the most important things in the law for the purpose
of safety. Within the last two months there has been a
great deal of improvement in the regulations, but there

are many of them that have not yet been touched.

'I do not blame the department very much for it, be-

cause this is new matter, and the department is feeling

its way. But where there is an opportunity and they

can persuade the department of certain things of course

it goes.

'With reference to the watch-and-watch question, a
ruling has been sent out that you can divide the crew in

three, just as they did on this particular steamer on the



A])]). 147

Lakes and carry so many men in the daytime and so

many men in the nighttime; the watch-and-watch provi-

sion is four hours on and four hours oft. That is under-

stood to be the sea watch throucjhout the world.'

One not knowing the facts would naturally infer from
the above that in the administration of the seamen's act the

department has extended favors to shipowners. This is

wholly untrue. All of the rulings of this department in

connection with the seamen's act have been issued after

careful study and advice by the legal advisers of the de-

partment after consulting the congressional debates on the

subject, and for the single, sole, and impartial purpose of

its proper enforcement and without the (juestion of favors

to anyone entering therein.

In regard to the matter of the division of watches under
section 2 of the act, I enclose you a copy of a letter dated
March 7, 1916, addressed to Messrs. Harr & Bates, attorneys

at law, Washington, I). C, in which is incorporated the

ruling of the dei)artment as to the division of watches.

Further on in Mr. Furuseth's testimony the matter of the

construction of section 13 of the seamen's act, in so far as

it relates to the language test, came up. In order that you
and your committee may be advised as to the ruling of the

department upon this section I enclose a copy of circular

265, dealing therewith. I respectfully ask that this letter

and the ruling of the department regarding sections 2 and
13 inclosed be printed as part of the record of the hearing
of your committee on the said bill H. R. 10026.

Very truly yours,

WILLIAM C. REDFIELD,
Secretary.

Hon. J. W. Alexander,
House of Representatives, W^ashington, I). C.
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March 7, 1916.

Gentlemen : I am in receipt of your letter of March 3,

1916, requesting the department's interpretation of the fol-

lowing clause appearing in section 2 of the act of March 4,

1916, the seamen's act

:

^The sailors shall, while at sea, be divided into at least

two, and the firemen, oilers, and water tenders into at

least three watches, which shall be kept on duty suc-

cessively for the performance or ordinary work incident

to the sailing and management of the vessel.'

In reply thereto I beg to advise you that the clause in

question contemplates only equality in the length of time
of the required watches and does not prescribe that each
shall consist of an equal number of persons. Its purpose
is to insure equal watch hours to all employees irrespective

of how the^^ may be divided as to number. In other words,
if there are 10 sailors they must be divided into at least

two equal watches as to time, but not as to number; i. e.,

seven may serve in one watch and three in the other. The
same applies to the watches prescribed for the firemen,

oilers, and water tenders. The division as to numbers is a
matter to be determined by the offlcers of the vessel.

Very truly yours.

>

Secretarv.

Messrs. Harr & Bates,

Attorneys at Law, Washington, D. C. (pp. 128-129)
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H. R. 8036

SIXTY-FOURTH CONGRESS

HEARINGS BEFORE THE COMMITTEE ON MER-
CHANT MARINE AND FISHERIES

APRIL 6, 1916.

TO REGULATE THE OFFICERING AND MANNING
OF VESSELS.

(By H. R. 8036 it was attempted to amend R.S. section

4463 and the Act of March 3, 1913, by requiring not only

one licensed master but also one licensed chief engineer

and by requiring not only three licensed mates, who should
'stand in three watches, but also three licensed engineers

who should stand in three watches).

STATEMENT OF MR. T. L. DELAHUNTY, OF NEW
YORK, N. Y., REPRESENTING THE NEW YORK
BUSINESS MEN'S ASSOCIATION.

'•To show you the inconsistency, Mr. Chairman and gentle-

men of this committee, where there is really no manual
labor required from the other end of the vessel, under
subsection 3 of the Revised Statutes, section 4463, where
the conditions remained the same, to show you the atti-

tude of our employers, at the very time they were turning

to and establishing the three-watch system the local in-

spectors along our coast were reducing the number of

engineers from four to three, but the companies did not

reduce the engineers only when they were unable to turn

to and get one without holding the ship up for possibly

half an hour. We asked the reason why. 'We have no
idea, Mr. Delahunty, of reducing the number of engineers,

and we know they are kept on the jump once in a while.'

But there is no standard, I want to bring out. And we
ask in that section or clause of the bill, or that paragraph
of the bill, to give us the same consideration that has been

given to the other end of the vessel. We think we are

fair in asking that. I mean the 1-hour law or the 13-hour

ruling which has the force of law ; having been approved by

the board of supervising inspectors, the Supervising Jn-
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spector General, and also approved by the Secretary of

Commerce, it now has the force of law.

We have evidence here, documentary evidence, where one
of the early speakers of the forenoon, of one of the boats
of his line having been fined, and I have the opinion ren-

dered by Judge Hough in the United States court:

WEARY MAN A MENACE TO LIFE, COURT SAYS.

Decision against tug owners for violating 'double-crew' law is sus-
sustained. 'It is a matter of common knowiedc,a^,' wrote Judge Hougli
in a decision filed in the Federal district court yesterday, 'that

safety in anything that requires human effort depends in the last

analysis on the human being.'

A weary man is infinitely more dangerous than a defective pipe
or an obscure light, because he is unfit to discover the unfitness of

the inanimate object.'

Judge Hough's decision was one in which he sustained the lower
court in a suit brought by the Government against the owners of
the tugboats Union and Dalzelline for penalties for alleged repeated
violations of the 'double-crew' law on vessels navigated for more
than 13 hours consecutively.
Judge Hough ordered that a penalty of $500 against each tug shall

prevail with costs. The case is an outcome of the tugboat men's
strike of 1909. when there were complaints of violations.

Mr. Moran. May I interrupt, Mr. Chairman, for a mo-
ment to state that we would be glad to have the entire

opinion as rendered by Judge Hough put into the record

and not merely the section of it which the gentleman just

read?
The Chairman. Can you not furnish us with a reference

to the opinion?

Mr. Gibson. We have it right here.

Mr. Dalzelle. If the chairman will permit, I have a copy
of the opinion here and will be glad to leave it with you. It

is the section which says

:

Indeed, penalties of the nature now before me can be created by
the master deliberately running over the 13 hours, for section 4499
has no reference to intent. Such a system is an invitation and in-

centive to what, in popular parlance, is called 'blackmail'" (p. 50).
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H. K. 12396

SrXTY-BTXTH rONGREHS

HEARINGS BEFORE THE BUBOOMMITTEE ON MER-
CHANT MARINE AND FISHERIES.

MAY 19, 1920.

AMENDMENT OF THE SEAMEN'S ACT.

(H. R. 12396 sought to relieve vessels on the Great Lakes
on short runs from being required to divide sailors into two
watches and firemen into three watches).

STATEMENT OF MR. THOMAS CONWAY, 701 MAIN
STREET, BUFFALO, N. Y., SECRETARY OF THE
MARINE FIREMEN, OILERS, WATER TENDERS
AND COAL PASSERS, AND VICE PRESIDENT
OF THE INTERNATIONAL SEAMEN^S UNION.

'^Mr. Conway. I just wish first to take up the question

here of section 2, ^all merchant vessels of the United States

of more than 100 gross tons', putting back the firemen and
oilers onto the watch and watch, or, in other w^ords, 84
hours a week.

Gentlemen, a fire hole is not a very comfortable place.

The handling of coal, the shoveling of coal and the burning
of coal in a fire hole of a steamboat is exceptionally hard
work. The heat, the handling of the coal and the other

conditions such as dust and every other thing that enters

into it makes it hard, and this contemplates to have men
work 84 hours a week under such conditions.

Mr. Scott. How do you get that?

Mr. Conway. Seven times 12 is 84.

Mr. Scott. Where do you get your 12?
Mr. Conwav. Watch and watch; six on and six oil"'

(p. 13).



"Mr. Conway. 1 can show you one in Chicago, and it' you
stay four days on her there is a bonus; if you fire that
boat for four days you get a bonus. Sure you can pick

out little exceptions. But take Cai)t. Simpson's boats (he
is the shore captain of that line), the Eastern and Western
States. AVhat happens? After getting the seaman's law
adopted by Congress, the House of Representatives and the

Senate, and the President signing it, and getting a three-

watch system, Capt. Simpson's company comes along and
they say, ^Well, the three-watch system is so and so'; not

3 on and 6 off, nor 4 on and 8 off, but, gentlemen, 8 on
and 16 off. The President of the United States and both
Houses of Congress said that six hours continuous in a
fire hole Avas too long, but Mr. Shontz and the D. & C.

Line people said, ^Mr. President and Mr. United States

Congress, you are all wrong. I know that eight hours
is the right time.' And they work the men on the Eastern
and Western States right to this day—8 hours on and
16 off; two men on watch in port and four outside. We
had those boats tied up if we wanted to be unfair or

wanted to take advantage of that and could have forced

them to do it; but we do not do those things. We try

to get them convinced it is wrong, and we try to get them
to obey the law and hope eventually we will be able to

do so" (p. 15).
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H. R. 3716

SIXTY-SEVENTH CONGRESS

HEARINGS BEFORE COMMITTEE ON MERCHANT
MARINE AND FISHERIES

MAY 2-9, 1921.

AMENDING SECTIONS 2, 13 and 14 OF THE
SEAMEN'S ACT.

(By H. R. 3716 it was proposed that vessels of more than

100 gross tons, on a continuous voyage of sixteen hours or

more, sailors, oilers and water tenders at sea be divided

into at least two watches and the firemen into at least

three watches, to be kept on duty successively.)

"STATEMENT OF MR. ANDREW FURUSETH, PRESI-
DENT OF INTERNATIONAL SEAMEN'S UNION
OF AMERICA.

''Mr. Furuseth. Now, then, gentlemen, section 2 changes

the present law so that on the Lakes, on the Pacific, on
the Atlantic, in the coastwise trade, there is no necessity

for any more tlian two watches on any but a very few

vessels, because there are no vessels except a few. There

are only a few vessels that do travel any greater distance

than they can travel in 16 hours on one steady run, one

steady, continuous run. That has been exx)lained here as

to what that means.
And I want to say that the shipowner construes these

things, and the court construes them, and the court takes

this view, as a usual proposition. They give the con-

struction that is most favorable to the shipowner, unless

Congress has been absolute and definite in its statement.

Two times the Supreme Court did that with reference to

the seamen's act, and then Congress amended it so as to

show what they had intended.

Now, then, let us see that section 2. For one year or

two years, the sailors have had three watches. Before

that they had two; before that we had none. As a matter
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of i'act, we have never had the watch j)rovision of the
seamen's act carried out enough.

I have got a Senate document here on the question of

wages and watches. The law says that the sailors shall be
divided into at least two watches, which shall be on deck
successively for the usual work of operating the vessel.

Now, whenever there is any danger to the vessel the sailor

works night and day until he drops, and everybody on board
ship does it, and has to do it, because he is fighting for his

life, fighting for the preservation of the property, and there

is not any question about hours or labor in that case. But
in the common, every day work of handling the vessel 12

hours, 7 days in the week, 84 hours a week—that is the

sailor. Three watches, 8 hours a day. 56 hours a week for

oilers, water tenders, and firemen—that is the present law.

Through arrangements with the shipowners we got three

watches. We have had them for a year and a half, or about
20 months. That is to be taken away. All right. This

bill proposes to put the oilers and water tenders who are

in the fireroom and engine room on the same hours of

labor as the sailor, 12 hours a day, 84 hours a week, in

the fireroom and the engine room. That is the amendment
to section 2'' (pp. 410-411).
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IT. K. 834S

H. li. 7971)

SEVENTY-THIRD CONGRESS, SECOND SESSION.

HEARINGS BEFORE THE COMMITTEE ON MER
CHANT MARINE, RADIO AND FISHERIES.

:\IARCH 21-22, 1084.

REGULATING LICENSED OFFICERS AND HOURS
OF LABOR ON VESSELS OF CERTAIN TONNAGE.

(H. R. 3348 proposed to amend the Act of March 3, 1913

as amended by the Act of May 11, 1918, by providing that

every vessel over one thousand gross tons on the Great

Lakes have on board three dnly licensed pih)ts exclusive

of the master who shall stand in three watches.

H. R. 7979 proposed an amendment to R. S. section 4463

as amended by the Act of May 11, 1918 by requiring that

vessels have on board a duly licensed chief engineer in

addition to a master and that vessels of a certain size

have three licensed assistant en^neers in addition to three

licensed mates who should stand in three watches).

^'Mr. George Parson,

Director Bureau of Marine Development,

United States Shipping Board, Washington, D. C.

Dear Mr. Parson

:

I am grateful to you for copy of the Sweeney bill ( H. R.

3348) to require a third mate on Lake vessels, which ac-

companied your letter of March 31, and I also ap[)reciate

the interest which prompts you to ask us for our opinion

as to its merits and its desirability.
* *

The employment of a third mate would necessarily lead

to the establishment of the three-watch system throughout

the deck department, thus adding matei'ially to the crew

now carried, and increasing food costs correspondingly.

(Signed) GEO. A. MARR, Vice-President" ( pj). 3-4-5).
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^^dp:partment of commerce,
office of the secretary,

Washington, March 27, 1934.

Hon. S. O. Bland,
Chairman Committee on Merchant Marine, Radio, and

Fisheries,

House of Representatives, Washington, D. C.

My Dear Mr. Chairman: Reference is made to H. R.

7979, being a bill ^To amend section 4463 of the Revised
Statutes of the United States, as amended by the act of

Congress approved May 11, 1918.'

For the further information of the committee in connec-

tion with the passage of the above bill, I am enclosing

herewith a memorandum from the Assistant Director,

Steamboat Inspection, of the Bureau of Navigation and
Steamboat Inspection, this Department, in which I concur.

Sincerely yours,

DANIEL C. ROPER, Secretary of Commerce.

The Secretary of Commerce : Referring to request for

my views in connection with bill H. R. 7979, to amend sec-

tion 4463 of the Revised Statutes of the United States,

as amended by the act of Congress approved May 11, 1918,

you are informed that I have reviewed the provisions of

the bill, have compared it with the existing law, and I be-

lieve that better and more constructive results may be

obtained, if the law is to be amended, to have it so amended
as to place the authority for the necessary regulations in

the hands of the Board of Supervising Inspectors of Steam
Vessels. At the present time, the local inspectors of steam

vessels have original discretion in the matter of indicating

the officers and crew that are required on a vessel, as well

as the number of hours those officers and crew may be

worked, within certain limitations. To make the officering

of vessels and the length of hours of labor mandatory, cer-

tainly you will cover vessels that should be exempt or dif-

ferently regulated. By placing the authority with the

Board of Supervising Inspectors, this Board will be able

to consider the matter from every angle, including the class

of vessel, the purpose for which used, the waters navigated,

and the conditions in connection with her navigation. The
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l^oard will also be able to ehaiige its i-egulatioiis in order to

meet changing conditions. It can be argued, of course,

that this authority is now vested in the boards of local in-

spectors, but they do not act as desired. This is true with

of course this difference, that you have 47 different boards

of local inspectors scattered throughout the United States,

Alaska, and Hawaii, these inspectors being really in the

midst of the conditions which they control, whereas the

Board of Supervising Inspectors would look at the situa-

tion with all of the knowledge of the local inspectors but

with a detached view. The placing of this authority with

the Board of Supervising Inspectors will also be con-

sistent with the policy that we are endeavoring to follow,

and which has been followed in putting authority, insofar

as regulations covering boilers and machinery are con-

cerned, with the Board of Supervising Inspectors.

However, should it be concluded that the bill as written

is to be considered, then I' would suggest, in view of the

many controversial features of the bill, that a hearing be

granted all interested persons. At the hearing should be

represented the steamship companies and the labor organi-

zations.

I). A. HOOVER, Assistant Director" (p. 5).

^•STATEMENT OF EDWARD S. SMITH, NATIONAL
ORGANIZER, MASTERS, MATES, AND PILOTS,
CLEVELAND, OHIO.

Ml-. Smitli. Under the existing law, these boats on the

Lakes now carry two pilots, or mates, as they are desig-

nated. They carry pilot's licenses, but are designated as

mates. They stand in watches of 6 hours each, that is, 12

hours in each 24, and for 7 days a week, which makes their

minimum work week 84 hours and in numbers of cases it

exceeds this.

Now, under H. R. 3348 we will have three men aboard
each boat who will stand an 8-hour watch out of each 24,

which will reduce the work week to 56 hours and will give

employment to one more man on each steamer of over 1,000

gross tons.

The Chairman. Boats of 1,000 gross tons?
Mr. Smith. Over 1,000 gross tons. On boats under 1,000

gross tons, some of tliem at the present time only carry one
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mate, and that would also give them an extra mate, but we
are thinking more partieularly of the larger boats of over
1,000 tons.

The Chairman. Does this affect the crew at all? What
crews do those vessels carry?

Mr. Smith. They carry from about 26 to 32 men.
The Chairman. Has tliis any reference to the crews?
Mr. Smith. Well in reference to the licensed deck

officers; yes.

The Chairman. What licensed deck officers are there on
those boats?

Mr. Smith. At the present time they carry a master and
two pilots in the forward end.

The Chairman. A master, two pilots, and what?
Mr. Smith. In the navigating end of the ship.

The Chairman. The statement was made by Mr. Sweeney
that one of the purposes is to increase safety at sea. In
what respect will safety be increased?

Mr. Smith. In the respect that under this 12-hour watch
system a man does not get his proper amount of sleep and
it is oftentimes that he is drowsy and in the close waters
up there it is a pretty serious thing to drowse off.

* *

The Chairman. And this affects one man on each boat,

does it?

Mr. Smith. Yes, sir.

The Chairman. You say it requires one additional man
on each boat?

Mr. Smith. One additional man on each boat.

Mr. Lehlbach. How long are the runs?
Mr. Smith. Well, the runs vary. I think the longest

runs are about a thousand miles and the shortest runs
would run maybe a hundred miles.

Mr. Lehlbach. That is a thousand miles without touch-

ing port?

Mr. Smith. Oh, they may make stops, but only for fuel,

just stopping to unload and to load again.

Mr. Lehlbach. They do not stop for hours at a time?
Mr. Smith. No; these boats are seldom in port over 12

hours at any one time. In fact, it is usually much less

than that.

Mr. Edmonds. This man would take the place of a
mate?
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Mr. Smith. Yes, sir.

Mr. Edmonds. That would increase the maters pay,

would it not?
Mr. Smith. One mate's pav ; ves, sir.

Mr. Edmonds. That is all?

Mr. Smith. That is all.

Mr. Edmonds. Did you say there is a law at the pres-

ent time that regulates the mates on the Great Lakes?
Mr. Smith. At the present time, under the existing law,

they are only required to carry two mates.

Mr. Edmonds. Where is that law? It is not in this

section.

Mr. Smith. I believe the law says it is left at the discre-

tion of the Steamboat Inspection Service, and the Steam-
boat Inspection Service has never seen fit to put more
than two on.

* * *

Mr. Lehlbach. This H. R. 3348 refers only to the Great
Lakes?

Mr. Smith. Yes, sir; while in H. R. 7979, it takes in

both the engineering department and the navigating de-

partment, and also has a clause stating that it is not to

put on the extra man unless the vessel is engaged in a run
of 250 miles from the port of departure to the port of final

destination, and it is not exclusive to the Great Lakes.
* * *

The Chairman. Is H. R. 7979 so all-inclusive that it

would dispense with II. R. 3348?
Mr. Smith. Well, it seems to cover the ground pretty

thoroughly, except, in H. R. 3348 we made no provision of

250 miles from port of departure to port of destination,

because we have vessels up there where the men are actu-

ally worked harder on the short run than they are on the

longer runs.

The Chairman. You are seeking both bills, then?

Mr. Smith. I originally came down for H. R. 3348, but
II. R. 7979 includes the engineering personnel as well as

the deck personnel.
* *

Mr. Smith. Well, in asking for this extra man, we took

into consideration the fact that we are trying to put more
men to work, for one thing. Another thing is to cut down
the hours of labor. Very often a man is called upon to
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stand watch or to work outside of his watch, which
naturally brings up his liours of labor in some cases as

|

high as 100 hours a week and even on the vessels where
they try to stay very close to a 6-and-6 watch, very often

they put in 90 hours a week. Now, a man who has only
got 6 hours for rest, 1 hour off of that makes quite a bit

of difference and I can speak from experience that, as a
mate cm those vessels, oftentimes you did not get over 3

hours- sleep. You were trying to sleep while the vessel

was loading, and unloading, and the noise, and so forth,

kept you from getting your sleep" (pp. 6-7-8).

"STATEMENT OF CHARLES M. SHEPLAR, NATION-
AL MARINE ENGINEERS BENEFICIAL ASSO-
CIATION, WASHINGTON, D. C.

Tlie Chairman. You might address vour remarks to both
bills.

Mr. Sheplar. I am not familiar with H. R. 3848; I

have never read it.

My name is Charles M. Sheplar; I am president of the

National Marine Engineers Beneficial Association, Wash-
ington, D. C.

Mr. Chairman and members of the committee, the pur-

pose of this bill is to increase employment and establish

an 8-hour day in the marine industry and stop the unrea-

sonable status of am 84-hour week aboardship. The need
of the country at the present time is the reemployment of

Avage earners. Many licensed officers have had little em-
ployment in the past 4 years.

* *

The Chairman. How do these watches operate?

Mr. Sheplar. At the present time?
The Chairman. Yes.

Mr. Sheplar. Six hours on and six off, generally, with

the exception of ocean and sea-going vessels which, as a
rule, operate 8 hours; that is, 4 hours on and 8 off—three

watches. There are some boats on the Great Lakes, per-

haps 35 of the bigger boats, or more, from 35 to 40 of the

larger boats of the Great Lakes Carriers' Association, that

are (rarrying three watches at the present time. Outside of

tliat, tlie men are working 12 hours.

The Cliairman. How does it operate on the hours; what
hours are they on and what off?

Mr. Sheplar. They are on 4 hours and off 8'' (pp. 10-11).
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^'STATExMENT OF WILLIAM KELLY, SECRETARY
(CLEVELAND MARINE ENGINEERS BENEFICIAL
ASSOCIATION NO. 2, CLEVELAND, OHIO.

Mr. Kelly. My name is William Kelly, 210 Blackstoiie

Building, Cleveland, Ohio. I am secretary of the Cleveland

Marine Engineers Beneficial xAssociation No. 2.

The Chairman. Would yon mind differentiating when
YOU are nmking your statement and say whether a^ou are

speaking of 3348 or 7979?
X- * *

The Chairman. Which bill are you talking about?
Ml-. Kelly. H. R. 7979; no other bill. It covers the

masters and pilots and the engineers on all ships above
1,000 tons. I have jotted down here just what it means.
The purpose of this bill is to reduce the working hours

of 3,000 deck and engineer officers on American ships, to

provide employment for 2,000 others and to banish the

curse of overwork from the lives of the men who* go to sea.
* * *

There are two departments on a ship—the directive and
the motive—controlled, respectively, by the master and the

chief engineer. Both officers have a number of licensed

assistant officers, known as mates and assistant engineers.

This bill is intended to improve the condition of these men.
The United States Steamboat Inspection Service de-

termines the number of officers and crew necessary for the

safe navigation of the ship. This service is in a hot spot.

The ship owner is constantly striving to reduce the number
of men for economic reasons, and the seamen's unions are
striving to increase them for humanitarian reasons. Dis-

satisfied with xjrevailing conditions 20 years ago, the

masters^ and pilots' union applied to Congress for aid, and
a law was passed providing that all ocean and coastwise

ships above 1,000 gross tons must carry one licensed master
and three licensed mates, the latter to work in three

watches of 4 hours on duty and 8 hours off'—a total of

56 hours per week. With that provision we are in perfect

accord. The Steamboat Inspection Service ruled that such
ships must carry one licensed chief engineer and three

licensed assistant engineers. The same number of working
hours is i)rovided as for the mates.

The mates, pilots, and assistant engineers on the 580
inspected Oreat Lakes ships are not protected by the
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above lueiitioned 8-hour law and, under the rules of the
Steamboat Inspection Semdce, 80 percent ot* the officers

on those ships are working the 12-hour day, or the 84-hour
week, with one master and two mates and one chief en-

gineer and two assistants. This is the condition that
this bill is intended to correct. AVe want the law that
protects the ocean and coastwise licensed officers to be
extended to protect the Great Lakes licensed officers and
to reduce the 12-hour day, that these men are on duty,

to the 8-hour day prevailing on the coastwise ships.

it is an amazing fact that when an ocean or coastwise
shij) is transferred to the Great Lakes trade, she proceeds
to the Ht. Lawrence Kiver with an ocean and coastwise
crew of »i mates and 3 assistant engineers, working 8 hours
per day. There the third mate and the second and third

assistant engineers are discharged and the shij) continues

her voyage under the 12-hour day installed on the Great
Lakes ships. The Heamens Law enforces the 8-hour day
for liremen, oilers, and coal passers on Great Lakes ships

and it is a common sight to see on nearly all such ships

the engineer in charge of the ship working 12 hours per

day and all his subordinates working the 8-hour day.

There are more than 400 inspected bulk freight ships

above 1,000 gross tons on the Great Lakes. They make 50

trips of 800 miles per trip, each season—a total mileage

of 40,000 miles. Their average time in port is 40 hours

at the northern ports and 12 hours at the southern ports.

Those mates and assistant engineers work 6 hours on

duty and 6 hours otf duty during the entire season of

8 months. This is the condition the bill aims to correct.

AVliile complete statistics are unavailable, the great ma-

jority of mates, pilots, and engineers on all ships of other

American waterways above 1,000 gross tons must work
the 12-hour day, or 84 hours per week. Against this condi-

tion we protest through the submission of the bill.

That covers the intent of the bill.

Mr. Hirovich. AVhy did not you take care of the en-

gineers when you took care of the other officers when the

bill passed Congress? Why were they originally excluded?

Mr. Kelly. 1 do not know, except the Marine Engineers'

Association did not take it up" (pp. 23-24).



App. 1G:1

H. R. 7521

SEVENTY-FOURTH CONGRESS, FIRST SESSION.

HEARINGS BEFORE COMMITTEE ON MERCHANT
MARINE AND FISHERIES.

MARCH 19-27; APRIL 30; MAY 1-8, 1985.

TO DEVELOP AN AMERICAN MERCHANT MARINE.

(By H. R. 7521 (2 drafts pp. 1041-1059) it was proposed
to amend the Seamen's Act of 1915 by requiring that
''sailors performing the duties of helmsmen and/or lookout
men, firemen, oilers and water tenders shall be divided into

at least three watches and each such watch sliall be kept
on duty successively").

'^STATEMENT OF WILLIAM KELLY, CLEVELAND,
OHIO, REPRESENTING THE MARINE ENGI-
NEERS BENEFICIAL ASSOCIATION.

H. R. 6202, by Mr. Sweeney, provides for the 8-hour day
for licensed officers on all American-inspected vessels. Com-
ment: This is most important bill before the committee.
Safety of life and property at sea depends more on the

ability and qualifications of the licensed officers than on
any other factor in the navigation and operation of ships.

To secure the best men for the service it must be made
inviting. The 12-hour day is out of date.

Forty years ago licensed officers on towboats worked
24 hours per day, catching a nap during a lull in the

operation. After a series of strikes the 12-hour day was
gained. Last year the towboat men on the Great Lakes
went on strike for the 8-hour day. They arbitrated and
a Government arbitrator made this strange decision.

These towboats are on call, and are not operated con-

tinuously. The 12-hour day stands.

Thirty years ago lake steamers of 4,500 gross tons and
2,300 horse-power engines were operated by 2 engineers

and 2 oilers working 12 hours per day. Through a strike,
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they secured a third engineer, but the shipowners forbid
them to install the 8-hour day. Last year, the licensed
officers tried to secure the 8-hour day by legislation. This
committee referred us to the shipping code. The code
failed us. We are here again to request the 8-hour day
through H. R. 6202. Do we get it? Even the shipowners
granted the 8-hour day on lake vessels above 4,000 gross
tons last year'' (p. 94).

'^STATEMENT OF HOYT H. HADDOCK, PRESIDENT
OF THE AMERICAN RADIO TELEGRAPHISTS
ASSOCIATION, NEW YORK CITY.

The Chairman. Give your name and organization to the

reporter, please.

Mr. Haddock. Hoyt S. Haddock, president of the Ameri-
can Radio Telegraphists Association, 10 Bridge Street,

New York (p. 102).
* * *

Mr. Haddock. Why shouldn't this body accept that ship

instead of the Secretary of Commerce? Why put that

I)Ower in one man's hand? I think some of those people

have a little too much power today.

Sec. 2. That licenses issued by the Bureau of Navi-

gation and Steamboat Inspection be required for wireless

telegraphers

Frankly, I do not know what the intention there is, and
it is beyond me to conceive of just what the intent there is.

Wireless telegraphers are at the present time licensed un-

der the Federal Communications Commission. It is a
competent authority, and the only competent authority

that I know of in the United States to do such work, and
I see no reason why that should be taken out of their

jurisdiction and put in the Department of Commerce.
Sec. 3. That a three-watch system on the deck and in

the engine room be made mandatory, and penalty provided

for each offender, except as otherwise authorized by the

Secretary of Commerce.
It is beyond me to understand why we would not at

least go so far as to recommend an 8-hour day for a sea-

man if we are going to adopt 30, 35 and 40-hour weeks

ashore. It is my opinion that a seaman should certainly

at least have an 8-hour day, and particularly those sea-
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men who have to do the safeguarding of life and property,

and our recommendation there would be that an 8-hour

day, not a three-watch system, be inaugurated for all classes

of personnel aboard shij).

Sec. 4. That minimum wages of unlicensed personnel

be determined by the Federal Maritime Authority. This
recommendation shall not be construed as a denial of the

right of employers and employees to bargain collectively

in the mattei' of higher wages and better working conditions.

In connection with that, it is our opinion that the Fed-
eral Maritime Authority should have the right to determine
all minimum wages, and that they should determine such
minimum wages in accordance with wages paid in other
maritime countries and based on the differential that exists

in allied shore industries.

For example, we will assume that in England a metal
worker in a shipyard makes |5 a day and a seaman makes
|2 a day. That differential should be maintained in the

minimum salaries applied to American seamen.
The Chairman. Why, if you are going to take a differ-

ential, do you refer to one class of industry? Are you go-

ing to take the differential in that fashion as applied to sea-

men ?

Mr. Haddock. I was merely making a specific example.
I would not merely compare the seamen in England with
the iron worker in the shipyard, I would take several allied

industries and average up the salaries of the employees
there and compare them with the seamen and average up
those same employees in the allied American industries

and maintain the same differential as to minimum" (p.

116).

^^STATEMEKT OF JOHN F. MILLIKEN, REPRESENT-
ING THE UNITED LICENSED OFFICERS OF THE
U. S. A.

Mr. Milliken. My name is John F. Milliken. I represent

the United Licensed Officers of the U. S. A. Tt is an
organization composed of ship masters, deck officers, and
engineers, mostly on ocean-going vessels (p. 748).

* * •*

On page 49, line 8, after the word 'seamen', add ^and

officers.'
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On line 9, after the word ^fireroom' add the words ^and
engine rooms.'

On line 22, after the word ^seaman^ add ^or officer'.

We make these suggestions because the seamen recently
made an agreement with a great many of the steamship
companies, and the companies are living up to the agree-

jnent to work the seamen 8 hours a day, and that is all tlie

seamen have to work. But recently an officer from the

American-Hawaiian Line came in to see us and he said that

after he worked his 8 hours standing two watches he was
forced to go out on deck and do the work that was ordinarily

done by seamen, and he was putting in, 14, 16, and in some
cases 18 hours a day.

I do not believe it was the idea of the committee to

eliminate the licensed officer from an 8-hour day. That is

why I made the suggestions (p. 754).
* -ss- *

That the United Licensed Officers jjropose:

In view of the fact that the merchant-marine officer is a
vital factor in the maintenance and development of safe

and adequate merchant marine, and in view of the fact

that the proposed bill fails to make any provision for the

licensed officer, we suggest the following officers' section

to be included in the proposed bill

:

AMERICAN LICENSED OFFICER

First. That in all merchant vessels of the United States

of more than 100 tons gross, except those navigating rivers,

harbors, bays or sounds, exclusively, no ship officer regu-

larly employed on the vessel shall be required to work
more than 8 hours in 1 day, either at sea or in port; ex-

cept in the performance of work necessary for the safety

of the vessel or of cargo, or of the saving of life aboard

other vessels in jeopardy" (p. 757).



A|>|). k;'

H.R. 6030
H.R. 6040
H.R. 6041

H.R. 6045

SEVENTY-FOURTH CONGRESS, FIRST SESSION

HEARINGS BEFORE COMMITTEE ON MERCHANT
MARINE AND FISHERIES.

APRIL 24, 1985

SAFETY OF LIFE AND PROPERTY AT SEA.

PART 3

SEAMEN'S LEGISLATION.

(H.R. 6041 proposed to amend section 2 of the Seamen's
Act of 1915 to require that sailors as well as firemen, oilers

and water tenders be divided into three watches, their work
to be limited to an eight-hour day—in other words, in-

creasing the sailors' watches from two to three).

"JOSEPH B. WEAVER, DIRECTOR BUREAU OF
NAVIGATION AND STEAMBOAT INSPECTION.

* * *

JOSEPH B. AVEAVER

"Mr. Weaver. The purpose of this bill is to extend the

8-hour three-watch system to the deck crew, as well as to

the engine crew; also, to put some teeth in the law by

providing for this fine.

The Chairman. To whom does the three-watch system

apply now?
Mr. Weaver. To the engine crew, and this now makes it

ai)ply to the deck, as well as the engine department.

The Chairman. I thought it applied to tJie deck, too?

Mr. Weaver. No, sir.

The Chairman. What was that decision in the Lucken-

bach case?
Mr. Weaver. That is the two-watch system in the deck.

Mr. Tvrer. The two watch system. There is a provision
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that no seaman shall be i-equired to work more than 8 hours
a day.

Mr. Weaver. We are making it three watches in the
deck, the same as it is in the engine room; then we are
providing a iine it they infringe this law.

•X- 4{- *

The Chairman. How many more?
Mr. Weaver, i should think it would be about probably

10 percent more in the deck crew, taking the average ship.

Mr. O'Leary. Will they work 8 hours consecutively under
this bill, instead of 12 hours, 4 on and 4 olf ?

xVlr. Weaver. They will work 4 on and 8 otf.

Mr. O'Leary. Four on and eight oft?

Mr, Weaver. 1 think it will improve conditions on our
boats and certainly is to the advantage of the seamen to

have this act made a law. I do not think you will have
as much trouble as we have in the navigation of our ships

now'' (p. 50).
* * *

''Mr. AVeaver. Yes; we have that right. And, of course,

then this 8-hour day and 3-watch system would apply to

that new manning schedule which we would give for all

the vessels.

Mr. Tyrer. I might say, Mr. Chairman, we had numerous
cases—by 'numerous', I would say, at the beginning at least,

20, or 25 a year—where there was a failure to keep proper
watches on the vessel in accordance with the decision of

the Supreme Court, but we were helpless in compelling
it for the reason that the only penalty in the law was the

giving of the seaman permission to go ashore and to take

his wages earned up to the time he went ashore, which
A\ as no penalty at all.

The Chairman. Unquestionably the penalty provision

ought to be in there.

Mr. Tyrer. Yes, sir" (p. 51).

''GEORGE A. MARK
A KJE I^RESIDENT AND SECRETARY, LAKE

(^ARR lERS' A S S( )(J1AT ION

.

"Mr. Marr. In the past, vessels on the Great Lakes have
been creA\'ed according to the requirements of the Seamen's
Act of 1915, and the manning scale incorporated by the

Steamboat Inspection Service in the vessel's certificate of

inspection.



In 1934 our association voluntarily increased the crews
of vessels in our larger classes to provide for a three-watch

system on deck and as nearly as possible an 8-hour day
in the steward's department. So far as these vessels are

concerned it is expected to continue to man the ships with
these enlarged crews, regardless of the passage of this bill''

(p. 54).

^^STATEMENT OF HOYT S. HADDOCK, PRESIDENT
AMERICAN RADIO TELEGRAPHISTS ASSOCIA-
TION, INC.

"Mr. Tyrer. I cannot answer that offhand, Mr. Chair-

man. Of course in regard to the engineers and assistant

engineers, the local inspectors now require that the vessel

shall carry a chief engineer, a first assistant, and a second
assistant engineer. That practically provides for the three

watches. There would be no purpose in having two of

the assistants on duty at the same time, and in section 4463
of the Revised Statutes, the license may specify the proper
division into three watches. And so far as this division

of firemen and oilers into three watches is concerned, T do
not recall any complaint we have had that it imposed
special hardship. That is in the existing law."

* * *

"Mr. O'L'eary. Is it usual for the chief engineer to take

a watch?
Mr. Tyrer. I do not know; I would have to ask the

department.
Mr. Sanders. He is on all the time.

Mr. Tyrer. The suggestion is made that the chief en-

gineer is on watch all the time.

Mr. O'Leary. Yes; but merely in a supervisory capacity.

Mr. Tyrer. Yes; merely in a supervisory capacity.

Mr. O'Brien. He does not take a watch except only
where there are two engineers.

Mr. O'Leary. Is it compulsory for him to take a watch
where there are two engineers; is that the law?

Mr. O'Brien. Then he has to take a watch, because he
has only got two. And if there are three engineers, espe-

cially on the Lakes, he supervises the work of the other two.

Mr. O'Leary. Then how do you reconcile the testimony
of 84 hours a week here, if there are 3 men taking watches
during 24 hours?
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Mr. O-Bi-ien. AVell the chief engineer does not feel dis-posed to relinquish this prerequisite and, if the law saiddehn,tel.v that ,t shonld be three watches, if tliere were on vthree engineers, then he would have to siand a watch
'

wen?'; ?h^Z^-
''"'''' '''°'*^'' ^'^ '^ t''^'*^ an*J then lie

M; O Brfen \v7V^. *" ^'* ^"^"'•^ « ^^^^^5 is tliat it?Ml OBrien. Well that is just it; but that has beenthe situation for years. Then there is a lot of work he hasto do maybe, that requires his attention at times, thatwould not be covered by the fact he was on watch
Mr^ O'Leary. When lie was doing that other work hewould not be on watch

; he would call on the first assistantor the second assistant to take care of the duties of opera-
tion while he was attending to the other work

Mr. O'Brien. That is quite true.
Mr Marr. Mr. Chairman, if the chief engineer is re-quired to stand watch, he will serve more than 8 hours aday; because the chief engineer is required to be at the

engine when a vessel is going in or out of port and, on
«ie Lakes, when she is going through the St. Marys Palls
Canal. So that he would be standing extra watches outside
of his 8-hour watch daily" (pp. 68-69).
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11. R. (>189, H. R. 6202, H. R. 6203, H. R. 7319, H. R. 10000

sevi:nty-fourth congress, second session.

HEARINGS BEFORE COMMITTEE ON MERCHANT
MARINE AND FISHERIES.

JANUARY 21-23, 193(;

EXTENSION OF STEAMBOAT INSPECTION LAWS.

(By H. R. 6202 it was proposed to amend R. S. section
4463 as amended by the Act of May 11, 1918 by requiring
that every vessel shall have in addition to one licensed
master also one licensed chief engineer; by requiring thiat
every vessel over one thousand gross tons shall have in her
service and on board three licensed mates and three licensed
assistant engineers who shall stand in three watches; and
by requiring every vessel over two hundred tons and less
than one thousand tons in service for a longer period than
sixteen hours out of any twenty-four hour period shall have
two licensed mates and two licensed assistant engineers
who with the master and chief engineer shall stand in
three watches).

^'March 21, 1935.

My Dear Mr. Chairman: In your communication of
February 27, 1935, you requested the report and recom-
mendations of the Department in regard to H. R. 6202.
Enclosed is a memorandum from the Director, Bureau

of Navigation and Steamboat Inspection, this Department,
in which I concur.

Sincerely yours,

DANIEL C. ROPER,
Secretary of Commerce.

March 13, 1935.

Secretary of Commerce: At the request of the Solicitor
of the Department, the Bureau submits the following com-
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iiients upon the merits of H. R. 6202, a bill 'To amend
section 4463 of the Revised Statutes of the United States,

as amended bv the act of Congress approved Mav 11,

1918\
A similar bill, H. R. 4979, Avas before this Bureau in

March 1934, and at that time it submitted the following
report

:

Referring to request for my views in connection with
bill H. R. 7979, to amend section 4463 of the Revised Stat-

utes of the United States, as amended by the act of Con-
gress approved May 11, 1918, you are informed that I have
reviewed the provisions of the bill, have compared it with
the existing law, and I believe that better and more con-

structive results may be obtained, if the law^ is to be

amended, to have it so amended as to place the authority
for the necessary regulations in the hands of the Board
of Supervising Inspectors of Steam Vessels. At the pres-

ent time the local inspectors of steam vessels have original

discretion in the matter of indicating the officers and crew
that are required on a vessel, as well as the number of

hours those officers and crew may be worked, within cer-

tain limitations. To make the officering of vessels and
the length of hours of labor mandatory, certainly you will

cover vessels that should be exempt or differently regu-

lated. By placing the authority with the Board of Super-
vising Inspectors this board will be able to consider the

matter from every angle, including the class of vessel, the

purpose for Avhich used, the waters navigated, and the con-

ditions in connection with her navigation. The board will

also be able to change its regulations in order to meet
changing conditions.

It can be argued, of course, that this authority is now
vested in the boards of local inspectors, but they do not

act as desired. This is true with of course this difference,

that you have 47 different boards of local inspectors scat-

tered throughout the United States, Alaska, and Hawaii,
these inspectors being really in the midst of the condi-

tions whicli they control, whereas the Board of Supervis-

ing Inspectors would look at the situation with all of the

knowledge by the local inspectors but with a detached
view. The placing of this authority with the Board of

Supervising Inspectors will also be consistent with the

policy that we are endeavoring to follow, and which has
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been followed in putting authority, in as far as regulations
covering boilers and machinery are concerned, with the

Board of Supervising Inspectors.

However, should it be concluded that the bill as written
is to be considered then I would suggest in view of the

many controversial features of the bill, that a hearing be
granted all interested persons. At the hearing should be
represented the steamship companies and the Inbor organi-

zations.

D. N. HOOVER,
Assistant Director.

This Bureau sees no reason to change its comments as

applied to H. R. G202.

J. B. WEAVER, Director'' (p. 4).

^'STATEMENT OF HON. MARTIN L. SWEENEY, A
REPRESENTATIVE IN CONGRESS FROM THE
STATE OF OHIO.

* * *

H. R. 6203 seeks to extend its operations to every in-

spected vessel as distinguished from existing law, which
has application only to ocean and coastwise sea-going

merchant vessels of the United States, and every ocean-

going vessel carrying passengers. It enlarges the per-

sonnel to include a licensed engineer in addition to the

minimum number of licensed deck officers.
* * *

Existing law requires a duty not to exceed 9 hours of

any 24 while in port, including the da}'^ of arrival, and
not more than 12 hours of any 24 at sea.

Gentlemen, I submit that this measure, which seeks to

extend the principle of the 8-hour day to vessels subject

to the United States navigation laws, is in keeping with
the philosophy and popular opinion of our modern age.

It insures a better safety factor by minimizing, if not de-

stroying the fatigue, which is experienced now by many of

the personnel of these vessels, who are compelled to work
in a great many cases 12 hours out of every 24 hours.
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I personally believe that the ship interests and the ship

owners who protest vigorously against this legislation

should join in establishing an 8-hour day for their em-
ployees.

Testimony presented during the several inquiries re-

cently directed to ascertain the causes of certain disasters

at sea, and in the inland waters, disclose that the fatigue

of the personnel brought about by long hours almost de-

stroyed entirely the efficiency of the crews to respond in

cases of grave emergency.
The usual pleas of the expense involved in putting into

operation the 8-hour law provided by this legislation is

made by the shipowners. They maintain it will result in

a destruction of their business; that it would be physically

impossible to enlarge the ships to provide quarters for even
one addition to their existing personnel; that they would
be compelled to go out of business.

* * *

It would seem to me that this committee interested, I am
sure, in providing every safeguard for the passengers
aboard these vessels, and the crews who operate them,
must place the value of human life above the specie argu-
ment of loss or profit to the owners of the vessels'' (x^p.

6-7-8).

'^STATEMENT OF WILLIAM S. BROWN, PRESIDENT,
NATIONAL MARINE ENGINEERS BENEFICIAL
ASSOCIATION.

The bill has probably been amended and altered a little

bit, but the bill we are most particular about at this time

is H. R. 6202, to provide an 8-hour working day for the

licensed deck and engineer officers, as well as the seamen,

oilers, and firemen who already have it.

It is a known fact among the marine engineers and also

the people they employ that it is not only an 84-hour week
that we have to work on these vessels I am speaking about,

that do not carry three watches, but many, nmny times we
are called upon to work, and quite frequently, 18 hours a

day. It is nothing for a ship to come into port after the

assistant engineer stands his watch from 12 at night until

6 in the morning, and then he has all day to work and the
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ship will probably leave port in the evening. And it he

gets 5 or 6 hours' rest then, he is doing well.

As I say, it is exactly 20 years since the first bill was
introduced in Congress by Judge Alexander, who at that

time was chairman of the committee, in an attempt to re-

duce the hours of laboi- for licensed officers from 84 to 56

hours a week.
In nearly every Congress since 1916 the bill, with few

amendments or alterations has been reintroduced, but for

some reason, probably best known to members of the com-

mittee, the bill was never brought to the floor of the House.

It seems to me superfluous to again relate the many rea-

sons Avhy H. R. 6202, which would amend H. R. 4463,

should be enacted in order that a three-watch system or

an 8-liour working day would be established in order that

licensed officers might enjoy at least the privileges that

skilled workmen engaged in earning a livelihood for them-

selves and families enjoy.
* 4f *

Our Nation at that time had but few steamships in the

foreign trade, therefore, it was on cargo ships of foreign

nations on which I would' be employed, mostly British.

Tliese tramp ships in every instance employed a chief and
three assistant engineers, which allowed a three-watch

system or an 8-hour day.

On the Gi:eat Lakes, up to the time I gave up sailing, the

three-watch system or the 8-hour day was unknown; but

in 1915, through the efforts of Andrew Furuseth, presi-

dent of the International Seamen's Union, and the ex-

treme efforts of Senator Robert M. LaFollette, the sea-

men's bill was passed which gave the firemen and seamen
the relief they sought. But the licensed officers were com-

pelled to continue on the 12-hour day or the 84-hour week.
* * *

^A weary man is a menace to life and property', wrote

Judge Hough in a Federal court when he handed down a

decision in a lawsuit for a violation of the 13-hour law.

It is common knowledge—wrote Judge Hough, in a deci-

sion filed in the Federal district court

•that safety in anything that requires human effort de-

pends, in the last analysis, on the human being. A
weary man is infinitely more dangerous than a defective

pipe or an obscure light, because he is unfit to discover

the unfitness of the inanimate object.'
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Judge Hough's decision was one in which he sustained
the lower court in a suit brought by the Government
against the owners of the tugboats Union and Dalzelline
for penalties for alleged repeated violations of the ^double-
crew' law on vessels navigated for more than 13 hours con-
secutively. Judge Hough ordered that a penalty of |500
against each tug shall prevail, with costs'' (pp. 9-10).

"STATEMENT OF HON. EDWARD W. CURLEY, A
REPRESENTATIVE IN CONGRESS FROM THE
STATE OF NEW YORK.

January 20, 1936.

Hon. Schuyler Otis Bland,
Chairman, Committee on Merchant Marine, Radio &

Fisheries,

House of Representatives, Washington, D. C.

(Subject: H. R. 6189, H. R. 6203, H. R. 6202).

Dear Sir: The International Union of Operating
Engineers makes courteous request that this brief state-

ment in support of the legislation embodied in the bills

above named be incorporated in the record of the hearings

before your committee.
* -x- *

H. R. 6202. Of this bill a portion of greatest interest

to this organization appears on page 2 and is included

within lines 14 to 17. The long watches stood by licensed

officers are a matter not only of record but of history. In

some industries the maximum limit of 8 hours per day has

long since been reached. In others, only recently and
during the past few depression years, this limit in some
instances has been reduced. If for no reason other than

that, in the carrying trade taken generally 8 hours are

accepted as the maximum working day, that provision in

the proposed bill should be enacted into law. There are,

of course, many other factors thus, such as fatigue, loss

of efficiency and the like, but those so readily come to the

minds of those interested in the fixation of schedules of

hours of work that it is unnecessary to give them mention.

The recpiirements of section 3 of the proposed measure tie

in closelv with the lines discussed in tlie Jast preceding
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paragraph. They in substance merely represent an exten-

sion of the 8-honr principle. For the same reason as those

which support the maximum 8 hours of work out of the

24, the extended requirements as written in section 3 should

be conlirmed in statute.

The International Union of Operating Engineers en-

dorses the three measures herein briefly discussed and ex-

presses the hope that they will receive favorable considera-

tion by your committee.

Very truly yours,

GENERAL PRESIDENT" (pp. 12-18).

STATEMENT OF SILAS B. AXTELL, NEW YORK,
COUNSEL, MA
ASSOCIATION.
COUNSEL, MARINE ENGINEERS BENEFICIAL

Mr. Axtell. All Hght. I want to direct your attention

to what was said by Mr. Justice Sutherland, of the Supreme
Court Bench. You will recall, as a member of the Senate,

he was one of those men who helped to force through Con-

gress that great humanitarian measure known as the La-

Follette Seamen's Act, and he understood it. Away back

in 1926, in considering the case of O'Hara v. Luckenhacli,

where a seaman had left a ship because the crew were not

divided into equal watches as required by law, Mr. Justice

Sutherland said this, in part, at page 370, 269 U. S.

:

^It is not unreasonable to conclude that Congress de-

termined that each of the watches, like the crew as a

whole, should be adequate in number, competent, and

in a state of readiness for any exigency that is likely to

happen, such as collision, the striking of the ship upon

a reef of rocks, or an iceberg, or a sudden breaking out

of fire, and other happenings of like disastrous tendency,

and to this end meant to provide for successive and con-

tinuous Avatches to be constituted in numbers as nearly

equal as the sum of the whole would permit.'

Now, that is what we want here—equal S-hour watches

on these vessels. A tired man cannot be alert. The third

officer of the Mohawk stood like a man in a daze while
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the quartermaster told him she was sheering to port, and
with the mixed signal device which existed on that ship,

part right rudder and right wheel helm, and part of the
old system, the man was too dull to think in time, and
brought about the death of 30 or more of his own fellow
seamen and some passengers.
Now, we cannot ignore these warnings. This Congress

is facing a responsibility of action; not a hearing in this

committee and then deferring a report indefinitely; and
the men of the merchant marine, backed by labor, the
United States of America labor movement, affiliated deeply
in that movement, are here to say to you that we demand
careful attention and action upon this, legislation ; because
the thing has been befoi'e the Congress for 20 years and
no action has been taken and the lives of passengers, as
well as seamen, have been sacrificed needlessly in the past,

and it will go on unless we act now" (pp. 17-18-19).

"STATEMENT OF WILLIAM M. KIRBY, SECRETARY
AND BUSINESS MANAGER, MARINE ENGI-
NEERS' BENEFICIAL ASSOCIATION, NO. 11,

NORFOLK, A A.

But this is only part of the story; the 18-hour indorse-

ment does not mean a thing. The engineers of the single-

crew harbor boats are required to be on duty from 13 to

18 hours per day without extra compensation. This pro-

longed duty is not an occasional thing, but an almost
daily occurrence. The engineers know their jobs are for-

feited if they refuse to work beyond the 13-hour limit.

In order to bring these violators of the law before the

local inspectors, it is necessary that a report be made of

specific cases, supported by affidavits, and all engineers

know that anyone who makes such a report, or signs an
affidavit, is a marked man and cannot obtain employment
with the company affected by the report, nor with others

upon whom he has to depend for a livelihood. The onus
is therefore placed upon the individual who is forced to

violate the law and the result is he keeps his mouth shut,

even to the extent of refusing to testify in cases where the

Marine l]ngineers' Beneficial Association and the Associa-

tion of Masters, Mates and Pilots have prepared to make
reports of violations of the 13-hour regulation.
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While we realize that the law violations cited in fore-

going paragraphs are matters with which this committee
is not concerned, they are brought to its attention to show
that congressional action is necessary to make it mandatory
upon tlie Steamboat Inspection Service to see to it that no
licensed officer in any branch of the merchant marine
service is allowed to work more than 8 hours in any 24-hour

period.

Under existing laws the officers of the Steamboat Inspec-

tion Service have the authority to set the minimum of

licensed ofticers to be carried on any vessel of the American
Merchant Marine, and the maximum nunaber of hours they

shall work. The merchant marine is unique in that is is

the only industry in which the status of its personnel is

fixed by Federal regulation, and the only one in which the

principle of the 8-hour da.y is not recognized ; except as

provided in the Seamen's Act. Just so long as the authority

to ^x the number of licensed men necessar-y for a vessel of

the American Merchant Marine, and the number of hours

they shall work, is left solely to the discretion of two men,
just so long will these intolerable conditions continue.

Recent deplorable marine disasters have shown the neces-

sity of providing greater safeguards for the protection of

life and property at sea, and more stringent regulations

regarding construction and equipment of vessels have been

adopted, but this one very necessary feature seems to have
been entirely overlooked. It is a well -recognized fact that

8 hours in any 24-hour period is the maximum number
which should be required of a worker in any industry; the

United States Government has based its activities for many
years on that principle; it is the universal workday in all

commercial lines. The marine worker stands alone in be-

ing required to work as much as 13 hours per day, and
that through the sanction of a Federal bureau.

The technical knowledge necessary to fit the marine
engineer for his position, the practical experience recpiired

to make him eligible for examination for the license he

must hold in order to fill his job, sets him apart from the

ordinary mechanic, and places him on a plane above tliat

of the man who labors solely with his hands. When the

whistle blows, the latter goes home and his responsibility

ceases: but the Avhistle never blows for the marine engineer.
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und his responsibility is always with him. His is r('-

sponsibility of the gravest nature—the safety of the lives of

liundreds of people and property worth thousands of dol-

lars, and in many cases he is a tired, worn ont man when
he should be elert and active. He is not fit to cope wath a
serious emergency, and could not ])e efficient in the event

one should arise.

The ^sun-to-sun' day for farmers and the 12-hour day for

industrial workers have long since been thrown into the

discard, and why a 12-hour day should be considered for

licensed merchant marine officers is bevond us.

We believe your committee will consider the measure
from the angle of its effectiveness in the promotion of the

safety of life and property at sea, and we have tried to

show that a revision of the existing laws is necessary for

that reason.

In conclusion, let me say that all we ask is your care-

ful consideration of the bill, and we feel confident the chair-

man and members of this committee will have no difficulty

in deciding that conditions under which licensed merchant
marine officers are now forced to struggle are archaic, un-

reasonable and altogether indefensible'' (pp. 19-20-21).

^'STATEMENT OF WILLIAM COWAN, CLEVELAND,
OHIO, REPRESENTING THE MARINE EN-
GINEER'S BENEFICIAL ASSOCIATION.

I contend that it creates no hardship upon them in any
way whatsoever; that the 12-hour day, or 84-hour limit

week, is one of the relics of the dark ages that has been

in effect ever since sailing ships have plowed the seas, and

why officers who are held directly responsible for the safe

o])eration of a vessel should be subjected to those unen-

durable working hours, where they are deprived of all forms

of recreation, you might say, because, when tliey come off

their duty they have a wdiole lot of trouble getting their

proper rest, we cannot see" (p. 24).
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{STATEMENT OF JAMES BLAKE, DETROIT, MICH.,
(^11AIRMAN LAKE EXECUTIVE COMMITTEE OF
THE MARINE ENGiNEERt^ BENEFICIAL ASSO-
CIATION.

I shall endeavor to present to your coniniittee certain

int'orniaiion wliieli will show that the proposed legislation

embodied in H.R. 6202 is not in its entirety a bill that has

been presented by organized labor to create or spread em-

ployment but is a bill which, it enacted into law, would

not' only protect those who labor in the marine industry,

which would add to the safety of life at sea, but would

also tend to protect the vessel owners who operate on the

Great Lakes and connecting tributaries who have evidently

realized that the 8-hour day and three-watch system for

the licensed personnel was a necessity, and who have had

the three-watch system in effect during the past 2 years

and have had to compete with a group of minority interests

which have ignored entirely their responsibility in this

matter.
* * *

Further, I desire to present for your consideration a

few examples of this practice as bearing on the industry.

For many years the railroads operating car ferries in the

Lake Michigan and Detroit River area have maintained

the 8-hour day and three-watch system.

* * *

During the past decade there has been an increase in the

number of self-unloading vessels in the Great Lakes trade,

the nuijority of which do operate on the 8-hour day, with

the three-watch system, and yet they have to compete with

vessels which operate on the 12-hour day with small crews

and low wages and who are a troublesome factor in estab-

lishing low rates, which has lowered earnings in this

branch of the industry without any appreciable benefit to

the general public.
* * *

We respectfully call to your attention that the licensed

personnel is practically now the only personnel of the ship

directly connected with the navigation and ()y)eration of

the vessel's machinery who do not have the three-watch

system and the 8-hour day" (pp. 35-36).



^^Xow, geiitleiiieii of the coiniiiittee, 1 have personally
interviewed many licensed officers since the advent of the
tliree-watch system, and the usnal comment is

:

^^We never knew what life was like before: we go on
watch feeling lit and awake; while on the 12-liour trick,

or two-\Natcn system, it was not so hard standing the

G-hour watches, but with what pai-t of the b hours oli

duty that could be devoted to sleep and rest we could
not fully recuperate and the result was we often went
on watch feeling drowsy and always tired* *'

(p. 39 j.

^^STATEME^nT of WILLIAM J. GARRETT, BUFFALO,
N. Y., JSECRETARY A:^;D BUSINEfeB MANAGER,
MARINE ENGINEERS' BENEFKIAL ASSOCUA-
TION, NO. 1.

Mr. Garrett. My name is William J. Garrett; my posi-

tion is secretary and business manager of the Marine
Engineers' Beneticial Association No. i, of Butfalo, N. Y.,

and, unlike the previous testimony relating to the hazard
of break-downs at sea, due to long hours, 1 am going to try

and picture the hazard that is eilective, due to mental as

well as physical strain caused by constant long hours.

1 do not know whether the chairman or tiie committee
are familiar with the term 'two watches', or '6 and 6', and
i will try to qualify that term by saying that *6 and b'

means that an officer is retjuired to work two watches. VVe

will illustrate by saying from 12 o'clock midnight to G in

the morning, when that officer goes off watch; then another
officer comes on and works from 6 in the morning until 12

noon; again the officer on the previous watch goes on at

12 noon and works until 6 at night, and correspondingly
the other fellow comes back on and works until 12 o'clock.

The Chairman. Do they have what they call the Vlog

watch' up there?

Mr. Garrett. I would call it the cemetery watch. 1

will try to explain that in this brief. In submitting this

brief in support of H.R. 6202, I am citing facts from actual

experience as a fireman and oiler, serving my apprentice-

ship for 4 years, and as an assistant engineer in various

trades for a period of 12 years.

It is my firm opinion that nature never intended humans
to >\'ork the unwakeful hours between 12 midnight and 6
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in the morning; because, if it did, in its wisdom it would
liave provided in its physical and mental powers in humans
the stanuna and mental requisites natural in order to be

wakeful and alert, especially during the period between
3 a.m. and 6 a.m. Therefore, wiiether it be engineering

or any other profession, it is my belief that hours of em-
j)loyment during this period should be of short duration,

esi)ecially so in the vocation of seamen, whether he be

a decic or engineer officer, or in the junior grades, if for

nothing more than safety of life at sea.

On the Great Lakes where the 6 and (>, or 12-hour a day,

84-hour week for deck and engineer officers is more prev-

alent than on ships in other localities, it seems rather

unjustifiable for vessel operators, to continue this 12-hour

system, regardless of their oft-repeated declaration that

the emidoyee involved is content with such hours.
* * *

How long licensed ofticers, forced by economic conditions

to humanly stand this 6-and-6 grind before they break dow n
physically and an accident occurs is beyond my compre-
hension. When this happens reaction occurs, and certain

persons are found at fault for lack of duty.

In my opinion they should be given time off for relaxa-

tion by additional licensed officers in their crew^ I believe

they then would not be as much handicapped as the}^ are

at present in the performance of their duties'' (pp. 39-40-41).

-STATEMENT OF WARREN C. EVANS, PHILADEL-
PHIA, PA., REPRESENTING THE MARINE ENGI-
NEERS BENEFICIAL ASSOCIATION, NO. 13.

* * -jfr

STATEMENT OF FACTS SUPPORTING H. R. 6202.

The ])iesent law does not specifically require any number
of engineer officers for any vessel. Heck officers only are

mentioned, and many vessels are therefore being navi-

gated in ocean service with a sufficient number of deck
ofticers to w^arrant a three-watch system and with only two
engineer officers, wdio are required to w^ork at least 12 hours

])er day and 7 days per week in most cases.

The unlicensed personnel in these same vessels in the

engine department are sufficient in number to warrant
three watches also" (pp. 46-47).
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''STATEMENT OF FRANK A. SAYRE, GALVESTON,
TEX., MARINE ENGINEERS ASSOCIATION, NO.
40.

* * *

It is ij;xnieral]y understood that a marine engineer will

stand 4 liours on and 8 hours off. Tiie day's work is

hrc^ken up into three watches, but it does not work that

way. He will work 4 liours on duty as an engineer and
lie is supposed to be off, but there are very few days in

>\hich lie is not recjuired to do repair work when lie is

supposed to be off. I have done it mj^self; I am not
speaking of w^hat others have told me, but of how I actu-

ally worked, and it was customary for us to work on
the deck machinery during the time we were not actually

on watch in the engine room. They work 4 hours on
watch and they make them work another 4 hours on repair

woi'k, not only on the deck machinery, but the engine
room auxiliaries. That is a common occurrence" (p. 55).

"BRIEF SUBMITTED BY MR. AXTELL.

Realizing the necessity of alert and efficient employees,
the railroads were compelled to place their employees on
an 8-li()ur workday basis. It is recognized in most in-

dustries in this country that 8 hours of any 24-hour period
should be the maximum number of working hours for

any human being. It is undoubtedly true that Govern-
ment agencies, due to Government regulations and red
tape, are slow in adopting the modern ways of industry,

yet Govei-nment employees on Government vessels are not
required to do service in excess of 8 hours per day, and
why should it not be considered fitting that men who are
entrusted with the safety of hundreds of human lives and
reipiired to be on duty for at least 12 hours in each 24-hour
lieriod, be placed on an 8-hour-per-day basis or the three-

watch system. It is recognized by men of the shipping in-

dustry that navigation of vessels in confined waters is one
that requires mental alertness and sound physical capacity

ni all times.

At the second annual convention on the 15th day of

June 11)20 of (he International Labor Ofiice, that organiza-



A pp. 185

lion A\iii(Ii represents the League of Nations, adopted a
icsolivlion (Kes. 8) ^limiting the hours of work in all in-

dustrial undertaking's, including transport by sea, and
under conditions to be determined, transport by inland

w aterways, to 8 hours in a day and 48 hours in the week.
(\uisequential etl'ects as regards manning and regulations

i-clating to amendments and health on board ship.'

At tlie convention of the International Labor Office, now
])eing held in Geneva this country is represented by
Samuel xAitken, representing the shipowners; Andrew
r'uruseth, representing labor; and K. W. Brueie, re]>re-

s('!iiing the United States Government.
Ocean-going vessels are compelled by title 46, section

(>To, ['nited States Code, Annotated, to place their licensed

officers on a three-watch system. Navigation on the high

seas with nothing but sky and water and an occasional

ship which might happen to come in sight about every

week is not the type of navigation that requires the mental
alertness of the officers, as does the operation of inland

and coastal vessels which are in constant proximity to

land, shoals, lighthouses, currents, tides, and susceptible

to fog which might close in on them at any time on the

voyage. Together with these elements with which the

inland vessels contend, is the maneuvering of the vessel

in event of traffic, fishing vessels, and other small craft.

There is no industry in this country which requires a

num or human being to be so mentally alert and physically

capable for a period of 12 hours per day. It is impossible

to conceive that these men devote a minimum of 12 hours

per day."
* * *

"It is safe to say, and no shipowner can prove otlier-

^\'ise, that men who are placed on a 6-hour-on and 6-hour-

olf-watch basis, actually devote at least 110 hours per

week toward their duties. It is difficult to conceive how
the incidental repairs necessary to the maintenance of

the vessel can be made by these men.
In the Great Lakes district certificates of inspection

often provide two mates and two licensed engineers, one

of the engineers being the chief, who in addition to stand-

ing his regular watcli must be in the engine room while the

shi]) is navigating in harbors and docking. During the
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past few years some of the Great Lakes lines realizing the

injustice of the two-watch system to their employees, caus-

ing overwork, sluggishness, and frayed nerves, and also

for the safety of their vessels, have voluntarily made pro-

vision for the three-watch system for their deck and engi-

neer officers. However, an impoitant number of vessels

are still being operated on the 12-hour basis. These ves-

sels include those with self-unloading equipment and cargo
refrigeration and also vessels in the steel and scrap-iron

trade which use steam oi- electric devices for the handling
of the cargo.

* * *

'^AVhile it may be necessary for (.ongress to amend sec-

tion 44G8 or section 223, United States Code Annotated,
title 46, as suggested by the proposed bill, H. R. 6202, yet

we believe that the Secretary of Commerce may now act

without any further authority from Congress in its discre-

tion as provided in section 222, United States Code An-
notated, title 46, or paragraph 1 of Revised Statutes 4463,

now, through the local steamboat inspectors of Baltimore,
to change the certificate of seaworthiness of all these ves-

sels so that they be required to employ a sufficient number
of deck and engine-room officers so that the men on duty
will not be required to stand more than 4 on and 8 off pei-

day or perform more tlian 8 hours' work out of each 24.

Twenty years ago Congress, in passing the Seamen's Act,

673 United States Code Annotated, title 46, made a re-

quirement that wdiile at sea the sailors shall be divided

into at least two equal watches, while the firemen, oilers,

and watertenders shall be divided into three equal watches.

They further provided that while the vessel was in any
safe harbor, 9 hours shall constitute a day's work. We,
therefore, respectfully urge that the certificates of inspec-

tion of all the inland-water steamers engaged in carrying
passengers for hire, such as those cited in this brief, be
amended to require a sufficient number of licensed deck
officers and engineers so that such officers will not be re-

quired to do duty in excess of 8 hours out of any 24.

R(\s}j(H-tfully submitted for

The National Organization of Masters, Mates, and
l*ilots, and
The National Marine Engineers' l^eneficial Association,

Bv Sdas H. Axtel, CounseF' (pp. 1)1-92-93-94).
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.STATEMENT OF CAPT. W. J. PETERSEN, SAN
FRANCISCO, CALTF., REPRESENTING THE
PACIFIC-AMERICAN STEAMSHIP ASSOCIATION
AND THE SHIPOWNERS' ASSOCIATION OF THE
PxVCIFIC (^OAST.

In irlatioii to II. R. 6202, the Sweeney bill, I contend
tlijit the Board of Local Inspectors have ample antliority

at the jiresent time to meet the conditions, and there is no
l)articnhir need for any added restrictions on American
ships.

* * *

Now, on the Pacific coast, we have most peculiar condi-

tions, that have existed for more than a year, and there

we have done everything that these bills would require.

AVe have given our men three watches; we have given them
an S-hour day
The Chairman. You say ^'our men." You mean the

officers and mates?
Mr. Petersen. Officers; yes, sir. We have given them

the three watches; we have given them their 8-hour

day; * * *" (pp. 112-113-114).

l^DEPARTMENT OF COMMERCE,
BUREAU OF NAVIGATION AND STEAMBOAT

INSPECTION

Washington, January 15, 11)3().

Secretary of Commerce:

The Bureau has been notified by the Solicitor of tlie

Department of hearings to be held by the Committee on Mer-

chant Marine and Fisheries on January 21 next at 10 a. m.

on H. R. 6202, a bill to amend section 4468 of the Re-

vised Statutes of the United States as amended by the act

of Congress approved May 11, 1918.

On March 13 last this Bureau reported on this bill to the

effect that after comparing it with existing law it was be-

lieved better and more constructive results miglit be ob-

tained, if the law is to be amended, if the authority for the
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necessary regulations requiring the manning of vessels, etc.,

be placed in the hands of the Siipervising Inspectors of

Steam Vessels. The number of licensed officers and crew
with certain restrictive provisions contained in 4463 Re-
vised Statutes is fixed by the local inspectors of steam
vessels together with the number of hours these officers

and crews may be worked within the statutory limitations.

To make the officering of vessels and the length of hours
of labor mandatory certainly will cover vessels that should
be exempt or differently regulated by placing the authority
with the Board of Supervising Inspectors. This Board
will be able to consider the matter from every angle in-

cluding the class of vessel, the purpose for which used,

the waters navigated, and the conditions in connection with
her navigation. It will be possible also for the Board to

change its regulations in order to meet changing conditions.

The Bureau will be pleased to be advised for its guidance
at the said hearing as to the views of the Department in

the x)remises.

J. B. WEAVER, Director'' (p. 222).

"STATEMENT OF WM. KELLY, BUSINESS MANAGER,
MARINE ENGINEERS BENEFICIAL ASSOCIA-
TION NO. 2, CLEVELAND, OHIO

To Members of the Committee on Merchant Marine, Radio,
and Fisheries

:

The purpose of H. R. 6202 is to promote the cnuse of

safety of life and property at sea, to eliminate overwork
from the lives of the licensed deck and engineer officers on
American ships and to provide employment for other
officers who are deprived of a means of livelihood by the

practice of the 12-hour day in tlie Americnn Merchant
Marine.
For many years organizations of deck nnd engineer

officers and the unlicensed personnel of onr ships ))leaded

with the Steamboat Inspection Service and the shipowners
to install the 8-hour dny or the three-watch system on
American ships. The ])osition of the Inspection Service

was thus stated by an inspector: 'As long as thei-e is a

licensed officer on the biif1f>e and ;vnolhei* in the enffim*
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I'ooni, the ship is safe as far as we are coiieerned/ Hard-
l)oile(l shipowners opposed the 8-honr day on econornie
j>rounds, and generous shipowners were forced to agree
with them. When an inspector boards a ship, he examines
the hnll, machinery, and equipment. He tests the boilers

to ascertain the safe working pressure and to discover any
weakness that may develop, but he never tests the vitality

of the deck and engineer officers which may be impaired by
overwork or long Avatches. Obviously, the strain on stay-

bolt and boiler plate is more important than the strain

on mind and muscle'' (p. 224).
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II. R. 6745
H. R. 8774
H. R. 9588

SEVENTY-FIFTH OONGRESS, THIRD SESSION.

HEARINGS BEFORE COMMFrTEE ON :^rERCHANT
MARINE AND I'lSHERlES.

^MAROH 24, 19:i8

EIGHT-HOITR DAY FOR SIOAiVFEN.

(By H. R. 6745 it wa)< proposed to aiuend section 2 of

the Act of May 11, 1918 by requiring of all vessels not only

a master but also a chief engineer and by requiring as to

vessels of more than one thousand tons in service for a
period more than sixteen hours in any twenty-iqur hour
period not only three licensed mates but also three licensed

jissistant engineers to stand in three watches).

"STATEMENT OF WARREN G. EVANS, BUSINESS
MANAGER, MARINE ENGINEERS' BENEFICIAL
ASSO(^IATION, PHILADELPHIA, PA.

Mr. Evans. 1 favor H. R. 6745, but tlie other two bills

are similar, and in fact, in one respect are definitely based

upon the same point as H. R. 6745; that is, an 8-hour day.

AVhile H. R. 8774 and H. R. 9588 ask for an 8-hour day
for tugmen, II. R. 6745 asks for an 8-hour day for all sea-

nuui.

At present we have a law. Public, 808, which piovndes an

8-hour day for seamen in ocean-going vessels and vessels

on the Great Lakes over 100 tons. That does not touch

the inland seamen—those who work regularly on the

rivers, bays, sounds, and so forth. The bills differ in that

the method for establishing this 8-hour day in 11. R. 8774

and H. R. 9588 propose to amend the Seanu^n's Act in ordei-

to do that. II. R. 6745 proposes to amend section 4463 of

the Revised Statutes, whereby they would make the basis

for the mannincj scnle of all vessels an 8-honr dav, so that
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a siiriicient compleiiient of licensed officers and seamen—un-

licensed men—shall be provided tor each vessel, so that no

men will be required to work more than an 8-hour day.

Public 808 was approved about 2 years ago and has

been in operation nearh^ 2 years. It was approved June
25, 1936, and went into etl'ect December 25, 193(). l>ut, so

far, we have not seen the manning scale of any ship in-

creased in order to })rovide the 8-hour day. We liave an
S-hour day on i)aper and, in some instances, we have an
8-liOur day, but the manning scale, in the number of men,
has not been increased so as to provide that 8-hour day, and
the work is there to be done. The same number of men
are now provided that were provided under the 12-hour

day ; there has been no increase.

Now, on the inland vessels, there is no law at present

that stipulates the number of hours the men shall work.

It is left optional with the inspectors of the Bureau of

Marine Inspection and Navigation to put the number of

men on the vessel that they feel are required for its safe

navigation and saying nothing about the hours they shall

work. And it is a common pi^actice that those men work
veiy seldom less than 12 hours and, in many cases, 18

or 20 hours. Therefore, we ask in II. R. 6745 that the

provision which now makes it optional with the inspectors to

designate the number of men required on any particular

vessel, shall be based upon an 8-hour day by saying that

a sufficient complement of men shall be placed there so as to

provide that no man work more than 8 hours a day (pp.

9-10).
* * *

There are a sufficient nund)er of seamen in all of the

])orts to man these ships and they are looking for employ-

ment, and if the shipowners are required to send out full

complements on each of these ships, a great numbei- of the

men now seeking employment and on the relief rolls will

be taken care of.

We then provide that a chief engineer shall be required

on each vessel. The present law does not mention the fact

that a chief engineer is required. It states that no vessel

shall be navigated unless she shall have on board and in her

service one duly licensed master. Our bill states that

Xo such vessel shall be navigated unless she shall have

on board and in her service one duly licensed master and
one duly licensed chief engineer.
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One is just as essential as the other. The present law
provides that every vessel of 1,000 gross tons and over
propelled by machinery shall have in her service and on
board three licensed mates, who shall stand in three watches
while such vessel is being navigated, unless such vessel is

engaged in a run of less than 400 miles from the port of

departure to the port of final destination, then such vessel

shall have two licensed mates; and every A^essel of 200
gross tons and less than 1,000 gross tons, propelled by
machinery, shall have two licensed mates. That particular

provision has no regard whatever for an 8-hour day. The
ship may be handling cargo or any work, for that matter,

that would require each of those men to be on duty all

day, and the ship then go away and the man will have to

stand watch at night. We ask that the 8-hour day be the

basis instead of mileage.

The next provision of the law, as it now stands, is that

every such vessel of 100 gross tons and under 200 gross

tons, propelled by machinery, shall have on board and in

her service one licensed mate; but if such vessel is engaged
in a trade in which the time required to make the passage
from the port of departure to the port of destination ex-

ceeds 24 hours, then such vessel shall have two licensed

mates. We again say that has no provision at all for an
8-hour day. It simply provides if a boat is going to work
more than 24 hours, she will have three men. Now each
of those men might have worked 20 hours or more on
that day, because of the fact they are up all day, quite

often, and leave at night. We again designate the 8-hour

day, in that we say:

Every such vessel of 200 gross tons and less than 1,000
gross tons, when in service for a longer period than 16
hours in any 24-hour period shall have two licensed mates
and two licensed assistant engineers who, with the master
and the chief engineer, shall stand in three watches : Pro-
vided, That ferryboats or othei' vessels where subsistence

and/or quarters are not provided, a separate crew shall

be provided for each 8 hours.

And right there, Mr. Chairman, I would like to add the

words ;
* * * the vessel is in operation.

I notice in going over the bill, if carried out literally, it

would mean even if the ship wei-e tied up for the night,
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or the ferryboat, oi- whatever it might be, they would still

need to be on there. That is not the intention.

The Chairman. Any suggested amendments, of course,

will be considered.

Mr. Evans. The next provision is based primarily on the

S-hour day

:

Every such vessel shall have a sufficient complement of

licensed ofticers to provide that no licensed officer shall

be required to remain on duty more than 8 houis in any
24-hour period.

That says nothing of the size of the vessel or the trade

in which the vessel operates. The inspectors, knowing the

conditions of her operation, will be exi)ected to y)lace a

sufticient number of men there to take care of the work,
so that no man will woik more than 8 hours in any 1 day.

Then we provide

:

^Xothing in this section shall be so construed as to pre-

vent local inspectors increasing the number of licensed

officers on any vessel subject to the inspection laws of the

Ljiited States if, in their judgment, such vessel is not suffi-

ciently manned for her sate navigation.

That will take care of any vessel of a largei- size. For
instance, take a passenger vessel or any of the larger freight

vessels, where three licensed mates and three licensed as-

sistant engineers are not a sufficient number to take care

of the work' in an 8-hour day, the inspectors naturally have

the flexibility of the law giving them that authority to i)ut

the proper number on there. The law, for inland vessels,

provides a 12-hour day as the limit. No: I am wrong on

that. On an inland vessel there is no limit, but there is an

endorsement by the inspectors that when the vessel operates

more than 13 hours she will have an additional complement
so that becomes a 13-hour day that the inspector naturally

must feel is short enough for a man to work. Public SOS

])rovides for an S-houi- day, as I say, for ocean-going ves-

sels, without having a provision to increase the manning
scale in any way, and none of the manning scales iiave

been increased. Hut Public 808 does not cover inland

vessels.

Some of the objections that have been raised to the bill

is the fact that Public 808 now pi'ovides for an S-hour day,

l)ut Public 808 specifically excepts those vessels that are

operating on inland waters. Public 808 provi(h's tliat in

^
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all merchant vessels in the United States of more than 100

tons gross, excepting those navigating rivers, harboi-s, and
lakes—other than the Great Lakes—bays, sounds, bayous,

and canals, exclusively, the licensed officers and sailors,

coal passers, firemen, oilers, and water tenders shall, while

at sea, be divided into at least three watches * * *.

There is nothing whatever concerning the men on inlan<l

vessels.

Mr. Culkin. As you read it there, Pul)lic 808 does in-

clude the Great Lakes?
Mr. Evans. Yes, it does include the Great Lakes above

100 gross tons. Now these other bills are covering vessels

that do not come in under that particular provision. One
of them, I note, takes vessels down to 15 gross tons. In

other words, we will say these other bills cover those

towing vessels between 15 and 100 gross tons that are not

13rovided for in Public 808.

Mr. Culkin. But the large carriers on the Great Lakes
do come within the scope of Public 808?

Mr. Evans. They come within the scope of Public 808;

but they are still operating, in many instances, with the

same manning scale they had before. And if there is suffi-

cient work there to require that those nien work 12 hours,

in some instances they pay them overtime and in some in-

stances they may give them time off; but there is nothing

in that to ])rovide there shall be a sufficient number of

men there to provide an 8-hour dav throughout (pp. 10-11-

12).

(The following letter was later submitted for the record:)

Ma line l^ngineers' Beneficial Association, No. 13,

Philadelphia, March 25, 1938.

Hon. Schuyler O. Bland,
Chairman, Committee on Merchant Marine and Fisheries,

House Office Building, Washington, D. C.

Honorable Sir : Pursuant to the public hearing on H.R.
6745, 8774, and 9588, I desire to call your attention to

additional facts in snp])ort of H. B. 0745.
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The (lel'mite provision ot* the 8-lioui- day as the base i'or

(h'lernuiiiiig manning scales for all vessels will, it* enacted,

relieve the local inspectors ot the responsibility of setting

up manning scales by option and assure uniform nmiining
scales for all vessels, regardles of the ports where the

annual inspections are made. At present a vessel of a
given tonnage inspected in New Vork may have a crew
oi 35, ceriined, and another of the same size and in the

same service inspected in San Francisco may be required

U) have ;*8 or even 40, according to the judgment of the

local inspectors. \\ hen the same yardstick is used by all

there will be no reason for questioning a difference in the

11 limber of men required for different ships.

As a specific instance of a vessel being cleared by the

master and attempting to sail undermanned i cite the

sieamship Capuiin, a Maritime (Jomiuission-ownea slap

operated by Southgate-^elson Corporation. This ship, in

November of 1936, was in Philadelphia and all of the

unlicensed personnel had left the ship. All officers were
standing by. Ten men were brought in from Norfolk and
the master swore that, in his opinion, the ship was suhl-

ciently manned, and he cleared the ship for sea, but ihe

ofticers, knowing that the men aboard were not sulficient

in number, refused to sail the ship (Case No. \'-C-4:()—

National Labor Relations Board). Instances of similar

nature, though not short to as great an extent, are common
and should be corrected.

The average day for oflicers and unlicensed seamen on

passenger and freight packets and excursion vessels on
harbors, rivers, baAs, and sounds is 12 or more hours, as

well as on tugboats on all waters. (Vessels of over 100
gross tons on the Great Lakes are covered by Public SOS,

but vessels operating on harbors, rivers, bays, and sounds
exclusively are excepted from the provisions of Public SOS,

regardless of tonnage.) H. K. 6745, if enacted, will provide
tne S-hour day for ail seamen on all vessels, regardless ol'

tonnage or waters navigated.
It would appear from the report of the Department of

Commerce on H. R. 6745 that the Bureau of the Budget
does not consider that the enactment of 6745 would in-

crease the cost of operation of the Bureau of Marine
Inspection and Navigation. I, therefore, again urge upon
you the need for legislation as provided in H. R. 6745 and
respectfully request that you vote favorably to rejiort this
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bill to the whole House, and that you use your voice and
vote toward the enactment of the bill.

Sincerely yours,

Warren C. Evans,
Business Manager''

(pp. 15-10).

^^STxVTEMENT OF FRED B. GERRARD, BUFFALO,
N. Y., LICENSED TUGMEN'S PROTECTIVE AS-
SOCIATION OF AMERK^Y

Mr. Gerrard. My name is Fred B. Geiiard. I represent

tlie Licensed Tugmen's Protective Association of America.
The Licensed Tugmen's Protective Association of America

are aslving for aid in securing for us the 8-hour day on

towing tugs on the Great Lakes and tributaries, by su])-

porting H. R. 9588.

When you take into consideration that every steand)()at

of 100 tons and over is compelled by law, effective December
25, 1930, to have the three-watch system or, in other words,

the 8-hour day, you can realize the effect this law has

had on the members of our organization who are engaged
on the vessel towing tugs and are compelled to work 12

hours per day and, quite frequently, 13 and 11 hours per

day, for the reason that these towing tugs are just under
the lOO-ton minimum" (p. 10).



CHAPTER III.

Department of Commerce Ruling as to Section 2

of the Act of 1913.
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DEPARTMENT OF COMMERCE

Washington, Fehiunrv 0, 1040.

1 HKKEBY c EUTiFY that the annexed is a true pliotostatic

copy of the original Circular Letter, under date ot May tJ,

1913 on file in the Bureau of Marine Inspection and Navi-
gation, Department of Commerce.

ALLAN D. JONES
Assistant Director

(Official title)

OFFICE OF THE SECRETARY

1 HEREBY CERTIFY that Allan D. Jones who signed the

foregoing certificate, is now, and was at the time of sign-

ing. Assistant Director, Bureau of Marine Inspection and
Navigation and that full faith and credit should be given

his certificate as such.

In witness whereof, I have hereunto subscribed my
name, and caused the seal of the Department of Commerce
to be affixed this ninth day of February, one thousand nine

hundred and forty.

For the Secretary of Commerce:

E. W. LIBBEY
Chief Clerk.

(Seal)
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(Seal)

Ol'lice of the C^ollector

Address all eoiiimunications

for this office to the Collectoj-

TKExVSURY DEPARTMENT
I XITED HTATES CLuSTOMS SEUVICK
i*o[t of l*ort TowMserid, Wash.

June 7, I01:J.

The Secretary of Coiunierce,

Washington, D. C
Sir:

1 have the honor to transmit herewitli the application of

K. K. Pierson, Superintendent of the ^Alaska Steamship Co.,

and statement of Fred Warner, for relief from a penalty

of |500. for an alleged violation of Section 44(33, K. S.,

Section 2, Act of lUarch 3, 1913, in that the American
Steamship Alameda, owned by said company and operated

in cliarge of Fred Warner, leaving Seattle for Alaska on
April 19, 1913, was operated with two mates on board
who stood watches of more than eight consecutive hours,

as per complaint of 1*. Mullen, Secretary of Puget Sound
Harbor 2So. 10, American Association of Masters, Mates
and Pilots. (Fines Case No. 1222)
The applicant makes affidavit that on the voyage in

question three mates (Deery, Brelund and Heldt) stood

three watches of four hours on and eight hours oil; that

two special pilots (Jordan and Hansson) who possess

special knowledge as to the inside passages of the coast

of British Columbia and Alaska not possessed by the

general run of mates, stood special watch six hours on
and six hours oft, or a maxiiuum of twelve hours per day;

further that taking the trip as a whole, the average num-
ber of hours which each pilot actually stood watch would
only average a little over nine hours a day, as the pilots

do not handle cargo, and as soon as the engines are rung
olf after making a landing the pilot may go below; etc.

the line in this case has not been paid, and all papers

in the case are forwarded for such action as the Depart-

ment may deem advisable.

Respectfully,
F. C. HARPER

Collector,

c

enc
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Puget Sound Harbor
No. 16

(Incorporated)
J. E. Brinker, President

AMERICAN ASSOCIATION OF MASTERS, MATES
AND I»lLOTS

Seattle, Washington, May 8 1913.

U. S. Collector of Customs,
Seattle,

Washington.

Dear Sir

:

Upon information and belief I herewith charge the master,

owners or others interested in the Steamship Alameda with
navigating said vessel unlawfully in the following par-

ticular :

That on the voyage made by said vessel leaving the port

of Seattle, April 19, 1913 and returning May 2, 1913, the

master Fred. Warner permitted two mates J. F. Jordon
and R. Hansson, to stand in two watches while such vessel

was being navigated, contrary to the Revised Statutes of

the United States, Section 4463, as amended by act ap-

proved ^iarch 3, 1913, section 2 thereof.

1 would request that the penalty required by law be

imposed at once.

P. MULLEN

Secretaiy I*uget Sound Harbor No. 16, American Associa-

tion of Masters Mates and l*ilots

Subscribed and sw orn to before me this

8th. day of May, 1913.

GEORGE A. CUSTER
Notary Public in and for tlie State of Washington

residing at Seattle

T
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State of AA'asliington,

Count V of Kinj>—ss. :'r»

R. R. Pierson, being first duly sworn on oath, deposes
and says:

That he is Superintendent of the Alaska Steaiusln|) Co.

operating the steamer x\lameda.

That on the departure of said steamer Alameda from
Seattle, April 19th. said steamer carried in accordance
with the requirements of her inspection certihcate the

following men as Mates at the salaries shown opposite their

names

:

J. C. Deery, First Oflicer |100.00 per month,
O. Brelund, Second Ofdcer 85.00 per month,
R. lieldt, Third Officer 70.00 j>er month.'

That in addition to the above i\lates two special pilots

were carried as follows :

—

J. F. Jordan 1150.00 per month,
R. Hansson 150.00 per jnonth.

The two men last above named possess special knowledge
as to the inside passages of the Coast of Rritish Columbia
and Alaska not possessed by the general run of Mates,

and for this si)ecial knowledge they were paid extra com-

l)ensation.

On said voyage of the Alameda the three Mates (Deery,

Brelund, and Heldt) stood three watches of four hours

on and eight hours off. The two si)ecial pilots stood special

watch six hours on and six hours off or a maximum of

i'2 hours per day following a custom long in vogue in the

Alaska service.

in view of the provision in Paragraph 3 of Section 1403

providing a maximum of 12 hours work out of any 24

hours at sea, we have felt that we were within the law
in following the course described above in the case oL'

special pilots.

This deponent is informed and verily believes that taking

the trip as a whole, the average number of hours which
each pilot actually stood watch would only avei-age a little

over hoiiis a day as the pilots do not handh^ cargo, ami
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a8 soon as the engines are rung otf after making a landing,

the pilot may go below. In this way it often happens that

nearly all, or all, of a single watch of 6 hours will be

spent at the dock during which a pilot of course is not on
duty, although his hours of watch are running just the

same. In other words, if he comes on watch at 6 A. M.
and the vessel arrives at Ketchikan at 8 A. M. sailing at

1 P. M. the first pilot would only work two hours on that

watch, and the second pilot would come on duty at noon,

but would not commence work until 1 o'clock, then if the

ship called at Kassan cannery at 2 o'clock and discharged

cargo until 6 P. M. the second pilot would have only worked
one hour on his watch. Thus it happens that in any round
trip the pilots do not average but little more than 9 hours
work in each 24 hours, and as Paragraph 3 specifically

permits 12 hours work at sea, it would not seem that a
hardship had been worked on the pilots during this trip

of the Alameda.
Attached to this affidavit and marked "Exhibit A" is

a letter signed by Capt. Fred Warner, Master of the

steamer Alameda, which is made a part hereof.

Further deponent saith not.

R. R. PIERSOX.

Subscribed and sworn to before me
this 27th. day of May, 1018:

J. C. Harris
Notary Public in and for the State of

Washington residing at Seattle.
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ALASKA STEAMSHIl* OOJMPANY

Seattle, Wash. May 24, 1913.

Mr. K. K. Pieison,

SiiperintendeTit, Pier 2.

])ear Sir:

—

Hepl\in«> lo youi' letter of May IGtli. regarding charges

preferred by the Customs authorities as to violation of

Paragraph 2, Section 4463, which prescribes a penalty of

1100.00 against the owner of the vessel for failure to carry

three licensed mates who shall stand three watches while

vessel is being navigated.

1 beg to state that my three officers worked four hours

on and eight hours off during the trip leaving Seattle

April lOtli. 1 also carried two extra mates to act as

l)ilots for the inside waters of Alaska, who stood watch

and watch 6 hours on and 6 hours off. These pilots were

accompanied on the bridge by one of the three mates who
stood four hours on and eight hours off. As the ship's

certificate only calls for three mates, I thought I could

work the pilots to the best advantage of myself and the

ship subject to the 12 hours per day maximum provided in

Section 3 of the **Hardy Act''. As a matter of fact tlie

average number of hours worked each day by the pilots,

taking the entire trip including stops in ports during

which the pilots were not on duty, Avas but little over nine

hours.

Yonrs trulv,

FKEl) war]\i:k
Master SS Alameda.

UFA

(iTSlT-N J'lne 14, 11)13.

Respectfully referred to the Supervising Inspector Gen-

eral, Steamboat Inspection Service, for expression of opin

ion and return of papers to this Bureau.

A. I. TYRER
Acting Commissioner,

L»ort: Port Townsend, Wash.
Steamshij) •^Alameda."
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Aye. In Reply Refer to

File No'. 58748

DEPARTMENT OF COMMERCE
Steamboat-Inspection Service

AVashimitou
'>r>'

June IT, 1913.

Respectt'iilly returned to the Commissioner of Naviga-
tion, Department of Commerce, with the opinion that there

havS been no violation of the law in this case.

From the statement of the Superintendent of the Alaska
Steamship Company, owners of this vessel, and^ also, of

Captain Warner, the master, it would seem that this

steamer carries live mates, three of whom stand a regular

bridge watch of four hours on and eight hours off, and the

other two mates act as pilots in addition to the mates who
are standing regular watches, and are with them on the

bridge; the pilots, or rather the two additional mates act-

ing as pilots, standing regular watches of six hours on

and off'.

It does seem to me that this complaint is farfetched, and
should not for a moment be considered, as there is no doubt

that the ship is more than fully meeting the requirements

of the law.

I recommend the total remission of the penalty, as I am
firmly of the opinion that none has been incurred.

GEO. UHLER

S. S. "Alameda^',

Port Townsend, Washington.
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(hSIT-X

Sir:

Jiilv 24, 11)1:^

The Department has received your letter of June 7

last, transmitting the application of K. R. Pierson, Su[>ei-

intendent of the Alaska Steamship Company, for relief

from a penalty of |500 alleged to have been incurred in

the case of the steamer "Alameda'', for violation of section

4468 R. S., in that the licensed mates stood watches of

more than eight consecutive hours.

It appears that this vessel carried three licensed mates
' and in addition two special pilots who had knowledge of

the inside passage and were paid extra compensation be-

cause of this knowledge. Three of the mates stood watches

of four hours on and eight hours off. The two special pilots

stood special watch six hours on and six hours off or

twelve hours per day following a custom long in vogue in

the Alaska service. Taking the trip as a whole the average

number of hours which each pilot stood watch was a little

over nine hours per day and as they do not handle cargo

they go below as soon as the vessel makes a landing. In

this way it happens that nearly all of a single watch of six

hours will be spent at the dock during which a pilot is

not on duty although his hours of watch are running.

This vessel carried five mates and in the opinion of the

Department, the vessel was fully manned as required by
law. The circumstances of the case do not justify a penalty

and the same is herebv remitted.

I
Acting Secretary.

Collector of Customs,
Seattle, Washington.

(Rubber stamp
partly illegible)

Respectfully,

L
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UNITED STATES DISTRICT COURT,

Southern District of New York.

United States of America

vs.

Steaintug "Union^^, her engines, etc.

United States of Amerk^a

vs.

Steanitun; '^Dalzelline", her enpnes, etc.

-
Final hearings in Admiralty; actions to recover numerous

penalties of |500 each said to be authorized by Rev. Stat.

Sec. 4499, for violation of Rev. Stat. 4463, as amended
by Act of April 2d, 1908 (35 Stat., 55).

Mr. Pratt, Assistant U. S. Attorney, for libellant;

Mr. Burlingham for claimant.

Hough, D. J.

For many years Title 52d of the Revised Statutes has
contained most of the statutory regulations affecting steam
vessels of the United States.

The last two Sections thereof (4499-4500) are general

provisions regarding y)enalties for violations of any of the

duties or requirements prescribed by the title.

Thus long prior to 1908 Section 4499 declared that

:

"* * * if any vessel propelled * * * by steam he navigated

without complying with the terms of this title the owner
shall be liable * * * in a penalty of |500 for each offence,

one-half for the use of the informer, for which sum the

vessel .so navigated shall be liable, and may be seized and
proceeded against by way of libel".

Prior to the above mentioned Act of 1908 Sec. 4463 was
confined to a prohibition against passenger steamers leav-

ing port without a full complement of licensed officers and
crew.
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By the uinendatorv act referred to the entiie scopc^ juul

meaning of this Section was changed. There can be no

doubt that such change was intended by Congress, for

the Act begins by stating that Section 4463 shall

^'be amended so as to read'-,

and then follows an entirely new scheme of law.

That scheme is as follows:

'^Any vessel * * * subject to the provisions of this title

(i. e. 52) or to the inspection laws of the United States,

shall not he navigated unless she shall have in her service

and on board such complement of licensed officers and crew
as may in the judgment of the Local Inspectors who in-

spect the vessel, be necessary for her safe navigation. The
Local Inspectors shall make in the certificate of inspection

of the vessel an entry of such complement of officers and
crew, which may be changed from time to time by endorse-

ment on such certificate by Local Inspectors by reason of

change of conditions or employment".
Then follow certain provisions for penalties against the

master in the event of his failing to report deficiencies in

the crew ; but Section 4463 as it now stands contains no
penalty against owners.

In assumed compliance with the Act of 1008 the Local

Inspectors have devised the following system, apparently
applicable only to tugs and similar harbor steam craft.

The usual license annually issued to such vessels con-

tains a specification of her required crew, and there is

always required a "double crew-', i. e. a body of men from
highest to lowest, sufficient to enable the vessel to keej)

going twenty-four hours out of the twenty-four Avith the

men working "watch and watch".
This is the standard crew,—the theoretical crew. But

by an additional writing called an "endorsement'^ the

Inspectors provide that if the licensed vessel be not navi-

gated more than thirteen hours out of the twenty-four,

she is authorized to carry a "single crew",—the evident

expectation being that the officers and crew of such a ves-

sel which does not work at night may be kept on duty

(or at any rate on board the vessel) for thirteen hours out

of the twenty-four and no more.

The libels herein set forth that on many days the tugs

here proceeded against, having on board but a single crew
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loere navigated for more than thirteen hours in a day of

twenty-four hours.

Each day of such alleged unlawful navigation is made one
cause of action, and a penalty of |500 is demanded in re-

spect of each day. There are thirty-three such causes of

action set forth, and the Government at the trial in-

sisted on twenty-eight penalties of |500 each. The viola-

tions are said to have taken place in the year 1909.

The facts are sought to be proven by })roducing in some
cases "log sheets", and in some cases a sort of logbook
kept by former masters of the tugs who have testified.

With exceptions unnecessary to mention, these records

reveal the movements of the vessels from the time they
left Congress or Pacific Street, Brooklyn, in the morning,
until they returned there at night. It is shown how long
the tug was occupied in helping or towing each particular

vessel, how much tinie was spent in waiting for orders, how
much in obtaining stores or water, and how much in going
after a "job'', as distinguished from doing it.

What is perhaps more important, these logs show during
how much of the day the tug's propellers were turning

over and how long the vessels were lying still.

From them it appears that in almost every instance

claimed by the Government more than thirteen hours
elapsed from the time the vessels left their berths in Brook-
lyn until they returned there at night. But if there be sub-

tracted from this period of absence from Brooklyn, all time
spent moored to a wharf awaiting orders and all time so

spent taking on water, coal or stores, the number of hours

occupied in movement as distinct from rest is (in nearly

evei*y instance) less than thirteen;—but there still remains

(even after such deductions) at least one instance in which
each tug was moving (i. e. not moored or anchored) for

more than thirteen hours in a day extending from midnight

to midnight.

On these facts the following questions are presented for

consideration

:

1. Does the statute of 1908 authorize the action of the

Inspectors,—and the system of licensing illustrated by the

facts herein?

2. If such system be lawful,—is a violati(ui of it within

the prohibition of Section 4409? Or does KSection 4463 as
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amended lay down a complete system containing its own
regulations and therefore exchisive of the earlier general

prohibitions of Section 4499?

3. If the licensing system be lawful and Section 4499
be applicable, what then is meant by the word ^^navigate'',

or "navigated''? Is a harbor tug navigated from the time
her crew stand by in the morning until they cpiit work
at night, or is "navigation'' in the sense of this statute 1o

be limited to movement through the water?

4. Are the penalties authorized by Section 4499 and
sued for here cumulative?

1st. It is not doubtful that the Local Inspectors could

prescribe what crew these tugs should carry;—nor that

without the prescribed crew the tugs could not navigate.

This power has been lodged in some administrative body
ever since Congress began to legislate in respect of self-

propelled vessels. It has often been objected to, but I am
not aware that the objections have ever risen above the

kind of grumbling adverted to in the Frank Sylvia, 37 Fed.

Rep., at 157.

If the Local Inspectors were entitled to declare the wort
of crew that these tugs must have to navigate at all, it

seems to me their authority was ample to prescribe the kind

of crew with which navigation might be maintained for not

more than 13 hours out of the 24.

To put the matter another way,—the Inspectors' au-

thority is express to require "such complement of licensed

officers and crew" as they think necessary for "safe navi-

gation". Unless such complement be "in service and on

board" the vessel shall not be navigated. But it does not

follow from these words that the "complement" shall be

always the same. A proper complement depends upon the

requirements of "safe navigation". Therefore the In-

spectors are not required to issue one single ukase; they

may and must vary the crew if the recpiirements of navi-

gation change, and no reason is seen why such variation

may not be made in and as a part of the printed license as

well as after special application. I am therefore of opinion

that the so-called "thirteen-hour endorsement" is within

the express grant of Section 4463 as amended.

2d. It is plain that CV)ngress made the Act of 1908

a portion of Title 52 Kev. Stat.
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It was inartificial to insert the new act in Chapter 2 of

Title 52,—for Chapter 2 has for many years related only

to "transportation of passengers and merchandise''.

But Courts cannot base decision on a lack of symmetry
in the statutes,—the conclusive fact is that by the amend-
ment Section 4463 was made to cover not only vessels en-

gaged in transportation of passengers and merchandise,

but any vessel of the United States subject "to the in-

spection laws of the United States''. These tugs are cer-

tainly subject to the inspection laws—therefore they are

subject to Section 4463 as amended.
If the amendment to Section 4463 contained a complete

and rounded system of penalties or punishments for its

infraction, the argument that Section 4499 was not intended

to apply Avould have great weight. Section 4499 is di-

rected against the property of an offending shipowner; it

is intended to reach his pocket,—while Sec. 4463 as

amended only punishes the master for its violation. Un-

less the intent of Congress is very plain, or there is a

glaring inconsistency between the two statutes, both must

stand. There is certainly no apparent inconsistency, and
in my judgment it is plainly tlie Congressional intent that

the owner should be punished by one section of the statute

and the master by another. It follows that this action is

well brought under Section 4499.

3d. The difficulty of technically interpreting words

having little or no technical signification is an old story.

But with mala prohihifa multiplying on eveiy hand the

supply of technical words seems to have given out, and

crimes nowadays are described in popular and unstable

language,—even in the statutes. It is here contended that

the words "navigation" and "navigate'^ refer to any move-

ment or intended movement of the vessel for profit; while

on the other hand it is insisted that they can only refer to

times when (in the language of the Inland Rules of 1897)

"she is not at anchor or made fast to the shore or aground".

There are many cases in which the meaning of these words

has been considered; they have been for the most part

collated in "Words and Phrases", 4684 et neq. To the

lists there contained may be added The Aller, 73 Fed. Rep.,

875; The M, B. Grover, 92 Fed. Rep., 678.

These decisions show no more than that "navigate"

and "navigation" liave been constrned with reference to the
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purpose of the statute and the apparent intent of the

Legislature. This must always be the case when non -techni-

cal words are used. Yet such methods of construction have
their pitfalls,—and of a very dangerous kind.

On the one hand the judicial effort to carry out the Legis-

lative intent is sometimes no more than an opportunity of

bidding for populatiry; while on the other the statute may
be destroyed by ascribing too vague and uncertain a mean-
ing to the Avords employed.

In my judgment the purpose of the Act of 1908 is plain

on its face,—it is to insure safety in navigation.

It is matter of common knowledge that safety in anything
which requires human effort depends,—in the last analysis

on the human being. A weary man is infinitely more dan-

gerous than a defective pipe or an obscured light, because

lie is unfit to discover the unfitness of the inanimate ol)-

ject.

To the Inspectors, therefore, Congress confided the duty
of deciding how many men were required to safely operate

a vessel. With a double crew judicial notice is taken of

the fact that the men would normally work watch and
watch,—in other words that for 12 hours a day a man
Avould be on duty. Such notice is also taken of the fact

that in an emergency "all hands'' would be called. But it

is plain that a man should not be expected to work any
longer in a single crew than he would as a member of a
double crew.

Therefore I think it a reasonable interpretation to hold

that what the Inspectors lawfully intended to accomplish

by the 13-hour endorsement was to prevent the continuous

occupation of men in navigation for more than 13 hours

a day.

When this was the object, what is meant by "navigation"?

In my judgment it covers the time when the tug was en-

gaged in business. A man is engaged in the business of

selling goods though he may not be selling anything at the

moment; a man is engaged in the business of digging holes

though he may at the moment be taking a drink or chang-

ing tools. In this particular case it is quite evident that

the tugs were taken to Brooklyn over night for the con-

venience of their crews, most if not all of whom lived in

that Borough. Probably my interpretation of the word

"navigation" Avould exclude from the 13 hours the time
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spent in going to work and coming from work, just as a
laborer is said to work so man^^ hours per day, though it

may take him some additional time to get to his place of

work and to return therefrom at the close of his labor.

It follows that in a considerable number of instances it is

shown that these tugs were navigated for more than 13
hours in one day.

4th. The system of penalties now in force under Chapter
2 of Title 52 Rev. Stat, is of a kind difficult to describe with
calmness.

Under the facts here shown the masters of the tugs who
are the witnesses by whom the Government has proved its

case, were subject to severe penalties (on the Government's
own contention) day by day. The least penalty was |50,

the highest |500 (Sec. 4463 as amended). Thus the same
facts lay a penalty upon the master and an equal or larger

penalty upon the owner.
These penalties are now sued for after the lapse of nearly

live years. The Court is not told who was the informer;

but the patent fact is that a master may for a deliberate

violation of law inform against his owner and collect in

a qui tarn action like this a substantial contribution toward
the judgment against himself,—if anyone believes that any
such judgment will ever be sued for.

Indeed, penalties of the nature now before me can be
created by the master deliberately running over the 13

hours; for Section 4499 has no reference to intent. Such
a system is an invitation and incentive to what in popular
parlance is called ^'blackmail". It is inequity and iniquity,

and every reason adduced in Griffin v. Interurhan Street

R'y, 179 N. Y., 438, for holding the penalties non-cumula-

tive is here present. Where penalties are sought to be re-

covered on the criminal side of the Court the infliction of

sentence on one count affords what is usually a reasonable

mitigation, and suspension of sentence yields further relief.

But the claim is here made that this Court of Equity has

no option but to gratify some informer to the extent of

confiscating about one good tug. If this be the intent of

Congress it must be so written, and in so many words.

A decree may pass in each case for |5()0, together with

costs.

C. M. HOUGH />. ./.

Feb. 16, 1914.
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H. R. 7637

76TH CONGRESS 8RD SESSION

IN THE HOUSE OF REPRESENTATIVES

January 3, 1940

Mr. Bland introduced the following bill ; which was referred

to the Committee on Merchant Marine and Fisheries

A BILL

Relative to liability of vessels in collision.

Be it enacted by the Senate and Hou^e of Representa-

tives of the United l^tates of America in Congress as-

sembled, That where a collision occurs between the vessels

the compensation due for damages caused to the vessels,

or to any things or persons on board thereof, shall be

settled in accordance with the following provisions, in

whatever waters the collision takes place.

Sec. 2. If the collision is caused by inevitable accident

or by force majeure, or if the causes of the collision can-

not be determined either by direct evidence or by pre-

sumption, the damages shall be borne by those who have
suffered them.

Sec. 3. If the collision is caused by the fault of one
of the vessels, liability to make good the damages sliall

attach to the one which has committed the fault.

Sec. 4. If two or more vessels are in fault, the liability

of each vessel shall be in proportion to the degree of the

faults respectively committed: Provided^ That if, having

regard to the circumstances, it is not possible to establish

the degree on the respective faults, or if it appears that

the faults are equal, the liability shall be apportioned

equally.

The damages caused to the vessels shall be borne by
the vessels in fault in the above proportion, but in I'e-

spect of damages caused to third parties, whether by death

or personal injury, or to their cargoes, or to the affects or

other property of the crews, passengers, or other persons

on board, the vessels in fault, their owners and operators,

shall be jointly as well as severally liable to such third

parties, without prejudice to the right of recourse of the

vessel which has paid a larger part than that which in
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accordance with the provisions of the first paragraph of

this section she ought ultimately to bear, to recover con-

tribution from the others at fault.

Sec. 5. The liability imposed by the preceding section

shall attach in cases where the collision is caused by the

fault of a pilot, even when the carrying of the pilot is

obligatory.

Sec. 6. The right of action for the recovery of damages
resulting from a collision shall not be conditional upon
the entering of a protest or the fulfillment of any other

special formality.

Sec. 7. Actions for the recovery of damages shall be

barred after an interval of two years from the date of the

casualty.

The period within which the action to enforce the right

of recourse allowed by paragraph 2 of section 4 must be

instituted shall be one year. This limitation shall run
only from the date of payment.

Sec. 8. The provisions of this Act, excepting as here-

inafter provided, shall not aft'ect in any way the rules

in force in this country with regard to the limitation of

shipowner's liability, nor shall they affect the obligations

arising from contracts of carriage or from any other con-

tracts.

Sec. 9. This Act shall extent to the making good of

damages which a vessel has caused to another vessel or

to persons or things on board either vessel, either by the

execution or nonexecution of a maneuver or by the non-

observance of the regulations, even if no collision has

actually taken place.

Sec. 10. The provisions of section 4 of this Act shall

not affect the operation or enforcement of the Act of Con-

gress entitled ^'An Act relating to navigation of vessels",,

and so forth, approved February 13, 1893, commonly known
as the Harter Act; the Carriage of Goods by Sea Act of

1936 (Title 46, U. S. C, sees. 1300-1315) ; sections 367 and
368 of title 33 of the United States (^ode; Public Vessels

Act (title 46, U. S. C, sees. 781-790) ; Suits in Admiralty

Act (title 46, TI. S. C, sees. 741-752) ;
or Death by Wrong-

ful Act Statute (title 46, U. S. C, sees. 761-768); nor

shall such provisions in any way affect legal presum})tions

created bv the laws of the United Stales.
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CHAPTER VII.

Unpublished Opinion in the Case of "New York
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T'NTTED STATES CIRCUTT COURT OF APPEALS

For the Second Circuit

:Xo. 233—October Term, 1939.

(Argued January 22, 1940 Decided February 13, 1940.)

4

In the Matter of the Libel and Petition

of

Lighterage Holdings^ Inc., as owner and debtor in posses-

sion, and Canal Operating Co., Inc., as charterer of

the tug "New York Marine No. 10^', her engines,

boilers, etc., for limitation of and/or exoneration from
liability.

In the ^Matter of the Petition

of

William ^1. Murphy, as owner of the steamtug, "C. F.

CouGHLiN^^, her engines, etc., for exoneration from or
limitation of liabilitv.

Appeals from the District Court of the United States

for tlie Southern District of New York.

Petition for exoneration or limitation of liability was
filed by Lighterage Holdings, Inc., as owner, and Canal
Operating Co., Inc., as charterer, of the tug "New York
Marine No. 10'', and a similar petition was filed by William
M. Murphy, as owner of the tug "C. F. Coughlin", whose
tow was in collision with the tow of the other tug. The
causes were consolidated for trial. From an interlocutory
decree holding the tug "New York Marine No. 10" solely

at fault and denying limitation of liability to its charterer,
the petitioners in that proceeding have appealed. In the



App. 218

other proceeding Edward B. McNall as owner of a dam-
aged barge has appealed from a decree exonerating the
tug "C. F. Conghlin''. Decrees affirmed.

Before

:

SwAN^ Clark and Patteeson^
Ci)vnit Judges.

Macklin, Brown, Lenahan & Speer^ Pi'-octors for Appel-
lants-Petitioners; Leo F. Hanan, Advocate.

BiGHAM» Englar, Jones & Houston, Proctors for Appellant
McNall ; Andrew J. McElhinney, Advocate.

Otto & Easterday, Proctors for Appellee Murphy; Henry
E. Otto, Advocate; Samuel C. Otto, of counsel.

PuRDY, Mason & Lamb, Proctors for Appellee Weightman

;

John E. Purdy, Advocate.

Edmond B. Butler, Proctor for Appellee General Chemical
Co.

Swan, Circuit Judge:

This litigation is the outgrowth of a collision on the

Barge Canal near Tonawanda, N. Y., on September 11,

1937, between a barge in the tow of the tug New York
Marine No. 10 and a barge in the tow of the tug C. F.

Coughlin. The district judge in an admirably clear opinion

found the tug No. 10 solely at fault. We are asked by one
appellant, McNall, to charge both tugs with fault. The
other appellants, owner and charterer of No. 10, assert

that the sole fault lies with the Coughlin. These conten-

tions raise only questions of fact which the district judge

resolved in favor of the Coughlin, with ample evidence in

the record to support his findings. It would serve no use-

ful purpose to restate the evidence in detail. The appel-

lants argue that the Coughlin violated section 179 of the

New York Canal Law which requires a west bound tow

approaching "any place in a canal less than thirty feet

wide upon the surface, or which will not safely permit its
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passing another float approaching the same place" to stop

and wait for the east bound tow to pass at a place of

safety. As Judge Coxe found, the passing was not at the

bend but in the straightaway stretch east of it. The
Coughlin's bow was 50 or 60 feet east of red light No. 339.2

and this light was a considerable distance east of the

bend—one witness said a quarter of a mile. There was
sufficient room in the straightaway for passage, had not

the head barge in No. lO's tow taken a sheer after mak-
ing the bend. If the statute applied to the bend despite

the width of the canal at that point, there was no breach
of the statutory duty by the Coughlin.

The remaining point is whether the charterer of No. 10

was properly denied limitation of liability. Opposition to

the granting of limitation was based on the contentions

that the tug was insufficiently and incompetently manned.
The district judge found that only one of the two deckhands
was on board at the time of the collision and he (Costello)

was incompetent; that his incompetence was a contributing

cause of the collision, and that the charterer was chargeable
with knowledge of his incompetence, because Carine, dis-

patcher and hirer of crews for tugs of the charterer in New
York, as well as Tucker, who had similar duties in Buffalo,

knew that Costello was a member of the crew. Costello

was only 19 years old and prior to shipping as deckhand
on the No. 10 had had no experience on tugs. It may be
noted, however, that he was not wholly without experience
in navigation on the canal ; he had had plenty of experience
in handling lines on canal boats and had been serving as

deckhand on the tug for more than a month prior to the
collision. If the finding that the dispatchers "knew that

he was a member of the crew" be construed as a finding

that they knew Costello w^as inexperienced, we do not
think that the dispatchers are thereby shown at fault.

The duties of a deckhand on a tug do not require a high
degree of skill. No license is required, nor is any period
of apprenticeship customary, so far as we are informed.
Green men must be instructed in their duties by the master
of the tug, but we do not think the operating company is

ipso facto culpable for hiring a green deckhand. An able
bodied young man of 19, much of whose life has been spent
on canal boats, should presumptively be competent to per-



A])|). 220

form the duties of a deckhand if instructed by the tug
master. The master of the No. 10 did not give Costello

any instructions, although he knew that this was his first

job on a tug. Hence the deckhand's failure to stand by
the hawsers w^hen the tow was rounding a bend would seem
to be a fault chargeable to the master's failure to give in-

structions rather than to the dispatcher's knowledge of the

employment of a green hand. Denial of limitation cannot
be sustained on the ground of Costello's incompetence based
only on his inexperience.

But there was also a finding that the tug was under-

manned at the time of collision. There was testimony by
Gooley and Costello that the second deckhand, Ingleston,

did not join the tug until several days later, at Baldwins-
Adlle. Although Judge Coxe made no finding that this fact

was known to any managerial agent of the charterer, there

is testimony by Costello that he heard the tug master tell

Tucker, the charterer's Buffalo agent, on the dock that

there was no other deckhand than Costello. The tug master
did not expressly deny this conversation but he did testify

that Tucker was not on the dock when the tow set out from
Buffalo. Tucker denied that the tug captain had notified

him of the crew shortage, but his testimony is rendered most
doubtful by the admission that he sent a telegram to

Shepard to join the No. 10 at Buffalo as a deckhand, and
did not know whether Shepard went on the tug or on a salt

boat. We think the record requires a finding that Tucker
knew that the tug left Buffalo short one deckhand. Being
a managerial agent of the charterer Tucker's privity or

knowledge is chargeable to it and deprives it of the privilege

of limitation ; it has not disproved its privity, Avhich it must
do to limit liabilitv. The Ramhler, 290 F. 791, 792, (C. C. A.

2) ; The SJ^-H, 296 F. 427, 432, (C. C. A. 2) ; Southern Pacific

Co. V. United mates, 72 F. (2) 212, 214, (C. C. A. 2). The
charterer is therefore in the same position as if it had no

privilege of limitation, and is liable in full if it is held that

the absence of a second deckhand was a cause of the acci-

dent. Since the absence has been found, and the lack is

admitted to be a statutory fault, (see 46 U. S. C. A. §§222,

362 and 405) it is presumed that the fault is a contributory

cause, and the petitioner must bear the burden of showing
that it was not. The Pennsylvania, 19 Wall. 125, i:>.6; The
Albert Dumbis, 177 U. S. 240, 254; Lie v. San Francisco d-
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Portland ^'. N. Co., 243 U. S. 291, 298; The Annie Fa.roH,

75 F. 312, 319, (C. C. A. 9) ; McGill v. Michigan .S'. ,S'. Co.,

144 F. 788, 795, (C. C. A. 9), cert, denied 203 t. S. 593; The
Suffolk, 258 F. 219 (C. C. A. 2) ; The Fulton, 54 F. (2) 467,

469, (C. C. A. 2) ; The Annie, 261 F. 797, 799, (E. D. Va.).
This burden it has not met, for it is impossible to say that
tlie other deckhand might not have been on duty instead of

Costello on the morning of the collision, had there been two
deckhands on board. On the ground that the tug was under-
manned, that the charterer was privy to the undermanning,
and that this fault may have been a contributing cause of
the collision, the denial of limitation to the operating
charterer is sustained.

Decrees affirmed.
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CHAPTER VIII.

Executive Report #4 (Senate) 76th Congress,

1st Session Relative to

"Rules to Govern the Liability of Vessels, Etc/'
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SENATE
76TH CONGRESS, 1ST SESSION.

EXECUTIVE KEPT. NO. 4.

RULES TO GOVERN THE LIABILITY OF VESSELS
WHEN COLLISIONS OCCUR BETWEEN THEM.

Thursday, June 15, 1989.—Ordered to be ])rinted.

Mr. Schwellenbach, from the Coiiiniittee on Foreign

Relations, submitted the t'ollowinor.

REPORT

[To accompany Executive K, Seventy-fifth Con^ijress,

first session.]

The Senate Committee on Foreign Relations, having had
under consideration Executive K, Seventy-fifth Congress,

first session, an international convention for the unification

of certain rules to govern the liability of vessels when col-

lisions occur between them, and a protocol thereto, both

signed at Brussels on September 23, 1910, hereby report

the same favorably to the Senate, with the recommendation
that it advise and consent to its ratification, with the under-

standing that this convention shall not become effective,

so far as the United States is concerned, for a period of 1

year after its approval by the United States Senate.

A subcommittee of the Senate Committee on Foreign Re-

lations was oppointed to study, hold hearings on, and report

its recommendations to the full committee. Hearings were
held January 10-14, 1938. For the information of the

Senate, there is appended hereto and made a part of this

report the report of the subcommittee, which reads as fol-

lows :

The x^urpose underlying this convention is to unify the

laws of the various maritime countries governing the lia-

bilitv of vessels when collisions occur between them.
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The adherence oi* this Governiueiit to the convention will

change the maritime law of the United States in three par-

ticulars, only one of which has l>een the subject of much
controversy.

First, when a collision occurs between two ships of which
both ships are to blame, the existing law of the United
States divides the damages equally between the vessels in-

volved, no matter how much the fault of one ship may ex-

ceed that of the other. The convention divides the damages
between the ships in proportion to the gravity of their

faults, provided that the court is able to determine such
proportion. Otherwise the liability is apportioned equally

as under existing American law. Insofar as damages to

the vessels themselves are concerned, the change which
would be brought about by the convention is obviously an
equitable one and preferable to the present arbitrary Amer-
ican rule.

Second, when both ships are to blame the present law of

the United States (the Harter Act, 27 Stat. 445) allows

the cargo of either vessel to sue the other vessel for the

entire cargo damage, but it does not allow the cargo to

recover from its own carrying vessel, if that vessel has met
the requirements of the act in regard to the exercise of due
diligence with respect to seaworthiness and manning and
equipment. However, under the decision of the Supreme
Court in the Chattahoochee case (173 U. S. 540), the non-

carrying vessel is then allowed to collect from the carry-

ing vessel one-half of the damage which it was required to

pay to the cargo of tlmt vessel. The provisions of the

Harter Act bar the cargo from recovering from the vessel

on which it is carried, but due to the Chattahoochee de-

cision, cargo thus ultimately is able to recover from the

vessel on which it is carried even though that vessel has

complied with the Harter Act in regard to seaworthiness,

manning, equipment, and proper stowage. Adherence to

the collisions convention will overrule the Chattahoochee
decision which permits an indirect recovery from the carry-

ing vessel even though that vessel has complied with the

pi'ovisions of the Harter Act in i)roviding a seaworthy ship

properly manned and equipped and has properly stowed

the cargo. If the carrying ship has not complied with the
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Hartor Act, the cargo will be allowed to recover that per-

centa^ie of its loss which coiTesponds with the percentage

of fault of the carrying vessel.

Third, adherence to the convention will change American
law in respect of the statute of limitations. In the United

States today there is no time limit for the commencing of

collision suits, except those involving Government-owned
and operated vessels, other than the rule of laches, v\ liile

under the convention actions for collision must be brought
within 2 years after the accident, and suits for contribution

in respect of damages caused by death or personal injury

must be brought within 1 year. So far as is known, no
one objects to this change.

Extensive hearings were held before a subcommittee of

the Committee on Foreign Relations whicli lasted 5 days
from January 10 to 14, 1938. Due to the technical nature
of the subject, the opponents and the proponents of the

convention were granted the unusual x^rivilege of selecting

eminent admiralty counsel for the purpose of asking tecli-

nical questions of each witness on the other side. This

method of procedure, coupled with the fact that the matter
of the unification of various international rules to govern
collision liability of vessels has been under consideration

for many years, means that the opponents of the convention
have been afforded ample time and opportunity to prepare
and to present their views.

The histoj-y of the attempt to secure international uni-

formity in this matter is reviewed here briefly. At the meet-
ing in 1895 of the International Law xVssociation, two
papers were presented by Mr. Louis Franck, who subse-

(juently became a Minister in the Belgian Government. Mr.
Franck reviewed the dissimilarity of the collision laws of

all the countries of the world, including those of the

United States, itemizing them paragraph by paragraph. At
that same meeting an eminent English lawyer, Dr. Raickes,
did the same thing, covering another phase, and those

])apers were published and were generally available to

interested persons. As a result of this presentation in

1895, the International Law Association and its subsidiary
organization, the International Maritime Committee, pre-

pared a text to harmonize the collision laws of these
countries, which text, closely resembling the present text
of the convention, was presented at another meeting in 1898.
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In the spring of 1899, when this text was received in this

country, a number of leading admiralty hxwyers in the
United States formed the Maritime Law Association of

the United States, the object of which was to aid in secur-

ing the unification of maritime law by means of interna-

tional conventions. Answers to various questions raised

were prej)ared and the association appointed two of the

country's leading admiralty lawyers to go to London to

present the American point of view. It may be noted that

the Chattahoochee case was decided in April of 1899 so

that the effects of the decision were known at the time of

the meeting of the International Maritime Committee in

July 1899. At that time there were two opposing points

of view as there are toda>'.

In 1905 Judge Goodrich, of the Court of Appeals of the

State of New York, was named as a delegate by the Depart-
ment of State to go to the First DipU)matic Conference
on Maritime Law. He went to Brussels twice, where the

matter was debated by the delegates present and the text

was agreed to in principle. Diplomatic conferences to

which the United States sent instructed delegates were
held in 1909 and 1910 for the further consideration and
preparation of the final text as it is now worded. The
convention as finally drafted was signed by the four promin-
ent delegates of the United States and by the plenipoten-

tiaries of 23 other governments.
During the considerable interval that has elapsed since

the signature of the collisions convention, the Department
of State and other interested agencies of the United States

have had ample opportunity to consider the various objec-

tions which have been raised from time to time by domestic
interests. The executive agencies of the Government are

now thoroughly satisfied that the rule of the convention

is practicable; that it has worked satisfactory elsewhere;

and that its adoption will be in the interest of the United
States.

Since the date of signature, a total of 81 nations listed

on page 18 of Executive K, Seventy-fifth Congress, first

session, have either ratified or adhered to this convention.

The convention has been approved by the Department of

Commerce and by the Maritime Commission, and the officer

of the Department of Justice handling admiralty matters

testified in support of adherence to it. Your committee is of
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the opinion that the advantages to be anticipated from

bringing the law of the United States as to collisions at sea

into harmony with the uniform law of all the major mari-

time nations make it distinctly advisable that this country

adhere to the convention. Accordingly adherence, with the

reservations discussed below, is recommended.

The opposition at the hearings before the subcommittee

stressed the following points

:

(1) The contention was made that domestic legislation

should be adopted prior to the adherence to the conven-

tion.

(2) The contention was nmde, stated briefly that the

rule of the Chattahoochee decision should not be changed
l)y treaty.

(3) The contention was also made that the third reser-

vation concerning legal presumptions which the delegates

of the United States made at the time they signed the

convention (which reservation was not transmitted to

tlie Senate with the report of the Secretary of State to

the President and accordingly with the President's mes-

sage to the Senate), should be reinstated if the conven-

tion is to be adopted.

(4) The contention was made that the effect of a col-

lision would be to deprive employee not personally negli-

gent of his action in tort against the other vessel for

the full Value of his personal effects.

With respect to the first contention, the committee has
come to the conclusion that the more orderly procedure
was first to adopt the convention and then to pass domestic
legislation in conformity with it. This is in accordance
with the usual course of action in matters of this kind.

It is a procedural question rather than one of substance
and indeed demonstrates tlie degree of unanimity with
which the principles of the convention are accepted. The
disadvantages which may temporarily result from an ab-

sence of uniformity in the domestic law are more than out-

weighed by the advantages which will come about from
promptly establishing uniformity with the other maritime
nations in the law governing collisions between American
and foreign vessels.
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However, to make doubly sure that any i-ights of Aiuev-

kan shipowners, American cargo owners, or American
labor may be protected, the committee is providing, in the

resolution of ratification, that this convention shall not
become effective so far as the United States is concerned
for a period of 1 year after it is ratified by the Senate.

With respect to the second contention, under the Harter
Act of 1893 cargo owners may not sue the carrying vessel

if that vessel has met the requirements of the act in re-

gard to seaworthiness, manning, equipment, and stowage.
Adherence to the collisions convention will involve no
change in this doctrine, which is also the doctrine of the

principal maritime nations of the world. As noted above,

in one important respect the policy underlying the Harter
Act has never, in fact, become effective in the courts ol*

the United States. The decision of the Supreme Court in

the Chattahoochee case allows the owners the cargo dam-
aged or lost in collisions, where both ships are to blame,

to sue the noncarrying vessel for the entire cargO' damage;
l)ut, pursuant to the doctrine of contribution of admiralty
law, permits the noncarrying vessel to collect from the

carrying vessel one-half of the damage which the former
was required to pay. In other words, although the Harter
Act prevents the cargo owners from recovering directly from
the carrying vessel when at the beginning of the voyage
that vessel was seaworthy, properly manned and equipped^

and the cargo properly stowed, that vessel may be compelled
eventually, in the case of a both-to-blame collision, to pay
half of the damage sustained by its OAvn cargo regardless

of the degree of fault of the vessel. Adherence to the colli-

sions convention Avill correct this situation and will make
the law of the United States uniform with that of the rest

of the world.

With respect to the third contention regarding the rein-

statement of the third reservation of the delegates, which
reads as follows

:

'^'^ The provisions of article 6 of said convention shall

not in any way affect legal presumptions created by the

laws of the United States."

the committee, after full consideration ol' this question,

has concluded that this reservation should be reinstated.

The reinstatement of this resei'vation will eliminate the
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objection that omission thereof would have an adverse re-

sult on seamen- s claims for loss of effects and for personal

iiijury. The reinstatement of this reservation was also de-

sired by the insurance underwriters on behalf of them-

selves and, as they stated at the hearings, on behalf of

tlu^ cargo interests, and personal-injury claimants.

With respect to the fourtli contention, briefs were filed

by botli sides covering legal question as to whether or not

the convention would dej^rive seamen of their right of

action against the other vessels for loss of i)ersonal effects.

Tlie doubt exists as to whether seamen now have that right.

It is the opinion of the committee that the validity of this

contention is debatable. The committee cannot satisfac-

torily pass upon tliis question. The main object of delay-

ing the effective date of the convention for 1 year after

date of ratification liy the Senate is to protect the right

of American labor and to give it the opportunity, if in its

opinion it desires it, to come before the Congress and secure

legislation which will protect it against any possible doubt
as to its right.

Accordingly, your committee recommend that the third

reservation of the delegates, quoted above, should be rein-

stated.

It was the considered opinion of the proponents as well

as that of the opponents that should the convention be
approved, the first reservation recommended by the Presi-

dent in the President's message of April 29, 1937, should
be amended by adding the following statement to include
the Carriage of Goods bv Sea Act, approved April 16,

1936:

u* * * jj^^j. yi^all the provisions of said article 1 of said

convention affect the operations and enforcement of an act
of Congress entitled ^An Act Relating to the Carriage of

Goods by Sea,' approved April 16, 1936, commonly known
as the Carriage of Goods by Sea Act."

Accordingly, your committee recommends the amendment
of the first reservation as indicated above.

The second reservation submitted by the President and
the Secretary of State proposes the adoption of the recom-
mendation of the ximerican delegates to the effect that
the provisions of the convention ^^shall be applicable in

the United States only in course of admiralty and maritime
jurisdiction." Section 256 of the Judicial Code provides

I
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that the course of the United States shall have exclusive

jurisdiction '^of all civil causes of admiralty and maritime
jurisdiction/' However, immediately following this lan-

guage appears an important exception which reads as

follows

:

''* * * saving to suitors in all cases the right of a common-
law remedy where the common law is competent to give it."

The Department of State, which has recently concluded
a further examination as to the desirability of limiting the

convention to our courts of admiralty and maritime juris-

diction, has now reached the conclusion that the purpose
of uniformity will be served better by eliminating this

reservation. The consensus of opinion at the hearings also

favored the elimination of this reservation should the com-
mittee recommend favorable action on the convention. Your
committee therefore recommends that this reservation be
eliminated.

A question of importance to shippers of cargo is whether
premiums for cargo insurance ultimately will be increased

if the convention is adopted. In this relation your com-
mittee has concluded, from the evidence it has obtained
that cargo-insurance rates are governed largely by competi-

tion in a world insurance market : Namely that on a
specific commodity transported OA^er a particular trade

route the insurance rate is the same whether the carrying

vessel is an American vessel or a foreign vessel. In other

words we find that the insurance rate is the same on cargo

moving in vessels of nations which have failed to adopt
the collisions convention as the rate on cargo moving in

vessels subject to the convention.

LEWIS B. SCHWELLENBAOH,
CLAUDE PEPPER,
WALLACE H. WHITE, JR.,

Suhconifniftee.
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The President's message of transmittal, together with

the report of the Secretary of State to the President, fol-

lows :

The White House,
April 29, imi.

To tJie Senate of the United States:

With a vieAV to receiving the advise and consent of the

Senate to adherence to the convention for the unitication

of certain rules with respect to collisions between vessels

and its accompanying protocol of signature, which instru-

ments were signed at Brussels on September 23, 1910, I

transmit herewith a certified copy of each of those instru-

ments with a translation. Four reservations made by the

delegates of the United States at the conference, at which
the convention and protocol were signed, are quoted and
discussed in the report of the Secretary of State which I

transmit herewith.

The convention was signed by the duly authorized pleni-

potentiaries of 24 governments, including the United States.

Since the date of signature all of the signatory countries

except the United States, Cuba, and Chile have ratified or

adhered to the convention and a number of nonsignatory
countries have adhered to it.

I concur in the recommendation of the Secretary of State
that the United States should adhere to the convention
and protocol, subject to two of the four reservations made
by the delegates at the time of signing the convention, as

follows

:

"1. The provisions of article 4 of said convention shall

not affect the operation or enforcement of the act of Con-
gress entitled ^An act relating to navigation of vessels,'

et cetera, approved February 13, 1893, commonly known as

the Harter Act.

^^2. The provisions of said convention with respect to

fault and damages, as well as remedies, shall be applicable
in the United States only in the courts of admiralty and
maritime jurisdiction."

FRANKLIN D. ROOSEVELT.
(Enclosures: Report by the Secretary of State; certified

copy of the convention with translation; certified copy of
the protocol with translation.)
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Department of State,
Washington, April 27, 19:fl\

The President :

With a view to their transmission to the Senate for

that body's advice and consent to adherence thereto on the

part of the United States, if his judgment shall approve
thereof, the undersigned, the Secretary of State, has the

honor to lay before the President, in certified copies, to-

gether with copies of a translation of each, an international

convention for the unification of certain rules to govern the

liability of vessels when collisions occur between them, and
a protocol thereto, both signed at Brussels on September
23, 1910.

When the convention was signed in 1910 by the duly au-

thorized plenipotentiaries of 24 governments, including the

United States, it represented a general compromise between
the United States, Great Britain, and the continental coun-

tries in regard to the principles that should govern the

liability of vessels to each other and to cargoes in cases of

collisions. Although the elements of the compromise were
familiar, it was then wholly untried, and it was uncertain

whether any of the signatory countries Avould adopt it.

Since 1910 all of the signatory countries except the United
States, Cuba, and Chile have ratified or adhered to the con-

vention and a numbei' of nonsignatory countries have
adhered to it. It is now the law of all the important
maritime nations except the United States. According to

the information of the Department of State, the convention

has been ratified or adhered to by the following countries

and is in force among them : Argentina, Australia, Austria,

Belgium, Brazil, Canada, Denmark, Estonia, France, Ger-

many, Great Britain, Great Britain for certain possessions

and protectorates, Greece, Hungary, India, Italy, Italy for

all colonies, Japan, Latvia, Mexico, Netherlands, New
Zealand, Newfoundland, Nicaragua, Norway, Poland and
the Free City of Danzig, Portugal, I*ortugal for all col-

onies, Rumania, Spain, Sweden, Union of Soviet Socialist

Republics, Uruguay, and Yugoslavia. There is attached

hereto a statement showing the dates upon which the sev-

eral countries ratified or adhered.

The primary purpose of adhering to this multilateral

maritime convention is to secure international uniformity
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ol' law in different countries on the same questions arising

out of collisions. Uniformity will make for better trade

conditions by lessening uncertainty and litigation.

International uniformity of maritime law has been se-

cured in several respects by such nu^asures as the Interna-

tional Rules of the Road (U. S. C, title 33, sees. 61-141),

t])e International Convention for the Safety of Life at Sea

(effective as to the United States, November 7, 1936), the

Carriage of Goods by Sea Act (49 Stat. L. (pt. 1) 1207)

and similar acts in foreign countries, the International

Convention for the Unification of Certain Rules With Re-

spect to Assistance and Salvage at Sea (37 Stat. 1658,

effective as to the United States, March 1, 1913), and the

International Sanitary Convention (effective as to the

United States, May 22, 1928), and by the voluntary action

of shipowners in the adoption of the York-Antwerp rules

with reference to General Average.

THE CHANGES WHICH THE CONVENTION WILL
BRING ABOUT IN AMERICAN LAW

The adherence of this Government to the convention will

change the law of the United States in four particulars

:

(a) When a collision occurs heUveen two ships for which
both ships are to blame.—The law of the United States

divides the damages equally between them, no matter how
much the fault of one ship may exceed that of the other.

'The convention divides the damages betAveen the ships in

proportion to the gravity of their faults; if the court can-

not determine any particular percentage, the liability is

a[)portioned equally.

{b) When both ships are to blame the law of the United
States (the Harter Act, 27 St. L. 445 [copy attached]),
in conjunction with the decision of the Supreme Court
in the Chattahoochee case (173 U. S. 540), allows the
cargo of either vessel to sue the other vessel for the entire

cargo damage, but it does not allow the cargo to sue its

ow^n carrying vessel, if that vessel has met the require-
ments of the act in regard to seaworthiness, and manning
and equipment. The noncarrying vessel is then allowed
to collect from the carrying vessel one-half of the damage
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which it was required to pay to the cargo of that vessel.

In other words, the cargo, which is barred b}' the Harter
Act from suing the vessel on which it is carried, may sue
the noncarrying vessel for its entire damage—the non-
carrying vessel is then allowed to collect one-half of the
recovery from the vessel candying the cargo which was
damaged or lost, not exceeding the value of the latter ves-

sel. In this way the carrying vessel is compelled, eventu-
ally, in a both-to-blame collision, to pay half of the dam-
age sustained by its own cargo^ in spite of the rule of

public policy laid down in the Harter Act (sec. 3) since

1893, and restated in the Carriage of Goods by 8ea Act,

1936 (sec. 4), that a shipowner who uses due diligence to

make his ship seaworthy, shall not be liable for loss of

or damage to cargo due to an error in navigation. Under
the collisions convention (art. 4) the cargo which is dam-
aged in collision recovers from each ship that percentage
of its loss which corresponds with the percentage of fault

of that ship and consequently there is no cross-contribution

between the ships. However, article 10 of the convention
provides as follows

:

"Without prejudice to any conventions which may here-

after be made, the provisions of this convention shall not
affect in any wa^^ the rules in force in each country with
regard to the limitation of shipowner's liability, nor shall

they affect the obligations arising from contracts of carriage

or from any other contracts. ''

It is believed, although it is not entirely clear, that this

provision would preserve the limitations of liability of the

Harter Act of the United States and the Carriage of

Goods by Sea Acts of the United States and other countries.

If that be true, cargo, in convention countries where such
limitation of liability acts are in force, collects from the

noncarrying ship the percentage of the latter's fault and
is prevented by such acts from recovering from its own
carrying ship, if due diligence was used to make the latter

seaworthy and properly manned and equipped. As an
additional precaution to make clear that the Harter Act
is preserved, reservation No. 1, which is discussed below,

was made by the xVmerican delegates.

(c) Presumptions.—Because there were nmny presump-
tions relating to collisions in the laws of foreign countries,
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all legal presumptions of fault, so far as responsibility

for the collision is concerned, are abolished under article

() of the convention. I understand that in the United

States there are few or no statutory presumptions appli-

cable to collision cases. There are, however, some legal

presumptions which are applied to them set forth in judicial

decisions. The delegates of the United States therefore

made a reservation, which I shall discuss in another place

in this report, on signing the convention that the provi-

sions of article 6 should not affect legal presumptions

created by the laws of the United States.

(d) k>tatute of limitations.—I understand that in the

United States there is no time limit on the commencing
of collision suits, except the rule of laches. Under the

convention, article 7, actions for collision must be brought
within 2 years after the accident, and suits for contribution

in respect of damages caused by death or personal injury

provided for in article 4 must be brought within 1 year
from the date of payment. The American delegates made
the following statements with respect to this article in

schedule B of their 1909 report to the Secretary of State:

^^A uniform limitation of actions for collision among the
maritime powers would be highly desirable and we think
the periods proposed fair. From the nature of the case
actions for collision are usually brought promptly, and
these periods would seem to atford reasonable opportunity
for their institution.

"The International Salvage Convention, to which the
Ignited States is a party, provides in article 10 that a sal-

vage action is barred after an interval of 2 years from the
day on which the salvage operations are terminated, and
the Carriage of Goods by Sea Act, 1936 (sec. 3 {O)), re-

lieves the carrier and the ship from liability for loss or
damage to goods unless suit is brought within 1 year after
delivery of the goods or the date when the goods should
have been delivered.
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KESERVATIONS.

The delegates of the United States signed the collisions

convention subject to four reservations as follows:

^'1. The provisions of article 4 of said convention shall

not affect the operation or enforcement of tlie act of Con-
gress entitled '^An act relating to navigation of vessels/'

etc., approved February 13, 1893, commonly known as the
Harter Act.

"2. The provisions of articles 1 and 4 of said conven-
tion shall not create in the United States a right of action

for damages caused by death until such provisions shall have
been supported by appropriate action of the Congress of

the United States.

"3. The provisions of article 6 of said convention shall

not in any way atfect legal presumptions created by the

laws of the United States.

"4. The provisions of said convention with respect to
|

fault and damages, as well as remedies, shall be applicable 1

in the United States only in the courts of admiralty and
|

maritime jurisdiction.''

Reservation No. 1 was added to make sure that section 3

of the Harter Act would be preserved, as there was doubt
as to the effect of articles 4 and 10 of the convention
on that act. Section 3 of the Harter Act provides that

if the owner of a vessel shall exercise due diligence to make
the vessel seaworthy in all respects he will not be held
responsible to the owners of her cargo for loss resulting

from errors in navigation (which include collisions be-

tween vessels). However, as stated under {h) above in

this report, section 3 of the Harter Act has been construed
by the Supreme Court of the United States in the Chatta-

hoochee case to permit the owners of cargo to recover the

entire loss from the noncarrying vessel ; the noncarrying
vessel is then allowed to recover contribution from the

carrying vessel. As article 4 of the convention makes the

carrying ship liable to its own cargo in proportion to its

own fault for a collision, this article might have the effect

of nullifying section 3 of the Harter Act. As it did not

seem to be clear that section 3 would be preserved by
article 10 of the convention the express reservation of

the Harter Act was made as reservation No. 1.
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It is believed that reservation No. 2 is no longer neces-

sary as Congress enacted an act entitled "An act relating

to the maintenance of actions for death on the high seas

and other navigable waters," a])proved on March 30, 1920

(41 8 tat. 537).

With reference to reservation No. 3, the American dele-

gates stated in their 1909 report, a copy of which is at-

tached, that the sweeping away of all legal presumptions,

which the second paragraph of article 6 of the convention

will do without this reservation, could not fail to leave

our law in a state of more or less uncertainty, especially

in view of the difficulty in many cases of distinguishing

between presumptions of law and presumptions of fact.

The Secretary of Commerce in a letter of April 7, 1937, to

me, a copy of which is attached, stated that he saw no
objection to this reservation. The Chairman of the United
States Maritime Commission, however, in a letter to me
dated March 31, 1937, a copy of which is attached, made
the following comments with reference to this reservation

:

"While I believe that what has been said answers the
questions which you submitted for my views, since the
copy of your letter to the Secretary of Commerce, enclosed
with your letter to me, makes special reference to the
third reservation of the United States to the convention,
I venture to suggest that serious consideration be given
to the question whether this reservation should stand. Its

effect is to preserve the rule that a ship violating at the
time of collision a statutory rule for the prevention of
collisions has the burden of proving that such violation
"could not have been" the cause, or a contributing cause,
of the collision. That rule, as I am advised, was promul-
gated in The Pennsylvania (86 U. S. 125, 136), decided in

1873, and followed ever since.

"Under the existing rule of equal division of damages,
where a violation of such a regulation is established and
the vessel guilty of it fails to sustain the difficult burden
of proving that the violation could not have contributed to
the collision, the damages are equally divided, regardless
of to how slight a degree such violation could have con-
tributed. Since under the convention, subject to this reser-
vation, the court could consider evidence respecting degree
of fault attributable to violation of such a regulation and
could hold the degree so slight as to be almost negligible.
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it is possible that the reservation may be unnecessary in

view of its small practical effect under the proportionate
damage rule.''

From all the considerations appearing in the letters

from the Chairman of the United States Maritime Com-
mission and the Secretary of Commerce, I believe that
reservation No. 3 may be abandoned.
The American delegates to the conference stated with

reference to reservation No. 4 that the assessment of dam-
ages in proportion to the gravity of fault would, for serious
reasons, be undesirable and impracticable in actions before

a jury in common-law courts. I am informed that the situ-

ation today is precisely like that in 1910 in this respect,

and that most countries do not distinguish between ad-

miralty and other civil courts, and hence this reservation
is of no interest to them.

EFFECT OF ADHERENCE UPON Cx\RGO AND
INSURERS OF CARGO.

Shortly after the United States signed the convention in

1910, certain insurance underwriters and shippers of cargo
notified this Department that they were opposed to its

ratification. The reasoning advanced was that the com-
bined effect of articles 4 and 10 would impair the cargo
owner's rights and protection, since, as he could not sue
the carrying ship under the Harter Act, and article 4 of

the convention would not permit him to recover from the

stranger ship more than the proportion of its share of

responsibility for the collision, he would have to bear a
large part of the loss himself; also, that if the convention
were adopted insurance rates on cargo would increase so

as to be almost prohibitive. As I considered it important
to ascertain whether this argument was sound I sought
the views of the Secretai-y of Commerce and the chairman
of the United States Maritime Commission in regard to

the effect of the convention on insurance rates. The views
of the chairman of the United States Maritime Commission
on this question were set forth in his letter dated March
31, 1937, as follows:

^'With respect to the effect upon American shippers of

cargo of adherence by the United States to the convention.
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there has been some objection on their behalf, the real

ground of which seems to be that under the rule of equal

damages, the cargo owner can recover 100 percent of his

loss from the noncarrying ship, whereas, under the conven-

tion rule, such recovery is limited by the degree of fault

of the noncarrying shi]) with the result that, since the

Harter Act precludes recovery from the carrying ship, a

portion of the loss under the proportionate damage rule

falls on the cargo owner or his underwriter. I under-

stand that, because of this objection, no attempt has been

made to incorporate the principle of the convention in

bills of lading issued for vessels operated by the Govern-
ment. I also understand, however, that very recently the

principal objector upon this score has consented to the

inclusion of such provision in such bills of lading.

''With respect to whether American adherence to the

convention will be likely to result in an increase in insur-

ance rates paid by American shippers, I am advised that

ratification of the convention and enactment of enforcing
legislation by other maritime nations has not in fact re-

sulted in any increase of insurance rates by cargo under-
writers, or in any differentiation between insurance rates

on cargo moving in American bottoms and insurance rates

on cargo moving in bottoms of nations that have adopted
the convention. Thus, experience to date indicates that
adherence to the convention would not result in any in-

crease in insurance rates to American shippers; although
it cannot be said, since under the proportionate damage
rule shippers might not be able to effect full recovery for
cargo loss resulting from collision of vessels mutually at
fault, that an increase in insurance rates on cargo may
not be made in the future, based upon such contingency."
The reply of the Secretary of Commerce dated April 7,

1937, contained the following statements in regard to

insurance rates on cargo

:

''My information is to the effect that the ratification of
the convention and the enactment of enforcing legislation
by other maritime nations has not resulted in any in-

crease in the rates of cargo underwriters, or in any differ-

ence between such rates upon cargo moving in American
bottoms and the rates upon cargo in vessels of nations that
have become party to the convention. Experience, there-
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fore, indicates that adherence to the convention would not
ai'fect adversely the interests of American-cargo interests,

whether of owners or underwriters.

"It is thought it would be to the advantage of American
commerce for the United States to adhere to the conven-
tion/'

It appears from the statements of the Secretary of Com-
merce and of the chairman of the United States Maritime
Commission that in the experience of foreign countries

in which the collisions convention is in force the convention
has not caused an increase in insurance rates on cargo, and
that no differentiation is made in the United States between
insurance rates on cargo moving in American vessels and
insurance rates on cargo moving in vessels of nations that

have adopted the convention.

In view of the whole situation, I concur in the recom-
mendation of the Secretar}^ of Commerce and the chairman
of the Maritime Commission that the United States now
adhere to the convention concerning collisions. Such ad-

herence should of course, include the protocol of signature.

Of the four reservations made by the American delegates

when they signed the convention in 1910, I am of the

opinion that it is not now necessary to retain the second
or the third, and that the advice and consent of the Senate
may be sought, subject to the first and fourth of those

reservations, which are as follows

:

"1. The provisions of article 4 of said convention shall

not affect the operation or enforcement of the act of Con-
gress entitled ^An act relating to navigation of vessels,'

etc., approved February 13, 1893, commonly known as the

Harter Act.
* *

"4. The provisions of said convention with respect to

fault and damages, as well as remedies, shall be applicable

in the United States only in the courts of admiralty and
maritime jurisdiction.''

Respectfully submitted.
CORDELL HULL.

There is also attached to and made a part of this

report a communication from the Secretary of State to
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the chairiiiaii ol* the Senate Cominittee on Foreign Rela-

tions under date of June IH, 1980, reading as follows:

Department of State
Washington^ June IS, 19Si).

The Honokable Key Pittman,
CJialrmun, Committee on Foreign Relations,

United >>tates Senate.

My Dear Senator Tittman: I am informed that on

Wednesday June 14, your committee will consider the re-

port of its subcommittee which has been considering the

question of adherence to the Brussels Collisions Conven-

tion of 1910. In view of the lapse of time since this De-

partment's views with respect to the collisions convention

were forwarded on April 29, 1937, to the Senate by the

President, it seems appropriate to remind the committee
again of the importance which the executive branch of

the Government attaches to our adherence to this con-

vention.

When the convention was signed at Brussels on Septem-
ber 23, 1910, by the representatives of 24 governments,
including the United States, it represented a general com-
promise between the United States, Great Britain, and the

continental countries in regard to the principles that should
govern the liability of vessels to each other and to owners
of cargoes 4n cases of collisions. Since 1910 all of the

signatory countries except the United States, Cuba, and
Chile have ratiiied or adhered to it, and it is now the law
of all of the important maritime nations except the United
States.

The convention is one result of a general movement on
the part of commercial nations of the world to attain a
certain measure of uniformity in their laws to aid and
promote the international exchange of goods. I feel that
business will be aided by harmonizing the laws of the
several countries so that persons who carry on trade can
Iv'now with more certainty their exact legal rights and lia-

bilities. Several other multilateral conventions having the
()bj(^ctive of uniformity in maritime matters have already
been adopted by the principal maritime countries, including
the Ignited States.
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Prior to the general adoption of this convention the laws
of the various commercial nations differed to such an ex-

tent that, after a collision occurred, the rights and liabili-

ties of the owners of the affected property and of the sub-

rogated underwriters were dependent upon the mere choice

of a port of refuge. Shipowners and their underwriters

on the one hand preferred certain ports which were more
advantageous to them, while cargo owners and their un-

derwriters for the same reason preferred certain other

ports and sought to detain ships in those ports whose laws
were more favorable to them. Uniformity in the laws of

the maritime nations removes the grounds for such con-

troversies. The convention has on several occasions been

approved by the Department of Commerce and its ratifica-

tion has the support of the United States Maritime Com-
mission. The unanimous action endorsing this convention

on the part of the Commission, the Department of Com-
merce, and this Department was taken after thorough con-

sideration of its effect upon American citizens engaged
in maritime enterprises and foreign commerce.

In view of the importance of this matter, I very much
hope that the committee will be able to complete its con-

sideration of the convention at an early date and, if its

conclusion is favorable, that the convention may be re-

ported to the Senate in time to permit final action during
the present session of the Congress.

Sincerely yours,

CORDELL HULL.


